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We are pleased to transmit herewith a report covering the local passenger 
transportation situation in and about Los Angeles, as rendered by the Los Angeles 
Railway, Pacific Electric ilailway, and Los Angeles Motor Coach Company. This study 
has been prepared in connection with Case Ho. 4002 now pending 'before the Railroad 
Commission. It is planned to introduce this study as the Commission's exhibit at the 
hearing before Commissioner Carr at Los Angeles January 9, 1936. 

The summary and conclusions of the report are fully stated in the final chap
ter, and we may here point out that 

I 

The outstanding problem is the need for not less than two hundred 
new, modern, uptodate street oars for use on the Los ~gales Railway to 
replace obsolete and inadequate equipment, together with the modernization 
of three hundred of the steel-body oars now in service. This requirement 
is a minimum to preserve adequate local rail service, and is paramount to 
all ot~er needs of the local linea. 

II 

The service as a whole on the system is operated on a satisfactory 
and economical basis, but certain changes in routes and certain extensions 
of service are suggested. 

III 

The fare arrangements are complicated and unwieldy, but no basic 
rearrangement has been devised. However, certain changes are recommended. 

IV 

The difference in rail gauge and methode of operation of the two 
rail systems is a fundamental barrier to complete unification of these systems, 
but a more complete coordination of the operations by the present operators 
should be undertaken, particularly in respect to fares. 

In presenting this study we desire to acknowledge the cooperation. of the of
ficers and employees of the Los Angeles Railway and Pacific Eleotric Railway in making 
all desired information available; the officers of the City of Los Angeles including 
the City Attorney and the Board of Public Utilities and Transportation; the Downtown 
Business Men's Association; Central Business District Association; Los Angeles Traffic 
Association; HollywoOd Chamber of Commerce; and other interested groups. Informal dis
cussion ~hroughout the preparation of the report has been had with these groups, which 
has been helpful to us in endeavoring to view the transportation problem in Los Angeles 
in all of its many aspects. A. F. Ager of t he Commission's Los Angeles office has 
particip~ted in the meetings and discussions relative to the report. 

~J/Jt<l~ 
E. F. MONAUHTON 

Director of Research 

a.~.:
A.~ JENKINS 

Assi ant Engineer 
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CHAPTER I 

INTRODUCTORY 

The local public transportation service in and a bout Los P~gele s is used by 

over a quarter of a million patrons dai ly . It i s apparent , t herefore, tha t t he problems 

involved in rendering this service are of vital importanc e to a l a r ge body of people, as 

well as the utilities, the business and shopping district, and to the city i n general • 

.A.UTHORITY FOR REPORT 

By Case No. 4002 fil ,ed on April 12, 1935, the City of Los Angeles brought 11 

formal complaint before the Railroad Commiss ion, naming as defendants the Los Angeles 

Railway Corporation and Pacific Electric Railway Company, and asked tha t the rtailroad 

Commission conduct a study of all phases of the operations of these companies. The tran

script of the hearing on June 6, 1935, shows the final arrangement for the conduct of 

this survey, by which the Commission's engineers were instructed to proceed with the 

present study. 

PURPOSE OF REPORT 

The purpose of the report is to review the service, operating and financial 

matters oonneoted with the Los Angeles local transportation service as rendered by the 

Pacific Electric Railway and Los Angeles Railway, and their joint agency, the Los Angeles 

Motor Coach Company, for the purpose of making such recommendations as may seem appro

priate looking toward both the immediate and ultimate Los Angeles local transportation 

requirements. 

While the defendant railways have formally denied many of the allegations in 

the City's complaint, all parties, nevertheless, have agreed to cooperate in conducting 

the present study for the purpose of assisting in determining the issues of the case. 

GEHERAL ~NSPORTATION COMMITTEE 

The "Joint Transportation Committee" was appointed to study the public street 

transportation problems in the Loa Angeles metropolitan area and proceed in an amicable 

and informal manner to effect changes looking toward an improvement in the rates and ser

vice of local transportation. The appointment of the committee followed a conference 

held in the Commission's San Francisco office on October 6, 1933, which was called by the 

Commission for the purpose of discussing the local transportation situation in the City 

of Los Angeles. The participants at this con~erence with the Commission included repre

sentatives of the Board of Public Utilities and Transportation and the City Attorney's 

Office of the City of L~s Angeles, Pacific Electric Railway Company, and Los Angeles 

1 



INTRODUCTORY 

Railway Corporation. 

Initially, the personnel of this committee consisted of representatives of 

the two railroads, the Board of Public Utilities and Transportation, Public Utility 

Department of the City Attorney's Office, together with representatives of the Commission. 

Subsequently, however, the committee was enlarged to include representatives of the Los 

Angeles Traffic Association, Central Business District Association, Down Town Business 

Men's Association, and the Hollywood Chamber of Commerce. Problems arising which af

fected some particular area necessitated the inclusion from time to time of certain other 

representatives who participated in these informal conferences, including the Cities of 

Inglewood, Hawthorne, Huntington Park, etc. 

The committee functioned through sub-committees, eighteen of which were formed, 

with specific duties prescribed for each. Thereafter the General Committee met at fre

quent intervals, but as the work progressed, meetings were held less often. The committee 

suspended meetings during the present study and functions only if and when special pro

blema arise which appear to require action by the committee. 

Some of the principal accomplishments of the General Committee since its in

ception were: 

1. Installation of inter-company transfer, good between Los Angeles Railway pri

mary zone and in two of Zones l, 2, and 3 of the Pacific Electric Railway. 

2. Standardization of the zone points of the various lines of the Los Angeles 

Railway Corporation in Zone No.1, based -in general upon a six-mile zone with Seventh and 

Broadway as its center. 

3. Walk-over transfer priTilege between Pacific Electric and Los Angeles Railway 

in the area between Temple and Sixteenth Streets and Main and Hill Streets. 

4. Institution of weekly passes on the lines of the Los Angeles Railway, consist

ing of a $1.00 zone pass and a $1.50 system pass. These passes also include provision 

for the transportation of two children under twelve years of-age, on Sundays and holidays, 

when accompanied by an adult holding a weekly pass. 

5. Conversion and rehabilitation of 23 cars for use on the "N" line of the Los 

Angeles Railway. 

THE EQUIPMENT CASE 

On October 16, 1934, the City of Los Angeles brought a case No.3915 before the 

Commission involving equipment of the Los Angeles Railway Corporation. This complaint 

was settled by agreement, early in 1935, of the Los Angeles Railway to spend the first 

~500 , 000 remaining in each of the years 1935, 1936, and 1937 for modernization of existing 

equipment, purchase of new equi pment or such other capital improvements as might be 

mutually agreed upon, after paying operating expense, taxes, bond and loan interest, and 

fixed charges, but before depreciation charges. This agreement was predicated upon the 

gradual introduction of one-man operation. 



CHAPTER II 

GENERAL TRANSPORTATION SITUATION 

IN AND ABOUT 

LOS ANGELES 

In viewing the general local transportation operations in and adjacent to 

Los Ang eles the material has been assembled in the following sections: 

"' . Study Area 
B. Population 
C. Present Transportation Services 
D. Other Transportation Facilities 
E. National ~ransit Trend 
F. Business Conditions in Los Angeles 

SECTION A 

STUDY AREA 

This report embraces the local transportation area extending in a general 

manner about eight miles fron1 the central business district of Los Angeles. Beyond this 

distance the field is largely that of interurban transportation service and as a rule it 

may be said the maximum local service area will not exceed ten miles from Los Angeles. 

Growth of Los Angeles and the communities tributary to it in recent years, particularly 

in the territory between Los Angeles and Beverly Hills, may require some form of coordin

ated suburban and looal service to be given to the territory beyond the ten-mile circle. 

The accompanying map shows in general the rail transportation services rendered 

in and about Los Angeles and includes adjoining area s, particularly Beverly Hills, Santa 

Monica, Culver City, Glendale, Hawthorne, Montebello, Alhambra, and a porti on of Pasadena. 

It should be understood, however, that while consideration has been given to these areas 

ad j oining Los Angeles, the study relates primarily to the local services embraced within 

the ten-mile circle measured from the central business district of Los Angeles. 

There is also attached, opposite the next page, a more deta iled map showing 

the rail and motor coach services,and a route map appears as the last page of the report. 

From the aerial photograph frontispiece a genera l idea of the geography of the area is 

given, practically the entire local service area being flat excep t for the Santa Monica 

mountains back of the Hollywood area and the gradual rise from Los AngPles to the n orth

east, to the Verdugo Hills back of Glendale and Pasadena. 

The limits of the City of Los Angeles are superi n1posed upon the map showi ng the 

rail transportation facilities. It is apperent tha t the city limits as such cannot 

be related to the local transportation requirements. For example, Vernon , although a 

separate city, is involved in the loca l transporta tion problems, while San Fernando Valley 

and San Pedro, although within the Los Angelas cit y li mits, ar e definitely outs i d e of t h e 
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GENERAL TRANSPORTATION SITUATION IN AND ABOUT LOS ANGELES 

maximum local transportation service area and are involved in this study on1y in a general 

manner. 

SECTION :B 

POPULATION 

It is estimated that the population ot the City ot Loa Angeles at this time is 

approximately 1,300,000, which is somewhat in excess ot the population ot 1,231,000 as 

tound by the 1930 census. The tollowing chart indicates the substantial growth of the 

city during the years 1920 to 1934. These figures are based on the 1920 and 1930 census, 

together with estimates of the population for each ot the intervening years and up to the 

present time. Certain enlargements of the boundaries of the City of Los Angeles in 1925, 

particularly the Venice area, account in part for the increase shown in the year 1925. 

POPULATION - CITY OF LOS ANGELES 
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Growth of Population 

The growth of population as related to distance from the downtown district is 

5 

of interest and two studies are available which, when compared, are indicative of the trend. 

Di~tance from 7th & :Broadwa;l (Miles l 
Year 0-5 5-10 Total 

1923 551,000 342,000 892,000 
1930 748,000 599,000 1,347,000 

Increase 197,000 25'7,000 455,000 

Percent Increase 36% 7ff/o 51'% 

It is apparent that the population increase has been relatively very much 

greater in the area 5 to 10 miles from the Los Angeles business center than in the are~ 

within 5 miles. 



6 GENERAL TRANSl'ORTATIOH SITUA'l'I ON IN AN D ABOUT LOS ANGELES 

Another view may be had by inspection of the growth of same of the communities 

adjoining Los Angeles compared with the City of Los Angeles: 

County of City of Five Adjoining 
Year Los Angeles Los Angeles Cities 

1920 936,455 576,673 76,657 
1930 2,208,492 1,238,048 200,545 

Increase 1,272,037 661,375 123,888 

Percent Increase 1367~ 115% l6z1;b 

The adjoining cities included in the above statement are: 

Percent 
City 1920 1930 Increase 

Beverly Hills 674 17,429 2,486'% 
Glendale 13,536 62,736 363 
Pasadena 45,354 76,086 68 
.llhambra 9,096 29,472 224 
Whittier 7 997 14,822 ~ 

Total 76,657 200,545 162'% 

These figures confirm, of course, common impressions of the tendency of resi-

dential development in the way of single family homes in the formerly undeveloped territory 

surrounding Los Angeles. 

Direction of Growth 

While all areas show a growth during the decade 1920 to 1930, the increases 

were most marked in the area to the west of Los Angeles. Particularly is this true of 

the territory along Wilshire Boulevard and the City of Beverly Hille. 

SECTIOH C 

PRESENT TRANSPORTATION SERVICES 

The largest local transportation company is, of course, the Los Angeles Railway 

and the next largest is the Pacific Electric Railway. These companies, together with 

their agency, Los Angeles Motor Coach Company, provide practically all of the local public 

passenger transportation service. There are no jitneys or other local services directly 

competitive with these lines; taxicab operation is of the usual type and with a fare struc

ture not directly competitive. Loa Angeles City has no municipal transportation service 

and such operations by adjoining communities have been confined, to date at least, to 

connections with local rail lines. 

As will later be pointed out in detail, the local service is highly competitive 

with the private automobile, and this situation has a most important relationship to 

many of the studies made and conclusions reached concerning the local transit lines. 



GENERAL TRANSPOHTATIOH SITUATI Gl! I N AHD ABOUT LOS Al'lGELES 

The trend of travel daring the period 1920 to 1934 has been as follows, based 

on revenue passengers of the Los Angeles Railway and Pacific Electric Railway: 

REVENUE PASSENGilltS 

Rlwy. 
Rlwy. 

Beginning in 1923, motor coach operations were started by the Los Angeles 

Railway and Pacific Electric Railway. These operations have gradually increased until 

they now account f or approximately 14% of the total revenue passengers of the companies, 

as shown by the following chart. 

0) 200 
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~ 150 -
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~ 100 
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M M 

Motor Coach 
Rail 

The gross local passenger revenue of these companies (each of which includes 

its share of Los Angeles Motor Coach Company) in 1934 was over ~12,000,000. The revenue 

passengers carried in the same period totaled over 190,000,000, or about 575,000 per aver

age week day, indicating a patronage of over a quarter million. Approximately 630 route 

miles are operated in these services, and nearly 1,200 passenger equipment units are 

assigned to the Los Angeles local services. The following tabulation presents the basic 

figures for each of the operators, divided also as between rail and motor coach operation . 

7 



8 GENERAL TRANSPORTATION SITUATION IN Al!D ABOUT LOS AUGELES 

Passenger Revenue 
Rail Operations 
Motor Coach Operations 

Total 

Percent 

Revenue Passengers 
Bail operations 
Motor Coach Operations 

Total 

Percent 

Ro11te Miles 
Rail Operations 
Motor Coach Operations 

Total 

Percent 

Equipment Units in Servioe 
Rai 1 opera ti one 
Motor Coach Operat ions 

Total 

Percent 

L.A. Ry. P.E. Ry. L.A.M.C.Co. 

f8,300,989 ~1,588,397 $ 
847.959 7 690 1.327.111 

$9,148,948 $1,596,087 $1,327,111 

75.ff}, 13.2% 11.CY/o 
(a) Before intercompany eliminations. 

141,992,521 23,222,267 
11.296.849 ;!.Q0.374 15.149.096 

153,289,370 23,322,641 15,149,096 

79.9% 12.~ 7. CJ% 

264 84 
136 9 138 

400 93 138 

63.4% 14. 7'% 21.9% 

775 156 
111 5 131 

886 161 131 

75.2fo 13.t% 11.1% 

SEOTICli D 

OmER TRANSPORTATION fACILITIES 

Other frivately-Owned Operators 

Total Percent 

' 9,889,386 81.9% 
2.182.760 18.1 

$12,072,146(&) lOO.O'fo 

lOO.ofo 

~65,214,788 86.2% 
26.546.319 13.8 

191,761,107 100.0"/o 

lOO.ofo 

348 55.2% 
283 44.8 

631 100.0"/o 

lOO.o% 

931 79.0% 
247 21.0 

1,178 100.<>% 

lOO.o% 

There are oertain other operators of publio transportation service in the looal 

service area. The Motor Transit Company operates a nwnber of interurban lines radiating 

from Los Angeles. Praotioally all of these operations are restrioted as to right in the 

local service area. 

The Pasadena-Ocean Park Stage Line operates a service between Pasadena and 

Hollywood and between Pasadena and Ocean Park via Glendale and Hollywood. It is restricted 

as to the handling of looal business between Hollywood and Santa Monioa and Ooean Park. 

The Original Stage Line operates a motor ooach servioe from Los Angeles to Glendale and 

Burbank. The Studio Stage Lines operates a service between Culver City and Universal City 

via Hollywood. These three companies are under ~ single ownership. 

The Bay Cities Transit Service operates a number of looal service lines in Santa 

Monioa, West Los Angeles and along Pioo Boulevard to a oonneotion with the Los Angeles 

Railway Pice Street line. 

Several other independent operators serve territory adjoining the local service 

area and in general serve as feeders to the Los Angel es Railway. These are the H. & A. 

B11s Line. Belvedere Gardens Line, El Segundo Motor Transport, Holbrook Transit, S11nset 

Stages, and Prairie Avenue Transit Company. While these lines are of importance in their 
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particular serving areas, their operations do not have a major bearing on the Los Angeles 

local transportation problem. 

Municipal Operations 

The City of Montebello for many years has operated a motor coach service on 

Whittier Boulevard from Montebello to a connection with the terminal of the Los Angeles 

Railway Whittier Boulevard rail line. 

In 1927 the City of Culver City established a municipal motor coach service 

operating along Washington Boulevard from Venice through Culver City to the terminal of 

the Los Angeles Railway's Washington Street line. 

In 1928 the City of Santa Monica established a somewhat similar service operat

ing from Ocean Park in Santa Monica via Pico Street to the terminal of the Los Angeles 

Railway's Pico Street line. The City of Santa Monica has an application on file with the 

City of Los Angeles at this time for permission to operate a motor coaoh service from 

Santa Monica via Third Street to downtown Los Angeles. The two lines now operating are 

competitive with the Pacific Electric Railway interurban lines, but oonn~t as feeders to 

the Los Angeles Railway•local system. The present application of the City of Santa Monica 

would parallel not only the Pacific Electric Railway and Los Angeles Moto~ Coach Compani's 

lines, but would be directly competitive with the lines of the Los Angeles Railway. 

Motor Coach Operations in Downtown Los Angeles 

Motor Bus service is restricted by charter provisions in the downtown Los 

Angeles district, and such service may not be operated in the area bounded by Broadway, 

First, Main, and Eighth Streets, except on Second and Third Streets. 

Taxicabs 

There are approximately 346 taxicabs operating under permit in Los Angeles, 

virtually all being owned by the Yellow Cab Company. The rates are on a basis which do 

not seriously affect street railway travel. 

The Private Automobile 

~e outstanding competitor of the local public transportation linea, of course, 

is the private automobile. !he following chart shows the growth in use of the automobile 

compared with the trend of use of the public transportation facilities. This chart shows 

that automobiles per thousand of population in the City of Los Angeles increased rapidly 

during the period 1920 to about 1927. Jrom 1927 to 1931 the number remained rather con

stant at about 360 automobiles to one thousand population. With the depression, particu

larly the interval frOm 1931 to 1932, there was a reduction in xhe number of automobiles 

per thousand population to 300, or about a 2o% decrease. During this period the travel 

9 
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on the loca l transportati on lines related to population has continued to decline year by 

year since 1923 until the last year, when an upward trend is again noticed. It is without 

question that a substantial portion of the decline i n street car travel, particularly in 

the years when the automobile development was most rapid, was mostly effected by increased 

use of the automobile. Durin~ recent years, however, the facts would indicate that the 

depression has brought about a decline in the use of both facilities, and the experience 

of 1934 and 19 35 indica tes definitely that some of the local transportati on travel is 

bein~ recovered. The fi~ures for the first ten mo~ths of 1935 indicate a 10% increase in 

travel on the transit lines. 
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Of all the large cities in the country Los Angeles bas by far the highest ratio 

of automobiles in relation to population. Los Angeles bas also by far the largest number 

of automobiles entering the downtown business district, compared with any other city. 

Naturally the growth and development of Los Angeles in the past ten or fifteen 

years has been influenced to a marked extent by the high development of automobile usage 

and many millions of dollars have been invested in new streets and highways, widening of 

existing thoroughfares and construction of storage facilities for this means of transpor-

tation. 

It is of interest to note, however, that the automobile development was 

adversely affected by the depression along with the decrease of travel on the local rail 

and motor coach lines, and with the upturn in business experienced in the last ei ghteen 

months, which was reflected in increased rail and motor coach travel, it may be that the 

competitive effect of the automobile is nearing its zenith and tha t in the future the 

local transportation utilities may obtain their share of the i ncreased trav el, depending 

on the a ggressiveness with which the equipment, service, a~d f~re problems are met. 
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SECTION E 

NATIONAL TRANSIT TREND 

The trend of travel and use of local transportation facilities in Los Angeles 

has not differed greatly from national trends since 1930. This is shown by the following 

chart. 
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It is apparent that the depression insofar as travel is concerned has had about 

the same effect on Los Angeles transit lines as the national travel figures. The tremen

dous growth of Los Angeles following 1920 is largely responsible for the departure of the 

Los Angeles trend from the national trend in the period 1920 to 1924. From 1924 to 1928 

the trend was parallel. In 1929 the fare increase in Los Angeles resulted in a decrease, 

bringing the Los Angeles trend downward, while the effect of the depression is apparent 

on both trends beginning in 1930. It will be noted that Los Angeles travel decreased to 

a somewhat greater extent than the national trend, both trends reaching the low point in 

1933 and both showing a recovery in 1934. 

SECTION F 

GENERAL BUSINESS CONDITIONS 

11 

The trend of general business conditions in the Los Angeles area is of i n terest 

in considering many of the travel and revenue trends. The "Index of Business Activity in 

Southern California" as prepared by the Security-First National Bank has been used for 

this purpose. From this chart it will be seen that in the period 1925 to 1928 travel fol

lowed to some extent the business trend. In 1929 the travel decreased while business con -

ditions improved. The decrease in travel in this case was largely due to the increased 

fares effective late in 1928. From 1929 on to 1933 the decreased travel has been largely 

due to the decline in business conditions, and the trend of 1934 and 1935 indicates a 
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recov ery in travel along with a recovery in general business condition in the Los Angeles 

area. 
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A substantial recovery from the low point of the depression in 1933 has been 

recorded to date: 

Year 

1929 
1930 
1931 
1932 
1933 
1934 
1935 

Business 
Index 

118 
100 

85 
68 
64 
68 
78 

Passenger 
Traffio 

108 
100 

89 
75 
69 
77 
85 

It will be noted from t hese i ndices that while business conditions in general 

reached a low point of 64 in 1933 compared with 1007~ for 1930, passenger travel on the 

looal lines was 69% . The recovery from this low point to 1935 as indicated by business 

activity shows an increase to 78~ , or within 22 points of the 1930 level. Passenger 

traffic has increased to 85, or to within 15 points of the 1930 level. Here again it is 

obvious that there is some relation between the general business activity and the passen

ger travel on the local transportation services, although it is apparent that passenger 

travel was relatively less affected by the depression than was general business. 



CHAPTER Ill 

BASIC CONSIDERATIONS OF STUDY 

In the preceding chapter the existing public transportation utilities serving 

Los Angeles have been discussed in a general manner. It is appropriate at this poi nt 

in the report to consider the broad questions with which the report will deal. The 

study deals primarily With the opera tiona of the Los Angeles Railway, the local lines of 

the Pacific Electric Railway, and the Los Angeles Motor Coach Company's operations in 

and about Los Angeles. The complaint before the Commission, as has been pointed out, is 

inclusive of practically all phases of the operations, fares, services and financial 

matters connected with these utilities. There has also been raised the question of a 

more complete unification of the services of the three companies, both as to fares and 

service. Such unification might come about through some form of coordination or pool 

operation by the existing companies, or might go further and embrace some form of pur

chase or lease of existing properties ~y other companies or by political sub-divisions. 

No less than ten such possible combinations which would provide for ultimate unification 

of the transportation operations in the Los Angeles area are available for consideration. 

13 

With this general statement it may be now said that the object of the remainder 

of this report will be as follows: 

First To present the basic facts as to the present properties of the companies 

under consideration, their operating organizations, balance sheet and income statement, 

operating revenues, operating expenses, taxes, depreciation, rate base, rate of return, 

earnings by lines, and the detail of the present service rendered. It is necessary that 

these matters be fully presented and understood before endeavoring to discuss and present 

any plans for changes, and such basic facts are shown largely in Chapters IV to XVI, 

inclusive. 

Second. A study of service and routing including analysis of traffic studies, 

service requirements and operating methods; studies of extensions, improvements and aban

donments of service; substitution of motor coach service for rail lines; a consideration 

of the existing rail equipment and future needs, together with other new money require

mente for replacement of property and additions to plant; consideration of present fares 

and possible modifications; the franchise situation; and the financial situation of the 

companies as presently operated. 

Third. All of the studies and recommendations as presented in Chapters XVI to 

XXII, inclusive, as above described, will be made basically to apply to the present 

operations by the present companies so that immediate consideration ma y be given any 
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conclusions reached tram these studies. This is important because plane tor complete 

unitication ot these services will undoubtedly require extended consideration, and it 

is believed that the report will be presented so that its results may be applied to 

the immediate situation. 

Fourth. On the other hand, in all ot the studies in Chapters XVII to XXII, 

inclusive, there will be always considered the possibility of tuture ultimate unifica

tion Of these properties, and as a general statement each recommendation or conclusion 

will be tested so as not to aot as a barrier to such ultimate unification. 

~- In Chapter XXIII the basic principles which ~ould be involved in any 

coordination of tares and servia~ through some form of cooperative or pooling arrange

ment by the present operators will be set forth, while in Chapter XXIV the various 

methods by which a unification at the properties m1ght be accomplished are discussed, 

together with tentative conclusions as to these subjects based on the information at 

hand at this time. 

The l a st chapter shows the summary and conclusions of the entire study. 

The above statement has been made at this time so that the interested parties 

may have clearly before them the basic considerations i nvolved in this report. 

It is essential, looking to the future, that an adequate public transportation 

service be available to Los Angeles and surrounding communities. It is also essen~1al 

that provision be made so that necessary new capital will be available as needed to meet 

the transit requirements. 

For the purpose of this re~ort, these possibilities of the future must be kept 

in mind at all times. The present study must of necessity deal primarily with the 

present corporate structure and separate operating organization of the two operating 

companies. In the event of modification of the corporate structure or operating organi-

zation, further changes will result, and while it i ~ che intent of this study to con

sider these modifications, the major emphasis has been placed on those changes which 

c~,l Le nonsidered tor the properties as now owned and operated. 

---oOo---



CHAPTER IV 

CORPORATE HISTORY 

This chapter dealing with the corporate history ot the present operating 

companies is presented in three sections as follows: 

A. Los Angeles Railway Corporation 
B. Pacific Electric Railway Company 
c. Los Angeles Motor Coach Company 

SECTIC!i A 

CORPORATE HISTORY 

LOS ANGELES RAILWAY CORI'ORATICll 

15 

The Los Angeles Railway Corporation is the result of the consolidation and 

development of numerous transportation properties. The physical history of the street 

railways of Los Angeles dates back as far as 1872. The early records show that the Los 

Angeles Cable Railway Company was organized in 1887, acquiring the properties of the City 

Railway, the Central Street Railroad, and the East & West Los Angeles Railroad, comprising 

in all about 25 miles of track. This company was succeeded by the Pacific Railway Company, 

and the properties of the latter in 1893 were purchased under foreclosure sale by the 

Los Angeles Consolidated Electric Railway Company. This company also acquired the Los 

Angeles & Vernon Street Railway organized in 1887. In 1895 the Los Angeles Consolidated 

Electric Railway Company defaulted in interest and the bondholders reorganized the prop

erty under the name of Los Angeles Railway Company. In 1899 the latter was reorganized 

by the Huntington interests and two other smaller street railway properties consolidated 

with the reorganized property, which was also known as the Los Angeles Railway Company. 

On November 21, 1910, the Los Angeles Railway Corporation was formed and took 

over the properties of the Los Angeles Railway Company, portions of the Los Angeles & 

Redondo Railway Company, portions of the Pacific Electric Railway Company, the Los Angeles 

Interurban, and the Los Angeles Traction Company. The Los Angeles Railway Corporation is 

the present operating company and owns all property in existance at the date of its incor

poration, plus all additions and betterments made and all property acquired by the Corpora

tion subsequent to its incorporation, and is the lessor of all property owned by its sub

sidiary, City rlailway Company, of Los Angeles (the common stock of which company is wholly 

owned by Los Angeles Railway Corporation). 

The City rtailway Company of Los Angeles was organized December 1, 1910, for the 

purpose of financing such new construction, extensions, equipment, eto., as were not 

financed from earnings; but all of such properties were to be operated and are operated at 

the present time by the Los Angeles Railway Corporation under terms of a lease dated 
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August 25, 1911, for a ter ,n of years beginning December 8, 1910, and ending Pebruary 1, 

1941. Since 1910 there has been no change in the corporate organization of the present 

Los Angeles ~ailway properties. 

In connection with the development of motor coach service in certain t ·erritory 

co ntiguous to both Los Angeles and Pacific Electric Railway serving areas, a joint agency 

of the two companies was organized on August 18, 1923, known as the Los Angeles I.iotor 

.coach Company. This company, however, is not a corporation, and the properties so oper

ated are included in the Road and Equipment accounts of the respective parent companies. 

SECTION B 

CORPORATE HISTORY 

PACI:h'IC ELECTRIC RAIL'.'I'AY COMPANY 

The Pacific Electric Railway Company was incorporated under the laws of 

California and began operation on September 1, 1911, being a consolidation of the follow-

i!l~ companies: 

Constituent Companies 

Pacific Electric Railway Company 
Los Angeles Pacific Company 
Los Angeles Interurban Railway Company 
Los Angeles & Red ondo Railway Company 
San Bernardin o Interurban Railway Company 
The Rivers ide & Arlingt on Railwa y Company 
The San Bernardino Valley Traction Compan y 
Redland s Central Railway Company 

Date of Incorpora tion 

Nov. 14, 1901 
Apr. 4, 1907 
June 9, 1903 
Apr. 1, 1889 
Nov. 30, 1906 
Aug. 13, 1887 
June 2, 1903 
Apr. 26, 1907 

The operations of the Pacific Llectric nailway Company represent the development 

of urban and i nterurban transporta ti on fro m the period of 1885 to the present time. The 

eigh t constituent companies of the presen t .i?acific Electric Company, which are listed 

above, were likewise mainly the result of consolidation of two or more companies, and in 

all the present compan y represents the combinati on and consolidation of 72 separate pre-

decessor companies. 

The Pacific Electric Land Company , a wholly owned subsidiary, has been in exist

ance for a number of years, in connecti on with certain property holdings. The Pacific 

Z:lectric :~ailway Compa:1y has a half interest i n t he Los Angeles Motor Coach Company. 

SEC'.i.'I OH C 

HISTO.itY 

LOS ANGELES hlOTOR COACH COl.!PAHY 

As a re s ult of growth of t he communit y , demands for transportati on serv i ce in 

areas contiguous to t he s erv ing area s of both compani es led to the formation of a joint 

a gency to provide s uch service. The Los Anp:el es I.: otor Bus Company was or gani zed as a 

j oint a gency for t his purpose on Augus t 18, 1923, each c ompany having a one-half interest. 

':l'he name was subsequently changed to Los .Angel es :.:otor : oach :::ompany . 



CHAPTER V 

PRESENT PROPERTIES 

The purpose of this chapter is to briefly describe the proper ti es of the c om

panies rendering local transportation service i n Los Angeles. The description is pre

sented in the following sections: 

A. Way and Structures and Power - Los An geles Railway 
B. Rail Equipment - Los Angeles Railway 
C. Shops and Car Houses - Los Angeles Railway 
D. Kotor Coach Equipment - Los Angeles Railway 
E. Los Angeles Local Properties of Pacific Electric Railway 
P. Equipment Assigned to Los Angeles Motor Coach Company 

SECTION A 

WAY AND STRUCTURES AND POWER 

LOS ANGELES RAILWAY 

~e Los Angeles Railway operates approximately 187 miles of double track 
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8leotric railway and 26 miles of single track in oar houses and yards. Of the regular 

operated track, some 144 miles is by franchise rights while the remaining 43 miles i s over 

private rights of way or perpetual easements. ot the total mileage, So% is in paved 

streets, lo% in open track, the remainder in gravel,streets, car bouses,and yards. Approx

imately 5o% of the mileage in paved streets is of 116# girder rail, 20% of 72# 6" tee rail, 

the remainder mostly of low section tee rail. 

rrack mileage as of September 10, 1935, was as follows: 

Operated Track 
Car Houses and Yarde 

Total 

373.344 S.T.M. 
25,398 " 

398.742 S. T. M. 

The mileage, divided as to sections of rail, is as follows, using for round 

figures a total of 400 miles of single track: 

result: 

6!4l" 7 4-6/8" 
72 6" 

116 7" 
127 7" (Joint P.E.) 
132 7" (Curves) 
IUsoellaneous 
Car Houses and Yards (Various) . 

Total 

S.T.M. 
~ 

26 
84 

196 
9 
6 

10 
~ 

400 

Percent 
11% 

7 
21 
49 

2 
1 
2 
7 

10~ 

Dividing the single track mileage as to type of surface shows the following 

Paved Streets 
Dirt " 
Open Track 
C&r Houses and Yards 

Total 

S. T. M. 
322 

11 
42 

_g§_ 

400 

Percent 
ao-J) 

3 
10 

7 

10()1~ 
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The open traok mileage oomprises 33 miles of 60# 4t" section rail and 9 miles 

70# 4-6/8" seotion rail. 

Power and Distribution System 

The ~os Angeles Railway purohasee its power for street oar operation from the 

Southern California Edison Company at 16,500 volts, 3 phase, 50 oyoles, delivered at its 

sixteen sub stations looated in various parts of the oity. The sub stations have a total 

installed oapaoity of 36,800 kilowatts direot ourrent, using for oonversion purposes 

motor generator sets, rotary convertors and mercury aro reotifiers, the oapaoities being 

4,000, 16,800 and 16,000, reepeotively, with effioienoies at full load of 85, 93, and 95, 

respeot.ively. The substations are inter-oonneoted by 16,500 volt tie lines. The sub 

station buildings are in general oonstruoted of briok, some with iron roofs, some with 

wooden roofs, and some with oonorete slab roofs. The buildings range in age from 32 years 

to 4 years. 

The distribution system oonsists of approximately 220 miles of overhead positive 

feeders, 33-1/3 miles of overhead negative returns, and approximately 11-l/2 miles of under

ground negative return. These feeders are in general stranded copper oable with triple 

braid weatherproof insulation for overhead and oopper cables laid in oreosote boxes covered 

with asph~ltum for negative underground. There are approximately 378 miles of trolley wire 

exolusive of shops, yards, buildings, and oar houses, span wire suspension being quite 

generally used on oity streets and braoket arms on some private right-of-way. 

SECTION :B 

RAIL EQUIF.MEN T 

LOS ANGELES RAILWAY 

The oompany has 1081 rail oars, of whioh 845 were available for aotive servioe 

as of July 22, 1936; with 175 oars in temporary storage and 61 in permanent storage. The 

following statement shows the totals in these respective olassifioations at the end of 

e&oh year from 1920 to date (exoluding work equipment): 

Bo.Cars 
.&s of Total in .&otive 
Deo.31 Cars Servioe 

1920 912 912 
1921 964 962 
1922 1014 1012 
1923 1078 1077 
1924 1224 1220 
1926 1250 1243 
1926 1250 1137 
1927 1250 986 
1928 1250 1000 
1929 1249 1000 
1930 1227 960 
1931 1132 895 
1932 1128 725 
1933 1082 725 
1934 1082 775 
7/22/36 1081 845 

No.Cars 
in Temporary 

Storage 

2 
2 
1 
4 
5 

12 
38 
30 
32 
72 

138 
305 
306 
257 
175 

Bo.Cars 
in Permanent 

Storage 

2 
101 
226 
220 
217 
205 

99 
98 
51 
50 
61 
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Since 1928, a total of 170 cars have been abandoned; comprising 149 of Type B 

cars, 16 of Type C cars, and 5 of Type G. These oars were scrapped; and in addition at 

the present time there are 61 oars in permanent storage. 

The principal types of oars, together with classifications as of July 22, 1935, 

are as follows: 

Nwnber of Cars 
Aotive Temporary Permanent Total Percent 

Typ~ of Body Storage Storage 

B Older Type - End Entrance 365 129 17 511 47.~ c Older Type - Center Entrance 118 28 21 167 15.4 
F End Entrance 16 16 1.5 
G Birney Safety Cars 28 16 20 64 5.9 
H End Entrance - Steel Body 250 250 23.1 
K End Entrance - Steel Body 60 60 5.6 
All Others __ 8 __ 2 

~ __],! 1.2 

Total 845 176 61 1,081 100. CJ1, 

Type B Body - End Entrance 

The Type B oars, of which there are 511 in capital accounts at this time, repre

sent cars purchased in general from 1896 to 1913 and which were subsequently remodeled in 

the period 1911 to 1922. Motor changes and adaptation to one-man two-Man operation have 

Since been made in some oars. The detail for Type B oars follows: 

Body Motors Cont. Seating Two- One or Total Aotive Temp. Perm. 
~ No. 1Y:P.!. CaEacity Man Two .Man Stor. Stor. 

B 2 306-L K-11 48 " 58 54 4: 
Bl 2 38-B K-11 48 " 26 26 
Bl 2 269-B K-68 48 " 11 11 

Bl 2 306-L K-11 48 " 31 31 
B2 2 38-B K-11 44 " 99 97 2 
B2 2 101-.X K-11 44 " 4: 4 
B2 2 249-B K-11 44 " l 1 
B2 2 269-B K-68 44 " 96 96 

B2 2 306-L K-11 44 " 54 53 1 
B3 2 101-X K-11 44 " 8 8 
B6 2 101-X K-11 48 " 2 2 
B8 2 101-L K-11 44 " 1 1 
BlO 4 101-L K-36 40 " 14 14 

BlO 4 265-C K-35 40 " 17 17 
BlO 4 306-L K-28 40 " 14 14 
BlO 4 306-L K-35 40 " 33 33 
Bll 2 269-B K-68 40 " ~ ~ ---

Total 511 366 129 17 

These oars are all of three section wooden body construction and the general 

nature of the car is illustrated by the accompanying photograph. Many cars of this 

series have longitudinal seats in the center section, although in a number of oars, cross 

seats have been substituted. 

19 
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Type c Body - Center Entrance 

This group of wooden 

PRESENT PROPERTIES 

body cent,er entrance cars, 

Type B Equipment 

Approximate 
Cost 

$6,400 

Weight 

2 Motor Cars-37,000 lbe. 
4 Motor Cars-43,000 lbs. 

totaling 167, were purchased 

prior to 1916, the last purchase of about 65 cars being in 1914. The detail for Type C 

oars follows: 

Body llotors Cont. Seating Two- One or Total Aotive Temp. Perm. 
~ Bo. ~ Ca)2aoit;y: Man Two Man Stor. Stor. 

c 2 38-B K-11 48 " 21 21 
c 4 101-L .K-36 48 It 10 10 
c 4 249-B K-28 48 It 5 6 
c 2 306-L K-11 48 " 70 42 28 
c 4 306-L K-28 48 " 10 10 
c 4 306-L K-35 48 " 1 1 
c 4 526-L .K-36 48 " ~ ____QQ. ---

Total 167 118 28 21 

These oars are all arranged for two-man operation. The general nature of the 

type is shown by photograph of Car 936, purchased in 1914. These oars all have longi

tudinal seats in the oenter eeotion. 

Type C Equipment 

Approximate 
Coat 

$6,600 

Weight 

2 Motor Care-37,000 lbs. 
4 Motor Cars-43,006 lbe. 
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Type F - End Entrance' 

This group of 16 cars is of an early type originally purchased in 1896, rebuilt 

in 1911 and again in 1922 to 1923. In the last rebuilding they were lengthened to 48 feet 

and arranged to seat 56 passengers. They are equipped for two-man operation with 4 motors 

(265-C) and Type HL control. Weigh-t of car is 43,000 pounds. 

Type G - Birney One-Man Safety Cars 

These cars were purchased in 1920 and 1921. No major changes have since been 

made in this type of equipment. Weight of car is approximately 17,000 pounds. There are 

64 of these cars in capital accounts at this time as follows: 

Body 14otors Cont. Seating Two- One or Total Active Temp. .farm. 
~ No. ~ Ca:E!:I:cit;y Man Two Man Stor. Stor. 

G 2 264-C K-63 30 " 34 24 5 5 
G 2 508-A K-63 30 " 30 4 11 15 

Total 64 28 16 20 

Type H - End Entrance - Steel Body 

This group of oars,of which there are 250 in service, comprises the principal 

group of equipment for main line use. They were purchased from St. Louie Car Company dur

ing the years 1921 to 1925, inclusive. Some of these oars (Type H-4) haTe been converted 
I 

for one-man two-man operation as discussed later. The details are as follows: 

Body Motors Cont. 
~ No. ~ 

H 4 514-L HL 
H-1 4 514-L HL 
H-2 4 265-C HL 
H-2 4 514-L HL 
H-3 4 514-L HL 
H-4 4 514-L HL 

The H-3 Type has 

ing installed. All except 

Seating Two- One or Total Active Temp. Perm. 
Ca:Eacit;y Man Two .Man ~ Stor. 

52 " 5 5 
52 " 60 50 
52 " 8 8 
52 " 132 13! 
52 " 36 36 
48 " ~ ~ 

Total 250 260 

had end sections enclosed, and upholstered seats and new light-

Type H-4 are equipped for train operation. 

Type H Eguipment 

Approximate 
Cost 

$14,200 

Weight 

Approximately 

44,000 lbs. 
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Type K Body - End Entrance 

This group of 60 oars quite similar in oharaoterietios to the Type H oars was 

built in the Los Angeles Railway shops in 1923 and 1924. These are four motor oars (514-L) 

with HL oontrol, seating 52 passengers, and arranged for two-man operation. All oars are 

available for aotive service. The weight of these oars is about 43,000 pounds. 

All Other Types 

The remaining cars, totaling 13 in number, are detailed as follows: 

Body Motors Cont. Seating Two- One or Total Aotive Temp. Perm. 
~ No. !lE.! Ca~oitz Man Two Man Stor. Stor. 

A 4 38-b K-28 36 " 3 1 2 A 4 306-L K-28 36 " 5 6 
D 2 249-B K-11 40 " 1 1 
E 2 269-B K-68 52 " ~ 1 
L 4 614-L HL 56 " 1. 1 
)( 4 616-L POM 66 " 1 1 
ll 4 701-A VA 56 " 1 1 - --- --

Total 13 8 2 3 

Type A oars were remodeled in 1911. They differ from Class B in the smaller 

seating oapaoity. TypeD is a Funeral Car which is in storage. Type E was remodeled in 

1921 to conform approximately to Type H, although it has a wooden body and drum type 

oontro1. Type L is an end entrance sample oar purchased in 1925, remodeled in 1934 for 

one-man two-man operation. 

Two Type K (Peter Witt) oars ·were purchased in 1930 as sample oars and were re

modeled in 1934 for one-man two-man operation. Type K oar is of front end entrance design 

as shown in the aooompanying photograph. 

±l'Pe K .Equipment 

Approximate 
Coat 

$23,000 

Weight 

44,000 pounds 



South !'ark Shops 
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SECTIW 0 

SHOI'S, CAR HOUSES AND GENERAL OFFICE BUILDING 

LOS ANGELES RAILWAY 

The main shops known as the South !'ark Shops are looated in the area bounded 

b7 63rd Street, Avalon Boulevard, 65th Street and San I'edro Street. 

The main shops, representing an investment of approximately $900,000, are used 

for overhauling the street car and motor coach bodies and making major repairs to them 

When necessary for wrecks or other damages; reconstruction of cars, coaches or other 

equipment; and salvaging and manufacturing materials and supplies used for the services 

of the company. The shops are also equipped for the construction of street oars. 

South !'ark Shops of Los Angeles Railway 

The aerial photograph shows the shops and yards of the Los Angeles Railwa7 com

prising approXimately 17 acres. Of this area approximately 4 aores are occupied by oar 

house No. 2, which is used at the present time for storage of equipment. This is the 

large oovered building shown at the upper right h~d earner of the picture. The buildings 

in the lower right hand section comprise the repair shop, boiler room, wheel room, maohine 

Shop, and blacksmith and fender shop, air brake room and office. The faoilities located 

between 64th Street and 65th Street (the left hand aide of the picture) comprise the paint 

shop, carpenter and ereotion shop, stores department,and lumber yard. 

There are also the motor coach facilities located on East 16th Street between 

San I'edro Street and Griffith Avenue, and the Virgil Garage of the Loa Angeles Motor Coach 

Company. These are desoribed in the following sections. 
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Oar Houses 

~ere are five divisions or oar houses at various points on the Los Angeles 

Railway as follows: 

Division 

Xo. 1 
2 
3 
4 
5 

Location 

Sixth and Central 
64th and Avalon 
Ave. 28 and !dell 
12th and Georgia 
64th and 2nd Ave. 

Approximate 
Aoreage 

4.59 
4.83 
8.70 
4.17 

15.00 

Total 
Capacity (Cars) 

204 
2M 
M2 
203 
420 

Baoh oar house is furnished with tools and the necessary equipment to servioe 

and repair the oars, including cleaning, light inspeotions, and repairs and replacements. 

Begular inspection pits oover a large portion of the area of the oamplete storage spaoe 

at each division. At eaoh division also are small machine shops, including a lathe, drill

press, grinders, eto., for making emergency or light repairs to equipment and materials, 

pit wheel grinders for removing flat spots from the oar wheels, air hoists, jaoks, and 

other necessary tools and equipment for handling repairs. 

Eaoh point is also arranged with an office for the mechanical foreman; separate 

looker-rooms for the mechanics, men oar cleaners, and women oar cleaners, as well as lava-

tory facilities. 

There is &lao maintained at eaoh division a small storeroom which contains 

apProXimately 1400 various items to facilitate. the light repairs and replacements necessary 

to the safe operation of the oars. 

All divisions are operating divisions except No. 2, which is used for storage 

purposel at this time. There are total ear storage facilities available to the extent of 

spaoe for 1403 oars, of which 613 oan be stored in the oar houses, 708 in adjoining yards, 

and 82 in division shops. Approximately $700,000 is invested in oar houses. 

General Office 

~e Los Angeles Hallway owns ita general office building located at 11th and 

Broadway in Loa Angeles, where the executive, accounting and operating offices of the 

company are located. The building is mainly oooupied by offices of the Los Angeles Railway 

Corporation. The tenth floor is devoted to the executive departments; ninth, auditing and 

accounting; 8th, engineering; seventh, transportation department; sixth, claims and publi

city departments; fifth, personnel department and rentals to outside parties; f~urth; 

secretary-treasurer, cashier and purchasing department; third, valuation department and 

outside rentals; second, statistical department and budget engineer and outside; and first, 

infatmation and ticket bureau and rentals to various stores. The building is of Class A. 

construction with red brick facing and is served by three elevators. 



Garage Facilities 

SECTION D 

General Office Building 

Bllil t in 1921 

Investment approximately 

$800,000 

MOTOR COACH GARAGE AND EQUIPMENT 

LOS ANGELES RAILWAY 

Garage facilities are located on East 16th Street between San Pedro Street and 

Griffith Avenue. The superintendent of Motor Coach Division and his staff and coach 

operators are housed in a leased building on the south side of East 16th Street. 

Storage and repair shop, except for heavy body work and painting, is located on 

the north side of 16th Street. Heavy body work and painting are done at South Park Shops. 

All Los Angeles ~ailway coach storage and repair work, except that above men

tioned, is on the north side of the street and, including both covered and uncovered por

tions, will accommodate approximately 250 coaches (186 are now stored there). The covered 

storage is a fire-proof building, built in 1923, and is practically all used for the stor

age of the double deck equipment used on the Wilshire Boulevard line of Los Angeles Motor 

Coach Company, this being desirable to protect the upper deck seats from the dew and rain 

and also to keep them clean. 

Repair facilities are contained in the large fire-Broof repair shop built in 

1927. Nearly all of the first floor area is occupied by a series of pita for repair work, 

25 
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served by overhead cranes, and is a most modern layout in every respect. The remainder 

of the first floor is occupied partly by the machine shop for unit overhaul (motors, trans

missions, differential carriers, etc.) and partly by a storeroom. On the mezzanine floor, 

the sub-store of the store department handling co~ch parts is located together with 

general foreman's office. The second floor provides space for the superintendent of auto

motive equipment and his staff. Part of ·the storeroom also occupies this floor. 

Another building is the wash rack, built in 1928, where all coaches, trucks and 

automobiles are washed. This wash rack is provided with appliances for softening water, 

water under high pressure and various other facilities for cleaning equipment and also for 

cleaning their parts. 

The service station building , built in 192~, houses the electric pumps for fill

ing coaches with water and oil and the canopy and its repair pits provide the facilities 

for coach inspection and refueling. Approximately 25,000 gallons of gas oline are stored 

underground. 

A very unusual feature is the dynamometer for testing coaches. This dynamometer 

is so constructed that a coach may be placed upon it with its rear wheels on rollers and 

by electrical devices tests may be mad e of the horse power developed at various speeds, 

friction losses, etc. Other apparatus makes it possi ble to test fuel cm1sumption. 

Type 
r: o. 

1 
1 
3 
3 
4 

9 
12 

15 
15 
15 
16 
16 
18 

19 
19 
19 
20 
20 
20 

21 
22 
23 
24 

Classification of Passenger Coach 3guipment 
Assignable to Los Angeles Jailway - Coach Division 

at 16th 3treet Garage 
As of September 1, 1935 

Body 
~ 

Rear l/ o. of 
Exit Coaches 

Coach 
Serial !lumber 

Year Aver. Cylin
hlodel ~ ders 

Yellow 
Yellow 
Fageol 
Fageol 
'I.Wi n 

Page ol 
:l!' ageol 

Yellow 
Yellow 
Yellow 
:C'ageol 
Fageol 
Yellow 

','lhi te 
','/hi te 
,\'hi te 
Tv1in 
'!.Win 
'!.Win 

·.vhi te 
Yellow 
"B'ageol 
Whi te 

Conventional 
II 

II 

II 

II 

Conventional 
II 

II 

II 

II 

" 
II 

1ietropoli tan 

Conventional 
II 

II 

Metropolitan 
" 
II 

Conventional 
l.ietr opoli tan 
Conventional 

II 

li o 
II 

" 
" 
" 
Yes 
No 

" 
" 
" 
" 
" 
Yes 

II 

" 
II 

II 

" 
" 
" 
" 
Yes 
No 

3 
4 

21 
15 

4 

151 to 
154 to 
301 to 
322 to 
401 to 

153 ,incl. 
157 " 
321 ,, 
336 II 

404 " 

3 
1 

1 
8 
1 
9 

11 
6 

901 to 903 
1201 

1501 
1502 to 1509 
1510 
1601 to 1609 
1610 to 1620 
1801 to 1806 

8 (b)l901 to 1908 
5 ( e)l909 to 1913 
8(~)1914 to 1921 
3 2001 to 2003 
3 2004 to 2006 
8 2007 to 2014 

2 
6 
5 
1 

2101 to 2102 
2201 to 2206 
2301 to 2305 
2401 

" 

" 

" 
II 

" 
II 

" 
" 
" 
" 
" 
II 

II 

II 

1926 
1927 
1923 
1925 
1934 

1928 
1926 

1925 
1927 
1926 
1926 
1927 
1934 

1928 
1929 
1930 
1928 
1928 
1929 

1929 
1934 
1930 
1932 

(b) Butane operation - Coaches 1901, 2, 3, 4, 5, 6, 20 and 21. 
(e) Ethyl operation -Coaches 1909, 11, 13 and 15. 

8900 
9102 

10637 
11438 

7612 

14650 
10150 

12993 
13972 
14204 
13560 
13701 
14002 

6 
6 
4 
4 
6 

6 
4 

6 
6 
6 
6 
6 
6 

16024 6 
16010 6 
16637 6 
16537 12 
16251 12 
16133 12 

17027 
17064 
15351 
11910 

6 
6 
6 
6 

Seat. 
Capa. 

21 
21 
29 
29 
23 

29 
21 

29 
29 
29 
29 
29 
30 

29 
29 
29 
40 
40 
40 

38 
41 
29 
21 

Los Angeles .da ilway operating coaches total 136. In addition 50 coaches assignable to 
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Los Angeles -~otor Coach Company are stored a t t he 16th Street Garage. These are detailed 

in the section dealing with the J,os Angeles Lot or Coach Company . 

Photographs showing three t ypica l coaches i n s ervice follow: 

YellO\v Coach 

41 Passenger 

Purchased in 1934 

Cost :iJ) ll,900 

S.EX:TION E 

Fageol Coach 

29 Passenger 

Purchased in 1926 

Cost $8,800 

Twin Coach 

23 Passenger 

Purchased in 1934 

Cost $4,800 

PROPERTIES OF PACIFIC ELECTRIC RAILWAY IN LOS ANGELES 

LOCAL SERVICE 

The properties of the Pacific Electric Railway devoted to the Los Angeles local 
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.eervioe oomprise in general the track structure, whioh is quite largely used in common 

with ita interurban service; the subway and subway terminal, which, likewise, are used 

in common with interurban service; the local line equipment (owned by Southern Facifio 

Company); and such facilities of the Facifio ~leotric System whioh are of a system-wide 

nature and require allocation to the local lines. Many other items of property may be 

mentioned in this category, suoh as the electrical transmission and distribution system, 

the general shops of the company at Torrance, and the general office building at 6th and 

Kain Streets, Los Angeles. 

Way and Structures 

The following map shows the Loa Angeles Looal Service of the Paoifio Eleotrio 
Railway indicated by the heavy black lines. 

CAHUEHGA AVE.. 

LOS ANG-E.LE.S LOCAL SE.RVICE. 
OF 

PACIFIC E.LE.CTRIC RP..I LWAY 
NOV. 2..3, 1'335 

SLAUSON JC'i. 

To WIUTT lltll, 
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'i."he mileage of track in the Los ·~ngeles Local Service is as follows: 

Girder nail 
T. Hail in ?ave!nent 
Open :'rack 
Storage Yard 

Total 

;.;nes 
( E . S .1'.) 

49.9 
11.4 
63.8 
12.8 

137.9 

Except for the Elysian Park line and the Franklin Avenue line from Santa Monica 

Boulevard to Vine Street and Hollywood Boulevard, all of the lines carry interurban pas-

senger, mail and express cars, and in addition freight is carried on the Sierra Vista, 

.'latta, iValker and Hollywood lines between ni,g;hland Avenue and Beverly Hills. 

Of the total mileage 4.5 miles are included as representative of the Pacific 

Electric portion of 3-rail track jointly owned and operated with the Los Angeles Railway. 

The 4-track lines to the south and east are included insofar as they are within the Los 

Angeles local service limits. 

Subway 

The Hollywood Subway, with terminal on Hi ll Street between 4th and 5th, was con

structed about ten years ago, being opened to travel in 1926. 

Subway Terminal 

Hill Street 
between 

4th and 5th Streets 

Opened to Traffic - 1926 

Investment 

in Subway 
and Terminal only 

~3,700,000 
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This subway, approximately 0.9 mile in length, accommodates principally the 

Hollywood and Glendale services of the Pacific Electric Railway. The surface interurban 

lines terminate just south of the subway terminal, usin~ common station facilities. 

The power distribution is common to. the Pacific Electric entire system. Energy 

is purchased from Southern California Edison Company; transmission facil~ties are avail

able at 15,000 volts, 50 oyole, for inter-connection of sub stations. Fourteen sub 

stations supply direct current at 600 volts for operation of Los Angeles local service. 

All such stations supply energy for operation of interurban service as well. 

Equipment 

The equipment assigned to the Los Angeles local lines comprises 154 of the No. 

600 series of cars, these being 55-passenger, center entrance, steel body cars. This 

equipment is leased to the Pacific Electric Railway Company by the Southern Pacific Com

pany. In addition there are two Class 320 (Birney) cars and seven motor coaches assigned 

to Los Angeles Local Service. The coaches owned by Pacific Eleotrio Railway and assigned 

to the Los Angeles Motor Coach Company are discussed in a following se<ltion. 

Pacific Electric - Center Entrance Type 
Approximate average historical cost $19,300 

Weight- 57,800 pounds 

The above photograph shows the Class 600 equipment. There are a total of 160 

oars of this type, 154 of which are assigned to the Los Angeles local service so that at 

the present time it is possible to render the entire local service o! the Pacific Electric 

Railway with this type of equipment. These oars are of modern design, having been pur

chased !or Pacific Eleotrio use during the years 1922 to 1928. The oars are all steel 

construction equipped with pneumatic doors at the front end and at the center and oan be 

operated either as one-man oars or two-man oars or in trains. ~ey are not, however, ar

ranged !or one-man operation in peak hours. The seating capacity of 65, together with 
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standing room space of over 100 square feet, provides an equipment which satisfactorily 

meets the requirements of the service in which the y are operated. 

The two Birney type oars are in service on the Western Avenue line providing a 

shuttle service except for the peak loads. 

Torrance Shops 

The main overhauling and repair shops of the Pacific Electric System, occupying 

125 acres of ground', are located at the City of Torran·ce. The general store is also lo

cated at this point. The shops comprise three main buildings, one containing the main 

shop, blacksmith shop, armature winding room, air brake equipment room and truck shop. 
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The second building contains the erecting shop, the mill, and oabinet shop. The third 

building comprises the paint shop. The office of the shop superintendent and ohief drafts

man is also located at Torrance. 

All general overhauling and heavy repairs, together with stores servioe, is 

rendered from Torrance for the entire Paoifio Electric System. Cars operating on the 

local lines in Los Angeles depend upon Torrance shops entirely for general overhaul and 

major repairs. 

Car Houses 

Car storage facilities are located at eleven points for storage of Los Angeles 

local oars. The principal point is at West Hollywood. Other important points are at 

Watts, Sierra Vista and Los Angeles yards. Ordinary maintenance and inspection work and 

repairs of a minor nature are performed at these points. 

Garage Facilities 

SECTION F 

PLANT AND EQUIPMENT ASSIGNED TO 

LOS ANGELES MOTOR COACH COMPANY 

The Virgil garage, located at the corner of Santa Monica Boulevard and Virgil 

Avenue, was built in 1923 and is the only garage belonging to the Los Angeles Motor Coach 

Company, although, strictly speaking, the Los Angeles Motor Coach Company owns no prop_erty, 

the Paoifio Electric Railway and Los Angeles Railway having an undivided one-half interest 

in the real and personal property, except coaches. 

the Virgil garage consists ot a covered and an uncovered part, with a total 

capacity of 80 ooaohea. The oovered part is partly two-story, the seoond story providing 

rooms for the manager and his staff, assembly room tor coach operators, together with 

stationery storage, eto. Service station facilities are available at this garage. 

Another part of the second story is for mechanical use, containing a storage 

space for tires and working space for some of the mechanical work, principally for unit 
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part and motor overhaul, battery room, store room, etc. 

The lower floor is devoted to storage, except for three repair pits and on the 

Virgil frontage space for washing coaches. 

Los .Angeles Motor Coach Company also stores coaches of the '.Vilshire Boulevard 

line at Los Angeles Railway 16th Street garage and part of the equipment for its Western 

Avenue and Crenshaw-Vine-1a Brea lines at Los Angeles Railway Car House i.Jo. 5. At the 

latter point there is a Los ilngele s ;,;otor Coach Compan y service stati on and provision for 

washing coaches. 

Equipment 

The motor coach equi pmen t operated by th e Los ;mgeles Mot or Joach Gompany is of 

two genera l types; namely, single deck and double deck. The double deck equipment is used 

for service on iVilshire Bouleva rd and Sunset Boulevard, all other service being provided 

by single deck equipment. All of the double deck motor coaches wer e purchased prior to 

1929, the last four having been acquired i n 1928. As will be noted from t he photograph to 

follow, the upper deck of these busses is not enclosed, and althou~h they are normally 

rated at a capacity of 58 passengers, during rainy weather their capacity is reduced to 

that of the lower deck. These coaches are operated by t wo men, pas sengers entering the 

rear and paying as they board. The motor coaches regularly scheduled over ·.vils hire Boule-

vard to Santa : .. onica are of the single deck type with engines in the rear and only one oper-

ator. During the rush period,however, these busses are s upplemented by doubl edeck equipment. 

Classificati on of passenger coach equipment operating out of Virgil garage and 

54th and Second Avenue, as of September 1, 1935, is shown on the followi ng table. 

Seating 
Average Cy- Capacity 

Type Body Rear Ho. of Coach Year Wgt.per lin- Exclusive 

No. Make ~ Exit Coaches Serial Humber Model Coach ders of Crew 

6 Fageol Double Deck 10 652 to 66l,inc. 1924 15346 6 58 

6 Fageol " " 11 601 to 611 " 1924 15669 6 58 

6 Fageol II " 1 612 1925 16150 6 58 

6 Fageol " " 1 614 1925 15950 6 58 

6 Fageol " " 3 662 to 664,inc. 1925 15933 6 58 

6 Fageol " " 2 668 & 669 1924 15608 6 58 

30 Twin Metropolitan Yes 10 3001 to 3010,inc. 1928 16446 12 40 

30 Twin " " 16 3011 to 3026 " 1929 16537 12 40 

30 Twin " " 2 3027 & 3028 1930 16450 12 40 

31 Yellow Conventional No 14 3101 to 3114,inc. 1931 12485 6 25 

33 ACF " " 1 3301 1931 13120 6 21 

33 ACF " " 1 3302 1932 12840 6 20 

34 Utility Metropolitan " 4 3401 to 3404,inc. 1933 6972 6 21 

36 GMC Conven tional " 2 3601 & 3602 II 1934 11160 6 23 
Total ~ 

Total double deck coaches 28 
Total single deck coaches 50 

Tota l C caches ~ 

There are also service cars, trucks, and miscellaneous equi pment and structures 

which need not be mentioned in detail. 
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Classifioation of passenger ooach equipment assignable to Los Angeles Motor 

Coaah Company and operating from 16th Street Garage, as of Sept ember 1, ·~935, is as follow& 

1'ype Body Rear No. of Coaah Year Average Cylin- Seating 
No. ~ ~ Exit Coaches Serial Number ~ Weight ders Ca:Eacit;[ 

7 Fageol Double Deak Yes 2 701 8c 702 1924 15962 6 58 
7 Fageol n " " 6 706 to 7ll,ino.l925 16544 6 58 
7 Fageol " n " 9 '712 to 720 " 1926 17007 6 58 
7 Fageol n n " l · '721 1927 17085 6 58 
7 Fageol n n " 4 722 to 725 II · 1928 17009 6 58 ., Fageol n n n 6 726 to 731 n 1926 16992 6 58 
7 Fageol " n " l 732 1925 15618 6 58 

10 Yellow Double Deck n l 1001 1925 15880 6 63 
10 Yellow II " " 4 1002 to 1005 " 1926 15977 6 63 
10 Yellow " " It 4 · 1006 to 1009 " 192? 16827 6 63 
10 Yellow It " n 4 1010 to 1013 " 1928 16919 6 63 
37 Yellow .Metropolitan No 8 3701 to 3708 " 1934 1?114 6 41 

Total 50 

A summary of the equipment assigned to Los Angeles Motor Coach Company follows: 

Virgil Garage(a) 16th St. Garage Total 

Single Deok 50 8 58 
Double Deok 28 42 70 

Total 78 50 128 

(a.) Inaludes Car House No. 5. 

The following photograph shows one of the double deck coaches typical of those 

used in the 'Service of the Los Angeles Motor Coach Company on its Wilshire B'oulevard and 

Sunset Boulevard lines. In addition to the double deck busses there are also assigned to 

the Wilshire Boulevard line single deck aoaches of modern design similar to coach No.2204 

shown under Section D. 

Yellow Coach 

63 Passenger 

Purchased in 1926 

Cost $11,200 
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CHAPTER VI 

OPERATING ORGANIZATION 

Operating organizations of the three companies with charts ano explanations are 

contained in this chapter under sections, together with labor turnover and wage rate data, 

as follows: 

A. Organization - Los Angeles Railway 

B. Labor Turnover - Los Angeles Railway 

C. Payrolls and Wage Rates - Los Angeles .ctailway 

D. Organization and Wage Rates - Pacific Electric rlailway 

E. Organization and Wage Rates - Los Angeles Motor Coach Company 

SECTION A 

OPERATING ORGANIZATI ON 

LOS ANGELES RAILWAY 

An organization chart of the entire personnel of the Los Angeles Railway Corpor

ation is shown on the following page. The Vice-President and Consulting Engineer, Vice

President and Comptroller, Secretary-Treasurer, and General Counsel all report directly 

to both the President and the Vice-President and General Manager. All other departments 

of the organization report directly through their department heads to the Vice-President 

and General Manager. During the period when there was considerable construction work and 

maintenance being carried on, the Way and Structures, Equipment, and Electrical Depart

ments reported to the Chief Engineer, who had under his direct supervision the General 

Engineering Department, consisting of the departments shown on the chart under that head

ing. However, the Chief Engineer was promoted in the year 1932 to Vice-President and 

General Manager, leaving the former position vacant, and it has not been filled to date. 

Construction work has fallen off to such an extent that it is considered not too great a 

burden on the Vice-President and General Manager to continue to directly supervise those 

departm.en ts. 

The number of employees in the various departments, making up a total of 4,045, 

as of July 1, 1935, is as follows: 

Office of President 3 
" Vice-President & General Manager 2 
" Vice-President & Consulting Engineer 2 
" Vice-President & Comptroller 2 

Dept. of Secretary-Treasurer 20 
" Assistant to General Manager 247 
" Auditing and Accounts 66 
" Manager of Transportation 2,316 
" Superintendent of Personnel 12 
" Superintendent of Traffic and Statistics 23 

Sub Total 2,693 
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BOARD OF DIREGrORS I LOS ANGELES RAILWAY CORPORATION 

ORGANIZATION 
PREStOENT ~ 

CHART ;:;:;;,;;:;.;;T;£C..£T;:R,-~ 
I-PERSONAL SECRETARY' JULY 1, 1935. 

VICE PRES .&GEN. MGR. 
r--- -----------

~ PERSONAL SECRETARY 

-....;:::::: 

I 
GENERAL l ~~?~~-~~~-1 ~r8. CONS.ENG~1 ~j P.&COMPTRL~ 
COUNSEL PERS, SECRETARY PERS. SECRETARY PERs:-s-EcR"e:TARY" 

L ASST.$:'( TREA~l I CASHIER I I I.C.·OTHERS I 

I ASST.CASHIER I I ASSISTANT l 

~ COENERAL I rl AUDITOR I rl SUF'T. OF I rl PURCHASING I ~ASSISTANT TOI ~ MANAGE~OF ~ 
ENGINEERING PERSONNEL AGENT GEN . MCR . TRANSPORTATION 

H CHIEF CLERK I ~ CHIEF ACC'T. I I PERSNL. SE CTY. I ~ CHIEF CL ER K I I PERS N L ,SECTY, I ~CHIEF CLERK l 

Z -OTHERS I y CHIEF CLERK I y 10 OTHERS I I :; OTHERS I Y M CR CQt.CH OIV .1 ~ 10 OTHERS l 

HcHIEF DRAFTsMAN_!- I ASST. CfotiEF cLERKI j BUDGET 

I HcEN STOREKEEP~ I ASST.MCR.cat.CHOIY.I ..,CHIEF Sf'8:.ACENT.l 
[ENGINEER 

s- 0 R.ti''BI.IE N I lt2 OTHERS I Is STOREKEEPERS[ rJ SUPT. COA.CH DIV, f I ASST. CH . SP.AGENT] 

ARCHITECT r rl CENE:RAL r Yz4 oTHERs I K l f 10-0THERS J FOR EM AN 
CLAI~ AC ENT ~ . SUPT.OF TaAI'FIC I H VALUATION t ANO STATISTICS I BUILD! NC 

~ 
H f>SUF'ERVISORS I ..,SUPT. ME.TER·MILE I 

ENGINEER , H CHIEF CIA.A "OJ. I MANAGER 
H l r l H PERSNL. SECTY .1 II-OTHERS S - OTHERS 

ASST. VAL.ENCR . j- H CHIEF COURT INSP. I [ PERSNL . SECTY. [ Y Z2 7 <;OACH OPE.R.j ~CHIEF DISPATCHER I 
Ha-OTHERS I 

Z- OTHERS 1- "'iCHIEF C. LERK I 
I ""'- OTI4ERS ] "1 SUPT. OF Sa-l£DUJ..i] I I 3 z I ~ COMMERCIAL :I H MEOiANIC.AL I I 24- OTHERS I PENSIONERS REPRESENTATIVE 

~SUF'T. OFSAFETY. l ENGINEER . [I 7- OTHERS I 
I PER SNL .SE:CTY. I 

I 2-0THERS l 
5- DRAFTSMEN j 

TRAFFIC M CR. l 
I SUPT. DIV. NO I , ~ rl SUPT. ON. NO 3 . I [ 3- OTHERS l 

I FOREMAN ~ H FOREMAN I 
H CHIE:F SUPVR . ~ 

I ~ ~ELECTRICAL I ~WAY I. STRUCTURES' SUPT. OF 
I 34-SU PVR s. 1 

ENGINEER ENGINEER EQUIPMENT I I I l 7 - OTHERS 6- OTHERs 

[9 7-f'l..A(O.MEN ETC.} 
H ASST. ENG R. I HcHIEF CLERK I I CHIEF CLERK I I ~·0 TRAINMEN Lf 43.9 TRAINMEN I 

H CHIEF cLERK I i I ~-OTHERS I I 9 -OTHERS I 
[3Z sW. MEN ETcl 

S- OTHERS I ~ S UPVR, OF WAY f- I SlA"T. ELECT. REPR.~ HASST. SUPT.CARB~:F+ HSUPT.CF ,AiJlO EQUIP. l HsUPT.or EMPl..OYMN11 

~ SUPT. OF' LINES!- I z ASST. SUPVR. ~ I ELECT. REPR. FRMN .I H MECHANICAL INSP.} ~T. EN<:.R . I I 7-0niERS I 

3-0THERS I jra- FOREMEN ~ I 16 -OTHERS I jBRAKE: REPR . FORiofN~ H CHIEF CLERK l H SUPT. DIV. N0. 4 ~ 
3-SUPVR. FCRAN. f I 189 - OTHERS I I CAR WIRING fORMN.~ I rz- OTHERS I I 4- OTHERS l ~R~\AAN ~ 
2 -fOREMEN t ~SUPT. OF B&B . I I 14-0THERS I [BLKS. SHOP I'O'lMN.} Lj <:.0. . FOREMAN I r 7-0THERS l 
S 5- OTHERS I I 3- FOREMEN I H GEN.F'CRMN. C.HS. f- I IZ- OTHERS J I 4-CAR.FO"EMEN I f .517- TRAINMEN l 

HsuPT.OFsue. ·sT~ [14- OTHERS I H ASS'TlO o.. fORM N.c.~J [CARPENTER FORMN}' f 12S- OTHERS I 4 SUPT. DIV. N0.5 ~ 
I 6Z OTHERS I ~ ASST. ENCR. I I 4- OTHERS I r 71-0THERS I 

H ELECT .CONST.FI\Ivfij I 4 -OTHERS I H 4 C.H. FOREMEN I I MACH. SHoPFRMN.f' HTRUCK REPR.F'RMNJ I FORE: MAN 1 

l II - OTHERS I y yARD fOREMAN I I zu- OTHERS I I 32-0THERS I r 34- OTHERS I I I-OTHERS J 
'-i I!.ONOINC f"OREMANj I 33 -OTHERS I y INSP. oPER.EX)VIP. I f IWNTE:R FOIIMN. f-1--fc" INSP. FORMN . l issz TRAINMEN . 1 

I 3 -OTHERS J I 7 -OTHERS I I 311-0fHERS I I I~- OTHERS I 



36 OPERATING ORGANIZATION 

Dept. of Superintendent of Equipment 
" Electrical Engineer 
" Way and Structures 
" Claims 
" Purchasing 
" Publicity 
" General Engineering 

Office of Commercial .Represen ta ti ve 
" Budget Engineer 
" Building Manager 

Pensioners 

Manager of Transportation 

Total 

Fwd. 2,693 
715 
140 
274 

28 
36 

2 
20 

2 
1 
2 

132 

4,045 

The Manager of Transportation, who is responsible for the rail operations of 

the company, bas under his supervision by far a greater number of employees than any 

other department bead. In addition to his immediate office staff, he has jurisdiction 

over the Chief Special Agent and assistants, Dispatchers, Supervisors, 8uperintendent of 

Meters and iJileage, Superintendent of Safety, Traffic 1lanager, Superintenden t of Employ-

ment, and the Superintendents of the four divisions, who, in turn, supervise the trainmen, 

except as to schedules. It IllllY be said that this department is the most important of the 

entire organization. The successful, efficient and economical operation of this depart-

ment directly affects the success of the company as a ~hole. Also because of the public 

contact of trainmen in the performance of their daily routine, the department has a major 

responsibility in maintaining good public relations. 

Supervisors 

The supervisory staff for the rail operations consists of one Chief Supervisor 

and 34 Supervisors. The Chief Supervisor is in gen eral charge of his staff and receives 

reports from them daily and in case of emergencies goes out on the system and lends as-

sistance where necessary. 

In general, one supervisor is assi gned to each rail line, there being a few 

exceptions, one of which is the "P" line, at the western terminal of which there is a 

supervisor located at all times to supervise the transfer of passengers from and to the 

motor coach lines connecting with the rail line at Fico and Rimpau Streets. Other super

visors are not located at one particular point of their lines but shift about from place 

to place. During certain hours each day, however, particularly the rush period in the 

~orn ing and evening, the supervisors are located at a particular point on the line access-

ible to a telephone. They report to the Dispatcher's office at intervals of about thirty 

minutes, reporting any abnormalties which they have observed and receiving any instruc

tions or information from the Dispatcher's office which may be necessary in keeping the 

cars in proper motion. The Dispatcher reports to the supervisor any abnormal conditions 

occurring any whe re else on his line of which he has been informed so that the supervisor 

may go to the point of trouble, st raighten it out and put the cars back on as even a head

way as possible. In cases of emergency the SU]Jervisors are not confined to their own line. 
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One supervisor is located in the downtown area and has charge of the downtown 

loaders, flagmen, eta. The other supervisors are usually located in the outlying dis

tricts. During the rush hours when the supervisors are located at one particular point 

they keep a record of the performance of each train, and when the headways become too 

great due to accidents or other conditions on the iine, they switch oars ba~k or relay 

them at the end of the line when there are available pull-out oars, for the purpose of 

maintaining a regular frequency. They are instructed to report any infractions of the 

rules by the trainmen and make daily reports of abnormal oondi~ione which they consider 

should have the attention of the schedule department. 

Traffic Manager 

The Traffic Manager is in charge of the ticket office and tioket sales, includ

ing sub agencies and sales at schools as well as transfer orders and distribution to 

divisions. He also oontacts parties for oharter of cars and coaches and maintains oon

taot with the Chamber of Commerce and various other civic organizations. 

Trainmen 

As of July 1, 1935, there were 2068 trainmen on the payroll of the oompany, 560 

at Division No. 1, 439 at Division No. 3, 517 at Division No. 4, and 552 at Division No. 5. 

An applicant in applying for employment makes application whioh the company investigates 

and if aooeptable, he is given a medioal examination. Conductors are given one day olaes 

instruction and motormen three days on ~he instruction oar whioh operates over the system. 

They are then assigned to divisions and given ten to fourteen days as student trainmen on 

all lines in that division. If they prove satisfactory they are then plaoed on the extra 

board and from 1920 to 1934 were allowed three months probationary period, wh,ioh was 

ohanged to four months in 1934. From 1920 to Ootober 1, 1933, split runs averaged llt 

hours spread, with approximately 10 hours pay time. For straight rune with a minimum of 

9 hours pay time, 25% of the runs were straight and 35% wer e regular runs for six days 

per week. ~fter the adoption of the code on October l, 1933, average spread time of split 

runs was reduced to 10 hours and the average pay time reduced to at hours per day. ~s a 

result, split rune were eliminated as far as possible, 5~ of the runs being straight and 

all providing a six day week. 

Bo vacatioDSon pay are allowed the trainmen, although they are granted a maximum 

of ninety days leave of absence without pay. Applications are numbered as received and 

seniority prevails from date of employment in the seleotion of runs. The trainmen are 

provided recreation rooms at the division oar houses. They are provided with complete 

medical and hospitalization service at $1.00 per month, $2,000 group life insuranoe for 

$1.05 per month, and $16.00 weekly sick and accident benefits for ~1.26 per month. Promo

tions are made upon ability and satisfactory service record of the trainmen. 
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Assistant to the General Manager 

~e Assistant to the General Manager supervises the operation of motor ooaohee 

of the Los Angeles Railway through the Manager of the Coach Division. The Superintendent 

of the Coaob Division, who reports to the 1~ager, bas a Division Foreman, six Supervisors, 

and approximately 227 Coach Operators. Supervisors attached to the Coach Division are 

provided with automobiles and do no rail supervision. In addition, the Assistant to the 

General Manager handles special assignments as assigned by the General Manager. 

Commercial Representative 

The Commercial Representative has charge of designing, printing, and issuing 

the weekly pass, publishes the LOS ANGELES RAILWAY RIDE GUIDE, which is distributed to 

passengers on the oars for the purpose of promoting the use of the weekly pass and stimu

lating riding. He also arranges and prepares advertisements for posters used on cars de

scribing various events of public interest. Also, through his work he makes contacts with 

the public and handles certain complaints. 

Sup.erintendent of Personnel 

~e Superintendent of Personnel through his department keeps personnel records 

of ali employees, attends to the rendering of medical service and hospitalization of em

ployees, and keeps medical records. Medical panels report to his department. He also 

keeps a reoord of the employee group insurance and acts as agent for the insurance com

panies in the payment of sick and accident claims. Administration of wives' death benefit 

account also comes under his jurisdiction. 

Budget Engineer 

The Budget Engineer compiles the annual budget and keeps a record of the devia

tions therefrom. He also do.es miscellaneous work in the nature of special assignments. 

Superintendent of Traffic and Statistics 

The Superintendent of Traffi~ and Statistics is in charge of the Schedule Depart

ment which makes all schedules, time tables, and traffic oheoks for cars and coaches of 

the railway company. He also has charge of the Statistical Department which makes up 

special studies and keeps a running record in graphic form of the company's operations. 

Although the schedules are made up under the direction of the Superintendent of Schedules, 

who reports to the Superintendent of Traffic and Statistics, the enforcement of those 

schedules comes under the jurisdiction of the Manager of Transportation through his 

supervisors. 

Other Departments 

The functions of the other departments are largely explained by the titles on 

the organization chart, and in addition many of these departments are more fully covered 

in the chapter on operating expense. 
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SECTI ON B 

PLA Tl1' ORM LAB CIR TURN OVER 

LOS ANGELES RAILWAY 

The percentage of labor turnover is quite significant in studying the service 

rendered to the public. The personal attitude of platform men toward the passengers has 

an important effect upon public opinion. Courteous and instructive answers to the many 

questions asked during the day means much toward promoting a friendship between the rail

way and its patrons. In other lines of industry great care is taken in the choice of 

men qualified and trained in the art of meeting the publio, the importance of such selec

tion being well known. In the street railway business the platform men are the contact 

men. They meet the public and instill in that public either a feeling of friendship or 

an antagonistic attitude which is not in the interest of the company's welfare. 

In a study made by Railroad Commission engineers in 1919, the average service 

for platform men of the Los Angeles Railway Corporation was 6.24 years, with 4~~ having 

less than 3 years of service. The study also shows the labor turnover for a 6 year 

period from 1913 to 1918 to be about 4o%. For t he year 1918 the monthly turnover fol

lowed closely the usual seasonal trend, being heaviest in August and September , as shown 

on the following chart. 
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The average length of service for platform men as of June 30, 1935, was 7.49 

years, 46.9% of the employees having lees th~ three years of service. This condition 
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would have been considerably better had the strike not ocourred in 1934. Eliminating 

the effects of the strike, the average length of service would have been 8.8 years with 

31.8}h having less than three years service. 

It is apparent tha t the railway at the present time is in a period where it is 

training a large group of new employees, and as such training is completed and unsatis

factory employees eliminated, public relations should ·improve. 

Platform labor turnover is also costly, which fact has been borne out since the 

strike by the increase in costs of injuries and damages as reflected by Operating Expense 

Account No. 92. The increased costs are also to be found in other accounts which are not 

so easily identified. 

The following table summarizes the length of service 

1935, also the results had strike conditions been excluded. 

Years of Actual June 30, 1935 
Service Number Percent 

1 or Less 788 38.1% 
2 182 8.8 
3 1 .1 
4 48 2.3 
5 55 2.7 

5-10 292 14.1 
10-15 386 18.7 
15-20 182 8.8 
20-25 63 3.0 

25-30 50 2.4 
30-35 17 .8 
35-40 __ 4 __ ._2 

Total 2,068 lOO.o% 

General Office Payrolls 

SECTION C 

PAYROLLS AND WAGE RATES 

LOS ANGELES RAILiVAY 

of employees as of June 30, 

Excl. Strike Conditions 
Number Percent 

410 19.ef., 
247 11.9 

6 .3 
56 2.7 
87 4.2 

436 21.1 
499 24.2 
192 9.3 

64 3.1 
50 2.4 
17 .8 

__ 4 __ ._2 

2,068 lOO.afo 

Salaries of the Executive and General and Administrative Officers were de

creased on February 1, 1932, lO'f~ for salaries of ,P300.00 per month and over, and ff;~ for 

salaries less than ~300. 00 per month. On Augus t 1, 1932, there was another decrease of 

lO'f~ on salaries in excess of .~300.00 per month, 5'1~ on salaries from $101.00 to ~299.00 

per month, with no decrease in those salaries less than $100.00 per month. On May 1,1934, 

there was an increase of 57; applicable to salaries of :$5,000 or less per year, there being 

no increase of salaries in excess of $5,000 per year. 

Trainmen's Wages 

General rate changes since 1920 applying to platform men in both rail and 

motor coach divisions and the corresponding hourly rates are shown on the table on the 

followi ng page. 
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4/16/23 
to 

Rail Division~{a) 1LlL3o lLlL3o 2LlL32 sLlL32 lOLlL33 4L3oLM 

!'irst 3 Months $0.49 $0.49 $0.46 $0.4376 $0.4375 $0.46 
Next 9 Months .50 .50 .47 .4475 .4475 .47 
Second Year • 51 .53 .50 .4750 .5000 .53 
Third Year and Attar .53 .56 .53 .5025 .5300 .56 

4/16/23 
to 

Motor Coach Division: {b) 12L31L29 1LlL3o 2LlL32 sLlL32 4LlL33 6LlL34 

First 3 Months $0.53 $0 •. 53 $0.50 $0.475 $0.475 $0.50(o) 
Next 9 Months .54 .54 .51 .485 .486 .61 
Second Year .55 • 56 .53 .5025 .53 • 5'1 
Third Year and After .57 .58 .55 .5225 .56 .60 

{a) On one-man cars the rate is 4¢ greater than above on main lines and 2¢ greater on 
shuttle lines. 

{b) ~rom 4/16/23 to 8/1/32 conductors' rates were 3¢ less than the above; from 8/1/32 
to 9/30/33 2i¢ less; from 10/1/33 to 4/30/34 all were olassed as operators. 

(c) Since 5/1/34 operators on heavy lines have been paid 2¢ more than those on light linea. 

The bonne, which was instituted on April 3, 19.29, of $5.00 per month per man if 

he had a clear record, or less, depending npon the number of demerits, eto., together with 

a special award of $40.00 allowed to those men who lost not more than '15 days time and who 

had a clear oonrtesy and accident record, with no demerits, was abolished November 30,1932. 

There is no bonus paid platform men at the present time. 

Shop, Snb Station and Construction Department Wages 

Changes in the wages of shop, snb station and traok and oonstrnotion employees 

since March 15, 1920, have been approximately as follows~ 

Ya.r. 15. 
Aug. 16, 
Jan. 1, 
Feb. 1, 
Ang. 1, 
May 1, 

1920 
1920 
1930 
1932 
1932 
1934 

SECTION D 

ORGANIZATION 

1~ Inorease 
1~ Increase 
~ Increase 
5% Decrease 
5% Deorease 
5% Inorease 

PACIFIC ELECTRIC RAILWAY COMPANY 

The operating organizaticn of the Pacific Electric Railway has been developed 

to meet the management and operating requirements of the entire system and it is impractic

able to make a segregation as between local and interurban operations. The following or

ganization chart shows the relations of the various departments to one another for the 

system. 

Execnti ve 

The local exeontive control of the company is vested in the President. Due to 

its ownership Of the common stock and substantial bond holdings, the general financial 

policies are determined by the Southern Pacific Company. 



42 

BOARD Ol.i' 
DIRECTORS 
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ASST.TO FRESIDENT 
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OFERATING ORGANIZATION 
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The Viae-President and Chief Counsel has jurisdiction over all legal matters of 

the company, including litigation incident to claims. 

Operation 

The Vice-President and General Manager is in charge of operations of the com

pany. Transportation is in charge of the General Superintendent, who reports to the Viae

President and General Manager. Supervision of train operations and instruction and con

trol of trainmen and agents is handled through Assistant Superintendents in each of thrf, 

districts. 

Engineering 

All general engineering matters are supervised by the Chief Engineer, who r~

ports to the Viae-President and General Manager. He is in charge of the design and con

struction of all physical structures and is responsible for the condition and maintenance 

of way and structures and electrical distribution. 

Equipment 

The maintenance of rolling stock and car houses is supervised by the Superin

tendent of Equipment, who reports to the Vice-President and General .i.fanager. 

Traffic 

The Traffic Departments are charged with the duty of soliciting traffic and 

handling all matters pertaining to rates and tariffs. These departments report to the 

President. 

Claims 

The General Claim Agent reports to the President and is responsible for the 

handling of all claims arising through railway operation. The Claim Agent's time is 

divided between the Pacific Electric Railway Company, the Los Angeles Hailway Corporation, 

and the Los Angeles Motor Coach Company. 

Auditor 

The Auditor in charge reports to the President. 

Los Angeles Local Lines 

Operation of the Los Angeles Local Rail Lines is carried out under direction 

of the General Superintendent through ~estern, Northern and Southern Districts,respectively 

Traffic Department activities would include only the Passenger Traffic Depart

ment since there are no freight operations involved. 

Virtually all other departments in their respective jurisdiction exercise super

vision over the Los Angeles Local Rail Lines as well as the remainder of the system. 

Employees and Wages 

The employees and wages of the Pacific Electric ·Railway for 1934 applicable to 

its system activities follows: 
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Employees & Wages 
1934 

Average Payroll 
:b.'mplo;,tees 

Executive Dept. 14 $ 43.896 
Treasury 7 16,330 
Law 15 44,161 
Claim 13 31,425 
.iccounting 156 222,065 
Tra:f:fi c 85 156,246 
Operating - Misc. 34 60,193 
Speoial• Agent 12 17,995 
Purchasing & Stores 88 101,421 
Transportation Dept. ;1.,757 2,356,399 
Engineering 638 594,686 
Power and Equipment 1,001 1,109,871 
Land and Tax 61 65,126 
Miscellaneous 251 164,852 
Flood Repair-58 men-aver. o:f 54 hrs. 6 1,817 

Total 4,138 $4,986,482 

A comparative wage schedule for Los Angeles local rail line p·lat:form men, 1928 

to date, :follows: 

4/16/32 
to 

1LlL32 1LlL32 8LlL32 lOLlL33 7LlL34 1LlL35 

Firat 3 Months $0.49 $0.4650 $0.4425 $0.4650 ~0.4775 $0.52 
Next 9 Months .50 .4750 .4525 .4750 .4875 .53 
Second Year .515 .49 .4650 .49 .5025 .545 
Third Year .525 .50 .4750 .50 .5125 .555 
Fourth Year and After .535 • 51 .4850 .51 .5225 .565 

Note: One-man oar operators are paid 4¥ per hour additional based on local or 
street car rate. 

It will be seen that the present wage rates are higher than before the 

depression. 

SECTION E 

OPERATING ORGANIZATION 

LOS ANGELES MOTOR COACH COMPANY 

The executive administration of the Los Angeles Motor Coach Company is carried 

out through the joint action o:f a director of each of the two companies. For the pur

poses of operation, the parent companies undertake to provide through their existing 

organizations the operating, ·traffic, legal, auditing, claims, and other services of a 

nature which may be effectively rendered through existing offices. 

The actual operations are under the supervision of the Manager, with an Assist

ant Manager, Alaster ;.Iechanic, and Chief Clerk in charge of operators, mechanics, and 

clerks, respectively. These forces are located at Virgil Street and Santa hlOnica Boule

vard, except for such as are necessary in connection with the 'ililshire line operations 

:fran the Sixteenth Street Garage, and the operations from Division no. 5 of the Los 

Angeles Railway. As noted on the chart, the Manager and Assistant Manager are joint em

ployees of the Los Angeles Railway and fulfill similar :functions in regard to the Coach 
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Division operations of the latter. 

Wage Ra tee 

~e trsnd of wages is shown b~· the following statement o overing operators wages 

per hour: 

8/18/23 1/1/30 2/1/32 8/l/32 10/1/33 
to to to to to 

12L31L29 1L31{32 7.L31L32 9L3oL'33 4Loo[;34 

!'irst 3 Months $0.53 $0.63 $0.50 $0.4'15 $0.475 
l'lext 9 Months .54 .54 .51 .486 .486 
Seoond Year .56 .56 .53 .606 .53 
Third Year and After .67 .58 .56 .625 .66 

The present wages effective May 1~ 1934, follow: 

J!'irst 3 Months 
Next 9 Months 
Second Year 
~ird Year and After 

Doable Deck Coaohes 
pperators Condaotors 

$0.48 
.49 
.56 
.58 

$0.46 
.4'1 
.53 
.55 

Light · es Hea"jy Lines 

$0.48 
.49 
.66 
.68 

$0.50 
.61 
.57 
.60 

Condactors wages, prior to the adjastment of May 1, 1934, have been 3¢ less 

th$n the operators rate. It will be noted that this differential has been redaced to 2¢ 

in all except the last bracket. ~e May 1, 193~, was the fi~st sohedale to show a separ

ate rate for operators on heavy single deck coach linea. ! guarantee of .$90 a month is 

paid extra men. Waiting time allowance was abolished February 1, 1932, and serYice bonus 

was abolished November 30, 1932. 

---000---
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ORGANIZATION CHART 

LOS ANGELES MOTOR COACH COMPANY 

July 1, 1935 

LOS ANGELES RAILWAY PACIFIC ELECTRIC RAILWAY 
CORI'ORA TI ON COMPANY 

J 
DIRECTOR DIRECTOR 

L • .A.M.C.Co L.A.M.C.Co. 
(L.A.Ry.) (P.E. Ry.) 

~~ 
TREASURY r- TRAFFIC AND OPERATING 
( L.A.Ry.) OFFICERS 

P.E.Ry. and L.A.Ry. 

AUDITING ,...... 
(L.A.Ry.) 

CLAIMS ,...... 
(l'.B. Ry.) ,-----~-

" ~" 
SUFT'S.OJ EQUIPMEMT 
(L.A.Ry. & P.E.Ry.) 

" / 

" 1-LUAGER (a) 
/ 

/ (L.A.M.C.Co.) 
" " " I T 

I 
I ASSISTANT MANAGER 
I r- (L.A.M.C.Co.)(a) 
I 
I 

r1 ldaster Meohanio J H Chief Dispatcher 

H !'oreman J H 2 Dispatchers 

y 50 Employees I H 6 Supervisors 

L{ 254 Bus Operators 

(a) Joint employee of L.A. Ry. 
(b) 3 Joint employees of L. A. Ry. 

L.A.Ry. - Loa Angeles Railway 
l'.E.Ry. - Pacific El ectric Railway 
L.A. M.C.Co. - Loa Angeles Motor Coach Company 

~ PURCHASES 
(P.E. Ry.) 

~ 
14EDICAL 

(P.E.Ry.) 

~ SPEC.AGENT 
(P.E.Ry.) 

y LOST & li'OUlfD 
(L.A.Ry.) 

!Chief Clerk & Acot.J 

I 9 Employees (b) I 
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CHAPTER VII 

BALANCE SHEET STATEMENT 

The fi·nancial situation of the Los Angeles Railway and Pacific Electric Railway 

may be set forth by a brief summary of the Assets and Liabilities of the respective com-

panies. As discussed later, the Pacific Electric Railway operations involve other local 

and interurban passenger and freight operations in addition to its Los Angeles local lines, 

but at this point the corporate results only are shown. The chapter is divided into the 

following sections: 

A. Balance Sheet - Los Angeles Railway Corporation 
B. Balance Sheet - Pacific Electric Railway Company 
C. Balance Sheet - Los Angeles Motor Coach Company 

The Los Angeles Railway Corporation statements include the City Railway Company 

and its one-half, approximately, of the Los Angeles hlotor Coach Company. The Pacific 

Electric Railway statements likewise include its one-half, approximately, of the Los 

Angeles Motor Coach Company. 

SECTION A 

LOS ANGELES RAILWAY CORPORATION 

The Los Angeles Railway Corporation,(incorporated November 7, l~lO),and its 

subsidiary, the City Railway Company of Los Angeles, (incorporated December 1, 1910), 

together constitute the true showing for Los Angeles Railway properties. The former is 

the operating company, also the owner of predecessor properties. New construction and 

extensions have been made by the City Railway. 

The consolidated balance sheet for the Los Angeles Railway Corporation and the 

City Railway Company as of December 31st for the years 1920 to 1934, inclusive, is shown 

on the accqq~panying table in detail and in graphic form on the following chart. 
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Investment in Road and Equipment compose 89~ of the total assets; therefore 

the trend of assets as shown by the chart reflects to a large extent the trend of that 

investment as shown by the company books. 

Total assets have increased from $58,055,369.61 in 1920 to ~81,300 , 283.37 in 

1934, or 40%. Current assets as of December 31, 1934, were within ~4,000 of those as 
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of the year ending 1920. To the total, current assets represent only 1.46% in 1934, 

Road and Equipment 89.08%, and Sinking Funds 9.38%. Total liabilities increased from 

$66,860,708.98 as of December 31, 1920, to $73,839,076.21 in 1934. or 29.88%. As of 

December 31, 1934, capital stock made up 33.86% of the total Liabilities, Funded Debt 

32.72%, Current Liabilities 12.91%, and Aoorued Depreciation 20.23,%. Accrued Deprecia

tion increased from $3,392,737.49 in 1920 to $14,934,704.24 in 1934, or 34o%. 

~or the year ending December 31, 1934, a more detailed analysis has been made 

of the consolidated balance sheet, breaking it down between Loa Angeles Railway Corpora

tion and City Railway Company as shown by the following table. Total assets for the two 

companies are ~69,113,056.79 and $22,009,'276.86, respectively, ani their liabilities 

amount to $63,839,076.21 and $19,822,050.28, respectively. Assets of the City Railway 

Company consist of Road and Equipment $19,822,050.28, whioh·includes $5,000,000.00 of 

Road and Franchises set up on the books when they were originally opened, and 

$2,187,226.58 in sinking funds, there being no current assets. City Railway Company 

liabilities consist of $6,000,000.00 Capital Stock, $5,000,000.00 Funded Debt, and Loans 

and Notes Payable in amount of ~9,822,060.28. Corporate Surplus amounts to $2,187,226.58, 

representing amounts held in sinking funds appropriated from Surplus. Of the ~5,000,000 

funded debt, consisting of First Mortgage 5% Gold Bonds due February 1, 1941, $2,813,000 

are outstanding. 

ASSETS 

Investments 

Road and Equipment 
Sinking Funds 
Stocks 

Current Assets 

Cash 
Loans & Notes Reo. 
Accounts Bee. 
Material & Supplies 
Other Current Assets 

Deferred Assets 

Unadjusted Debits 

Total Assets 

Balance Sheet 

December 31, 1934 

Los Angeles 
Railway 

Corp. 

$62,602,345 
5,439,603 

10 

537,367 
9,869,550(1) 

120,940 
440,663 

32,868 

69,721 

$69,113,057 

City Railway 
Company of 

Los Angeles 

~19,822,050 
2,187,227 

$22,009,277(1) 

Combined 

i;72,424,395 
7,626,830 

10 

537,367 
47,500 

120,940 
440,653 
32,868 

69,721 

$81,300,284 

Percent 

89.08% 
9.38 

.66 

.06 

.15 

.54 

.04 

.09 

lOO.OCJf., 

(1) Eliminati on of ~9,822,050 is made of inter-company obligation in combined statement. 



LIABILITIES 

Capital Stock 

Funded Debt 

Current Liabilities 

Loans & Notes Pay. 
Audited Accts.& Wages Pay. 
Matured Interest Unpaid 
Accrued Interest 
Other Current Liabilities 

Deferred Liabilities 

Unadjusted Credits 
Tax Liability 
Reserve for Inj. & Dam. 
Accrued Depreciation 
Unredeemed Tokens 
Other Unadjusted Credits 

Total Liabilities 

CORPORATE SURPLUS 

Fund Debt Retired by Surplus 
Sinking Fund Reserves 

Total Appropriated Surplus 
Profit & Loss Balance 

BALANCE SHEET STATEIAENTS 

Balance Sheet 

December 31, 

Los Angeles 
Railway 

Corp. 

$20,000,000 

19,157,000 

3,877,964 
487,919 

5,001,425 
171,983 

500 

53,277 
60,000 

14,934,704 
92,960 
1,344 

$63,839,076 

973,000 
5,439,938 

6,412,938 
(1,138,957) 

5,273,981 

1934 

City Railway 
Comp8Jly of 

Los Angeles 

~ 5,000,000 

6,000,000 

9,822,050(1) 

$19,822,050(1) 

2,187,227 

2 ,18't' ,227 

2,187,227 

Total Liabilities & Corp.Surp. $69,113,057 $22,009,277(1) 
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Combined Percent 

----
$25,000,000 33. 8fl!, 

24,157,000 32.72 

3,877,964 5.26 
487,919 .66 

5,001,425 6.77 
171,983 .23 

500 

53,277 .07 
60,000 .08 

14,934.704 20.23 
92,960 .13 
1,344 

$73,839,076 100.00'% 

973,000 13.04~~ 
7,627,165 102.22 

8,600,165 115.26 
(1,138,957) (15.26) 

7,461,208 lOO.OCJi1, 

$81,300,284 

(1) Elimination of $9,822,050 is made of inter-company obligation in combined statement. 

The amount of $9,822,050.28 shown as an elimination from ~~ch side represents 

loans by the Los Angeles Railway Corporation to the City Railway Company. Jhen the 

City Railway Company was organized and the ~5,000,000 of s"ock issued and bonds sold, the 

proceeds w.ere used for certain definite line construction and other property investment. 

In years subsequent to th~ disbursement of the entire proceeds, any additions to those 

particular lines or the particular property originally financed by the City Railway 

Company, were necessarily made by the Los Angeles Railway Corporation and the amounts 

so eA~ended were shown on the assets side of the City Railway Company balance sheet 

under Road and Equipment and as Loans Payable on the liabilities side. On the Los 

Angeles Railway Corporation balance sheet the amount was shown as an asset under Loans 
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Receivable. In consolidating the two, however, the amounts offset and are deducted. 

ROAD AND EQUIPMENT 

Investment in road and equipment for each company as reflected by the books 

is shown on the following table for the period subsequent to June 30, 1914, and in total 

tor the period to that date, the former in amount of $21,429,280.13 and the latter 

$46,203,115.24. 

Los Angeles City Railway 
Road and EguiEment Railway Company of Total 

CorE· Los Angeles 

Total Prior to June 30,1914 ~42,536,219.16 $ 3,666,896.08 $46,203,115.24 

Net Addition June 30,1914,to date 10,274,125.93 11,155,154.20 21,429,280.13 

Road and Franchises 5,000,000.00 5,000,000.00 

~djustment (208,000.00) (208,000.00) 

Total Road and Equipment $52,602,345.09 $19,822,050.28 $72,424,395.37 

To bring the actual road and equipment investment into agreement with the 

balance sheet, a deduction ot $208,000.00 must be made from the Los Angeles Railway 

Cor~oration figures, representing retirement of properties which were never distributed 

on j;he books to primary accounts; and an addition made to City Railway Company in amount 

of ~5,000,000.00 representing Hoad and ~ranchises. 

The following table shows for the years 1912 to 1934, inclusive, yearly addi

tions ~nd betterments charged to capital on the books of the two companies and the net 

total book investment as of the end of each year. Investment in the Motor Coach Divi

sion is also shown separately. The accompanying chart shows combined net additions in 

graphic form. The additions declined from il,460,811.25 in 1913 to t255,685.42 in 1919, 

then increased from that low to ~4,306,293.72 in 1924, dropping off in 1925 to recover 

some in 1926 to 1927, from which date a steady decline set in, pers.isting to an amount 

of $706,403.29 in 1930 and dropping off to $36,238.27 in 1931 and during 1932 and 1933 

the retirements were greater than the additions. During 1934 additions amounted to 

~291,047.32. The road and equipment accounts exceed by roughly $25,000,000.00 the 

tangible properties of the companies, based on appraisal. This is discussed tully later 

in the report. 

Investment in road and equipment as of December 31, 1934, segregated between 

Rail Division, Motor Coach Division , and Los Angeles Motor Coach Company is shown by 

t he following table. 

L.A . Rlwl.Coq~. Ci tl rllwl.Co. Total 

Los Angeles Rlwy. Corp.- Hail ;,;; 51, 822,042 .jpl8, 005,841 4/ 69, 827,883 

" " " " - i.iotor Coach 52 4 , 284 1,268,438 1,792,722 
Share of L. A. Motor Coa ch Co. 256, 019 547,771 803,790 

Total ~52 ,602,345 ~19,822,050 .;,; 72,424,395 
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Ineludin~ Rail and Coach Divisions 

~ 
Share or Los Angeles Motor Coach C!!92ani 

As or December 31 1 each Year 
rrom 1920 to l934a iOJ.olusive 

: : : : : : : : : : : ~ : : : : : 
: : 1920 : 1921 : 1922 : 1923 : 1924 : 192~ : 192& : 1927 : 1928 : 1929 : 1930 : 1931 : 1932 : 1933 : 1934 : 

Investments ~ 
Road and Equipment $55,071,209.44 $56,498 , 070.30 $59,529,403.27 $&2,882,345.08 $67,188,638.80 $67,798,17&.13 $68,932,013.87 $70,029,082.51 $70. 92.7 '139. &4 $71, 669. 745.86 $72,37&,149.14. $72,412,387.41 $72,379,069.13 $72,133,348.05 $72,424,395. 37 
Sinking Funds 1,767,740.78 2,081,734.54 2,411,464.70 2,749,135.57 3,104,572.&2 3,472,162.24 3,867,302.77 4,26&,614.04 4,698,628.56 ~.148, 726.91 5,63~,73&.59 6,181,017.24 6,583,951,25 7,133,462.34 7,626,829.95 
Investment in Affiliated Companies 10,000.00 105,000.00 919,000 . 00 103,000.00 118,000.00 - - 105,000.00 - 57,280.00 - - - - -Stocks - - - - - - - - - - - - 10.00 10.00 10.00 
Bonds - - - - - - - - - - ~9,280.00 48,280.00 - - -Other Investments - - - - 6 000.00 6 000.00 6 000.00 6 000.00 6 000.00 & 000.00 - - - - -

$56,848,950.22 
Current Assets 

~58. 684,804.84 $62,869,867.97 $65,734,480.65 $70,417,211.42 $71, 27.6. 338.37 $72,805,316.&4 $74,406,696.55 $75,631,768.20 $7&,881,751.76 $78,071,165.73 $78 , 641,684.65 $78,963,030.38 $79,266,83:>.39 $80,051,235.32 

C'e.sh $ 58,497.43 $ 53,728.41 $ 82,850.12 $ 73,907 . 96 $ 48,285.15 $ 48,842.95 $ 47,783.65 $ 47,649.73 $ 57,414.66 $ 1,035,649.77 $ 743,497.66 $ 218,892.84 $ 421,712.50 $ 819 , 678.64 $ 537,366.64 
Loans and Notes' Receivable (a) 146.60 20,146.60 20,146.60 13,128.22 9,770.90 27,533.95 2,437.47 15,814.62 22,500.75 22,500.00 40,000.00 30,000.00 27,000.00 27 , 000 . 00 47,500.00 
Accounts Receivable 176,588.20 49,932.28 1Hl,818.06 99,359.79 60,445.17 91,128.46 119,312.67 96,798.40 129,777.76 140,768.:17 132,265.55 94,382.29 92,846.44 66 ,891.34 120,940.01 
Material en d Sup})lies 687,679.43 576,132.29 775,'714.93 955,018.28 1, 011,435.20 814,109.53 7M,142.35 777,200.62 711,290.46 702,251.37 685,239.76 638,714.88 561,747.06 461,3:>4.55 440,652.95 
Other Current Assets 260.603.80 445.503.75 19.347.50 22.639.45 22.435.67 73.080.30 114.527.50 180.728.09 410.554.69 2411&4.'75 24 122.50 24,6€,2.50 . 2& 747.50 26 917.50 32 867.50 

$ 1,183,515.46 $ 1,145,443.33 $ 1,017,877.21 $ 1,164,053.70 $ 1,152,372.09 $ 1,054,695.19 i 1,040,203.64 $ 1,118,191.46 i 1,331,538.31 $ 1,925,334.26 $ 1,625,125.47 $ 1,00&,&12.51 $ 1,130,053.50 i 1,401,&92.03 $ 1,179,327.10 
Deferred Assets 2,023.15 2,133.70 3,015.00 63,741.83 &3, 741.83 63,741.83 &3,741.83 64,702.88 64,702.88 64,702.88 64,702.88 - - - -
Unadjusted Debits 20 880.78 8 034.71 26 954.84 35 362.33 35 170.75 42 512.33 44 285.99 51 400.27 87 160.75 121 553.60 133,221.24 88,611.56 63,250.59 84,160.59 69,73:>.95 

Tots 1 Assets ~581055: 369.61 1591840:416.58 1631907:715.02 166 1997:638.51 i711668:496.09 1721437:287.72 1731953:548.10 ~75.640:991.16 1771115:170.14 1781993:342.50 i791894,215.32 i79,736,908.71 $801156! 334.47 $8017~21673.01 $81,300! 283.37 

LIABILITIES AND CORPORATE SURPL\E 
Cal!i tal Stock $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $25,000,000.00 $.25,000,000.00 $25,000,000.00 $25,000.000.00 $25,000,000.00 $25 , 000,000 .00 $25,000 , 000 .00 
P'unded Debt 24, 048,000.00 24,048 , 000.00 24,852,000.00 24,852,000.00 24,852,000.00 24,852,000.00 24,852,000.00 24,852,000.00 24,464,000.00 24,423,000.00 24,382,000.00 24,339,000.00 24,292,000.00 24,221,000.00 24,157,000.00 
Current Liabilities 
Loans and Notes Pa ;'E.ble (a) 1,577,981.17 2 , 296,577.00 2,463,208.63 3,115,423.62 5,893,698.56 5,462,998.02 5,568,944.87 5,797,902.96 5,586,738.47 4,996,660.00 4,167,533.50 4,157 , 060.75 4,108,l.W.97 3,896 ,140.97 3,877,964.30 
Audited Accounts and Wages Payable 538,852.44 374,782.75 797,506.65 848,486.89 590,328.38 466,144.70 498,372.63 619.219.93 643,371.76 572,688. 75 684,809.42 467,447.70 405,191.21 392,116.94 487,918.34 
Matured Interest Unpaid 1,868,250.00 2,342,950.00 2,820,500.02 3,259,125.00 3, 721,450.02 3,918,775.00 4,374,950.00 4,650,600.00 4,828,150.00 4,828,150.00 4,828,150.00 4,828,150.00 4,899,52~.00 4,950,475.00 5,001,425.00 
Accrued Interest 209,483.35 209,483.35 230,233.33 230 , 233 .35 230,233.33 230,233.35 230,233.33 230,233.33 225,383.34 224,870.83 220, 358.33 219,820.83 176,670.83 172,916.67 171,983,33 
Other Current Liabilities a:>7 1010.28 259.289.31 274,013.65 278,973.03 91577.76 91245.77 91589.69 91617.60 91142.34 101345.29 101276.44 81124.56 - 21383 . 34 500.00 

$ 4,401,577.24 $ 5,483,082.41 $ &,585,462.28 $ 7,732 , 241.89 $10,445,288.05 $10,087,396.84 $10,682,090.52 $11,307,573.82 $11,292,785.91 $10,632,714.87 $ 9,911,127.69 $ 9,680, 603.8-\ • 9. 589.528.01 $ 9,414,032.92 $ 9,539,790.97 
Deferred Liab ili ti ee 8,394.25 - 859.50 - - - - - 451,068.22 - - - - - -
UnadJusted Credi te 

Tax Liability - - - 267,134.93 188,789.76 84,653.30 60,076.90 78,117.83 90,938.69 249 • 220. 51 94,984.72 16,063.61 .W,536.83 32,330.00 03 ,277.00 
Reserve tor Injuries and Damages - - - - - - - - - - - 53,736.40 50,928.03 50,928.03 60,000 .00 
Accrued Depreciation 3,39.2,737.49 3,938,539.23 4, 324,581.18 4,566,295.07 5,447,124.75 &,349,042.69 7,252,604.00 8,013,725.95 9,188,169.54 10,083,988. :L9 11,359,948.21 11,675,392. 58 12, &21, 558.50 1:5,643, roo. 7& 14,934 , 704.24 
Unredeemed Tokens - - - - - - - - 58,893.14 85,&94 . 12 94,813.56 97,871.88 95,149 . 94 95,625.87 92,960.13 
Other Unadju E ted Credits - - 247.769.64 859.50 729.50 6, 281.85 16,559.62 10,100.60 215.00 215.00 222.43 480.62 29 , 929.81 ~8 . 09 1,343.87 

$ 3 392 737.49 $ 3 938 539.23 $ 4 572 350.82 $ 4 834 289.50 $ 5 636 644.01 $ 6 439 977.84 $ 7 329 240.52 $ 8 10l_L944.38 $ 9 338 216.37 $10 419 117.82 $11 549 968.92 Sll 843 545.09 Sl2 838 103.11 Sl3 822 552.75 $1.5 142 285.24 
Total Liebilities $56,850,708.98 $58. 469. 621.64 $61,010,672.60 $62,418,531.39 ~65,933,932.0& f&6,379,374.68 $&7,863,331.04 ~69,261,518.20 $70,546,070.50 $70,474,832.69 $70,843,096.61 $70,8&3,148.93 $71,719,631.12 $72,457,585.67 $73,839,076.21 

Co!:,Eorate S~lua 
Funded Debt Retired Thru Surplus $ 148,000.00 $ 148,000.00 $ 148,000.00 $ 148 ,·ooo. oo $ 148,000.00 $ 278,000.00 $ 278,000.00 $ 278,000.00 $ 666,000.00 $ 707,000.00 t ·748,000 . 00 $ 791,000.00 $ 838,000.00 $ 909,000.00 $ 973,000.00 
Sinkine FUnd Reserves 21136.574.28 214921'159.::>6 218661959.50 3,2551'131.40 316461168.45 319591133.07 414131673.60 418751384.87 41960.399.39 5 1410 180&.!!..... 516361174.09 &1181 1554.18 615841773.19 711331844.28 716271164.15 
Total Appropriated Surplus 212841574.28 216401759.56 3,014.959.50 3,403,731.40 3,794,168.45 4,237,133.07 4,&91,673.60 5,153,384,87 5,626,399.39 6,117 ,806. 74 6,384,174.09 6,972,554.18 7,422,773.19 8,042,844.28 8,600,164.15 
Profit and Loss Bal.&nce (1.0791913.55) (1.269.9&4.62) (117,917.08) 1,175,375.72 1,940,395.58 1,820,779.97 1,398,543.46 1,226,088.09 942,700.25 2,400,703.07 2,6M,944.62 1,901,205.60 1,013,930.16 252,243.06 (1 1!381956.99 ) 

Total Corporate Surplus $ 1,204,660.63 $ 1,370,794.94 $ 2,897,042.42 $ 4,579,107.12 i 5, 734, 5&4.03 $ &,057,913.04 $ 6,090,217.06 $ 6,379,472.96 $ 6,569,099.64 $ 8,518,509.81 $ 9,051,118.71 $ 8,873,759.78 $ 8,436,703.35 $ 8,29~,087.34 $ 7,461 , 207.H 

Total Liabilities & Coryom te S~lus $58,055,369.61 $59.840.416.58 $63,9071715.02 $66 I 997 I 638 • 51 $71.6681496.09 $72.437.287.72 $73,9531548.10 $75.6401991.16 $7711151170.14 ~78.993,342.~ $7918941215.32 t79.736.908.71 @11561334.47 @1752.673.01 $8113001283.37 

(·Red P'isures) 

(a) Arter Elimination or Intercompany Accounts 



Year 

1912 
1913 $ 
1914 
1915 

1916 
1917 
1918 
1919 
1920 

1921 
1922 
1923 
1924 
1925 

1926 
1927 
1928 
1929 
1930 

1931 
1932 
1933 
1934 

BALANCE SHEET STATEMENTS 

INVES'll,I.ENT IN ROAD AlfD EQUIPMENT 

(Book Figures) 

NET ADDITIONS AND BETTEn11ENTS TOTAL INVESTMENT AS OF DEC. 31st 

L.A.Rlwy. City Rlwy. 
Co!:Q. Com]§:n~ 

555,001 $ 905,810 
771,007 204,886 
638,895 193,046 

474,941 254,460 
262,554 17,506 
232,335 81,284 
255,103 582 
409,062 553,344 

727,549 699,312 
1,627,051 1,340,540 

399,440 3,017,243 
1,185,872 3,120,422 

193,924 415,613 

393,015 740,823 
630,500 466,568 
495,888 402,169 
707,313 35,293 
658,769 47,634 

244,429 (208,191) 
51,775 ( 85,093) 

(201,776) ( 43,94£?_) 
266,536 24 '511 

Total L.A. Rlwy. 
COrJ2. 

$1,460,811 
iP41,623,159 
42,178,161 

975,893 42,949,168 
831,941 43,588,063 

729,401 44,063,004 
280,060 44,325,559 
313,619 44,557,894 
255,685 44,812,997 
962,406 45,222,058 

1,426,861 45,949,607 
2,967,591 47 '576' 658 
3,416,683 47,976,098 
4,306,294 49,161,970 

609,537 49,355,894 

1,133,838 49,748,909 
1,097,068 50,379,410 

898,057 50,875,298 
742,606 51,582,611 
706,403 52,241,380 

36,238 52,485,809 
(33,318) 52,537,585 

(245,721) 52,335,809 
291,047 52,602,345 

ANNUAL NET ADDITIOHS 
TO 

ROAD AND EQUIP.MEN T 

City Rlwy. Total 
ComJ2an;y: 

$ 7,638,231 $49,261,390 
8,544,041 50,722,202 
8,748,927 51,698,095 
8,941,974 52,530,037 

9,196,434 53,259,438 
9,213,940 53,539,499 
9,295,224 53,853,118 
9,295,807 54,108,804 
9,849,151 55,071,209 

10,548,463 56,498,070 
11,889,003 59,465,661 
14,906,247 62,882,345 
18,026,669 67,188,639 
18,442,282 67,798,176 

19,183,105 68,932,014 
19,649,673 70,029,083 
20.051 '842 70,927,140 
20,087,135 71 '669 '746 
20,134,769 72,376,149 

19,926,578 72,412,387 
19,841,484 72,3!79,069 
19,797,539 72,133,348 
19,822,050 72,424,395 

SINKING FUNL~ 

Los Angeles Railway Corporation shows ~5,439,603.~7 in Sinking Fund deposited 
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with Seourity-First National Bank of Los Angeles as follows: 

First and Refunding B% Gold Bonds Maturing 1940 
Cash 
Aocrued Interest 

$5,291,000.00 
126,557.54 

22,045.83 

$5,439,603.37 

City Railway Company snows an amount of $2,187,226.58 in Sinking Pund de

posited with Security-First National Bank, Los Angeles, as follows: 

Pirst Mortgage 5% Gold Bonds Maturing 1941 
Cash 

$2,187,000.00 
226.58 

$2,187,226.58 

This item ia self-explanatory and represents funds on hand and in the bank 

upon whioh immediate draft may be drawn for the purpose of ourrent operation. On the 

balance sheet the amount is shown under Los Angeles Railway Corporation, as are all the 

current assets, that company being the operator. 

LOANS AND NOTES RECEIVABLE 

Loans and Notes Receivable as of December 31, 1934, were: 

Loa Angeles 
Los Angeles 
" " 
" " 

Motor Coach Company. 
Railway Corp. - Uniform Acot. 

" " - Loan Acct. 
" " - Provident Fund 

Westside Land Company 
Loan to City Railway Company 

Loans 

$ 10,000.00 
7,500.00 

10,000.00 
15,000.00 
5,000.00 

9,822,060.28 

$9,869,550.28 

The item of $7,500 represents a fund set up for the use of platform men in 

purchasing uniforms, the amounts so used being deducted thereafter fran their pay checks. 

Normally the fund is not so large, but on account of the strike and resultant increase 

in number of new employees, the amount was increased to that shown. 

A loan fund is maintained upon which employees may draw for their personal use 

and repay by deductions from salary, the amount of the fund being ~10,000 as of 

Deoember 31, 1934. 

While the company pays pensions to ita employees, a pension fund is not main

tained, and the actual payments are charged directly to operating expense. There has 

been in effect until recently a plan whereby each employee set aside about ~~ of his 

salary in a Provident Fund to which the company added an equal amount and invested the 

whole. An employee upon leaving the service of the company before expiration of five 

years was refunded the amount he had paid in plus interest. Upon leaving the service 

after five years had expired, he received in addition a certain amount of the money put 
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up by the company, plus interest, the a mount being determined on the bas i s of the 

number of years service above the minimum. The pl an was disconti n ued in 193 2 as an 

economic measure and the fU~d s returned to the employe es in 1935. 

On the balance sheet the City Railway Company shows ~14,822,050.28 as road 

and e quipment, (after deducting ca pitali zed st ock ), whereas their capital stock issue 

was only ~5,000,000. The difference was borrowed from the Los Angeles Railway 

Corporation in amount of ~9,822,050.28, as explained previously. 

AC COUN TS RECEIVABLE 

This item is self-explanatory and represents generally current transactions 

such as interchange of tickets and transfers, .and billing Pacific Electric Company for 

its share of accounting costs, etc., in connecti on with operating Los Angeles Motor 

Coa ch Company. 

As of December 31, 1934, the following items made up the total of $120,940.01. 

Los Angeles Motor Coach Company 
1/2 of L.A. M.C.Co. Aceta. Receivable 
Pacific Electric Railway Compa:1y 
State of Calif. Dept. of Public Works 
Rent of Main Office Building Rooms 
Other 

Amount 

$ 67,685:05 
8,881.77 

10,375.18 
14,900.00 

2,698.32 
16,399.69 

$120,940.01 

Percent 

56.a% 
7.3 
8.6 

12.3 
2.2 

13.6 

100.~ 

MATERIAL AND SUPPLIES 

Material and supplies for current use in maintaining and operating the system 

are carried under this heading and represent parts for rolling stock repairs and main

tenance, stationery, office supplies, etc., carried in stores. 

follows: 

As of Decenber 31, 1934, the Material and Supplies balance was made up as 

1/2 Los Angeles Motor Coach Company 
New Supplies in Stores 
Used Supplies in Stores 
Tokens on hand 

Amount 

$ 9,365.30 
277,898.29 
137,437,30 

15,952.06 

~440,652.95 

Percent 

2.1~ 
63.1 
31.2 
~ 

100. o;:~ 

The significance of "Used Supplies" is as follows. When parts of plant such 

as car body parts, truck parts, track and roadway parts, etc., are in such condition 

that they can be repaired and re-used, they are taken into stores at a salvage value, 

repaired, and put on the shelves for issue at a second hand value, being the sa lvage 

value plus the cost of labor and material used in their repair. Some of the items in

cluded in Material and Supplies are not yet repaired, being held until a sufficient 

number are ac c umulated to make a worth while shop repair order. There are also a 
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considerable quantity of parts such as armatures, seats and other parte which were 

salvaged from abandoned cars, being held in Material and Supplies at a scrap value for 

possible future use in replacement of similar parte on oars remaining in service. 

Of the new supplies, rail and special work made up 24% of the total; trolley 

wire, cable, poles and fixtures 16%; oar furnishings and trimmings 4%: motor parts 4%: 

automotive parts and supplies 5.5~ ; track fastenings 4%, ties and ballast 4%: ~d the 

balance m~scellaneous parte, gasoline, stationery, eto. Of the used material ~nd sup

plies, air brake material made up 10.~~; brake rigging and trucks 3.8%. motor parts 11%; 

complete motors, armatures and gears 2~~: miscellaneous scrap 12.5%; automotive parts 

11.~;: scrap rail 5.3~ ; and the balance miscellaneous items of parts and suppli~s. 

OTHER CURRE!.~T ASSETS 

This amount is made up of two items: 

Employees Working Fund 
Advances - Traveling Expenses 

,$32,117.50 
' 750.00 

$32,867.50 

The Employees Working Fund is composed of amounts assigned to the Assistant 

Secretary-Treasurer, Claims Agent, and cashiers at carhouses. 

UNADJUSTED DEBITS 

The unadjusted debits comprise the following: 

CAPITAL STOCK 

!'repaid ·Insurance 
Incorporation Expense-The Los Angeles Rlwy 
Unadjusted Charges to Work Orders 
Appraisals 
Franchise Deposits 
Miscellaneous 

$32,336.46 
13,008.69 

6,325.99 
10,067.06 
1,260.00 
6,732.77 

$69,, 720.95 

Loa Angeles Railway Corporation has an authorized stock issue of $20,000,000 

as of 1910, divided into 200,000 shares of common at par value of $100 each, all of 

which was outstanding December 31, 1934, in the name of Henry E. Huntington Estate. 

City Railway Company of Los Angeles has an authorized stock issue of 

$6,000,000 as of 1910, divided into 50,000 shares of common at par value of $100 each, 

all of which was outstanding as of December 31, 1934, in the name of the Los Angeles 

Railway Corporation. 

FUNDED DEBT 

The funded debt unmatured of the Los Angeles Railway Corporation and City 



.BALANCE SHEET STATEiviENTS 

Railway Company of Los Angeles, as of December 31, 1934, is made up of bonds as follows: 

Los Angeles Railway Corporati on 

1. Firat Consolidated Mortgage 
~G Gold Bonds. Los Angeles 
Traction Company of 1898 
maturing December 1, 1938 

2. ~irst Mortgage 6% Gold 
Bonde. Los Angeles Railway 
Company of 1899, maturing 
Ootober 1, 1938 

3. First and Refunding ~~ Gold 
Bonds. Los Angeles Railway 
Corporation of 1910 , maturing 
December 1, 1940 

City Railway Oompany of Los Angeles 

1 . First Mortgage 5% Gold Bonds 
City Railway Company of Los 
Angeles of 1911, maturing 
February 1, 1941 

Grand Total 

250, 000 

4,027,000 

14,880,000 

$19,157,000 

5,000 ,000 

$24,157 ,000 

Of the Los Angeles Railway Corporation issues, bonds to the value of 

$26,500,000 were authorized, of which $20,130,000 were issued. Of thes e , $973,000 

have been re-acquired by the company, leaving an outstanding balance as of December 31, 

1934, of $19,157,000, of which $6,291,000 is held in a sinking fund. Ther e is no pro

vision in the trust deed of Mortgage No. 3 which will allow for redempt ion of the bonds 

prior to date of maturity. The sinking fund for the retirement of the t hree mortgages 

amounted to $5,439,603.37 as of December 31, 1934. 

Of the City Railway Company issue, .jp5,000,000 were aut hori zed and issued, 

$2,187,000 of which have been re-acquired and are held in a sinking fund f or r etirement 

of the bonds. The total amount held in the sinking fund as of December 31, 1934, is 

$2,187:226.58. 

The total bo.nded indebtedness shown by the balance sheet as of December 31, 

1934, is ~24,157,000. The ownership of these bonds is as follows: 

L.A.Rlwy. City :iUwy. Tota l Percent 
CorE. Co!!!Eanl 

Huntington Library and Art Gallery :i 2,845,000 i,i 977,000 ;;; 3,822, 000 15. B)~ 
H.E. Huntington Estate 3,455,000 1,836,000 5, 2 91, 000 21.9 
Public 7,566,000 7,566, 000 31.3 

Total Outstanding 13,866,000 2,813,000 16, 679, 000 69.0 
Held in Sinking Fund 5,291,000 2,187,000 7,47 8 , 000 31.0 

Total $19,157,000 $5,000,000 024,1 57, 000 lOO.Of~ 

The following chart shows the trend of the outstanding bonded i ndebtedness 
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after deducti Jn of bonds acquired through operation of sinking fund provisions. 
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There is an amount of $3,877,964.30 shown as Los Angeles i~ailway Corporation 

loans, the detail of which is as follows: 

December 31, 1934 

5/12/34 

5/12/34 

5/12/34 

5/12/34 
5/12/34 
5/12/34 
7/17/34 

12/31/34 
8/21/34 

5/12/34 

Caroline H. Holladay and 
Security-First National 
Bank of Los Angeles, 
Executors of the Estate 
of Henry E. Huntington, 
deceased 

" 
Huntington Land & 

Improvement Co. 
" 
" 
" 
" 
" 
" 

Redondo Improvement 0o. 

Date 
Due 

5/12/35 

5/12/35 

5/12/35 
5/12/35 
5/12/35 
5/12/35 
5/12/35 
5/12/35 
On demand 

5/12/35 

H.E. Huntington - Open Account 

L. A. Motor ~ oach Oo. - Loan 

Rate of 
Int. 

5'/b 

5,~ 

6~~~ 
6~, 
6;J 
&jJ 
5"~ ,, 
5;o 
5''' ,o 
6~, 

Amount 

$375,000.00 

375,000.00 

500,000. 00 
500,000.00 
270,000.00 
233,000.00 

67,900.21 
61,149.68 
39,964.41 

Total 

$ 750,000.00 

1,672,014.30 

90,000.00 

2,512,014.30 

1,345,950.00 

20,000.00 

$3,877,964.30 

Of the total, ~2,472,049.89 is covered by notes due May 12, 1935, ~39,964.41 

on demand, and the balance on open account. The notes due in 1935 have since been 

renewed for another year as is the usual practice. A decrease in the debt of about 

~ 2,000,000 has been effected during that period of eleven years. The reduction during 

this period has been largely in notes of interests othe r than the rt. E. Huntington 
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Estate. The Huntington interest has remained at approxi mately four million dollars 

throughout the period. The following chart shows the status of the floating debt by 

years from 1920 to 1934. 

fLOATING DEBT • Huntington Interests 
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The amount of $9,822,050.28 shown on the balance sheet under City Railway 

Company is an inter-company transaction representing the difference between the capital 

stock of the City Railway Company and its actual investment in road and equipment, the 

difference having been made up by loans from the Los Angeles Railway Corporation. 

AUDITED ACCOUNTS AND W~GES PAYABLE 

This item, as the title implies, represents accrued wages of employees due for 

payment at a date differing ~ram that of the balance sheet and open account balances 

payable at a later date, itemized as follows: 

Vouohers 
Employees Wagee 
Suspense 
Collector of Internal Revenue 
~gent of L.A. Railway Building 
Employees Benefit Fund and Insurance 
Sales Tax, State of California 

KlTURED INTEREST UNPAID 

~ 229,418.06 
248,33'7,13 

415.00 
22.00 

'739.48 
8,976.34 

10 . 33 

$ 48'7,"918.34 

There is due the Huntington Estate and affiliated companies an amount of 

$6,001,426 in unpaid interest due on bonds as follows : 

Los Angeles Railway Corp. Bonde 
City Railway Co. of Los Angeles Bonds 

$2,752,250.00 
2,249,175. 00 

$5,001,425.00 

This amount has gradually aaaumulated over a period of years since 1917. No 
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interest is charged on the matured interest unpaid. 

ACCRUED llfTEREST 

This item represents interest aoorued on loans and notes payable and tunded 

debt as ot balance sheet date. 

TAX LIABILITY 

This item represents the amount of taxes aoorued to date of balanoe sheet and 

unpaid as follows: 

z% Franchises 
Capital Stook 

RESERVE FOR IN JURIES AND DAMAGES 

.jp 50,000.00 
3,277.00 

i 53,277.00 

As of Deoember 31, 1934, there was shown. a reserve for injuries and damages 

in amount ot ~60,000. The estimated liability is based on the prediction of what the 

monthly claims will amount to and varies from month to mPnth according to experience. ~ 

more complete analysis has been made of charges to the reserve and included under Operat-

ing Expenses. 

~CCRUED DEPRECIATION 

To thisacoount are credited amounts charged to operating expense and other ac

counts, representing depreciation on property and equipment. The account is charged with 

the retirements ot road and equipment, and the balance represents the reserves for 

accrued depreciation. Depreciation is discussed more fully later in this report. 

UNREDEEMED TO.KEIIS 

Tokens sold and still in circulation to date of balance sheet represent an 

amount of $92,960.13. 

OTHER UNADJUSTED CREDITS 

This item of $1,343.87 represents small amounts held in suspense until further 

information is received. 

FUNDED DEBT RETIRED THROUGH SURPLUS 

This account consists of ~973,000 appropriated from surplus and expended dis

charging the principal of funded debt. 

SINKING FUND RESERVES 

These reserves represent the appropriation of surplus for paying off bonded 

indebtedness and are ~334.20 greater than the sinking funds shown under assets. 

Los Angeles Railway Corp. Bonds 
Loa Angeles Railway Co. ~ 
City Railway Co. o! Los Angeles Bonde 

I'ROFI T AND LOSS BALANCE 

iJ5,439,603.37 
334.20 

2,187,226.58 

~7,627,164.15 

The Profit and Loss Balance ot ~ (1,138,956.99) represents the loss as shown by 

the Income and Profit and Loss Statement, as of Deoernber 31, 1934, and represents as of 

that date the net status of the account since date of inco~poration in the year 1910. 
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SECTION B 

BALANCE SHEF;T 

PACIFIC ELECTRIC RAILWAY COMPANY 

The acoounting of the Paoific Electric Railway Company is that prescribed by 

the uniform classification of accounts of the Interstate Commerce Commission for electrio 

railways. The following Balance Sheet is shown as of December 31, 1925, 1929, and 1934. 

ASSETS 

Investments: 
Road & Equipment 
Sinking Funds 
Investment in affiliated Co's. 
Other Investments 

Total Investments 

Current Assets: 
Cash 
Special Deposits 
Loans & Notes Reo. 
Misc. Aocounts Reo. 
Materials & Supplies 
Interest, Dividends & Rents Reo. 
Other Current Assets 

Total Current Assets 
Deferred Assets: 
Unadjusted Debits: 

Total Assets 

LIABILITIES 

Capital Stook: 
Grants in aid of Constr. 

Long Term Debt: 
Funded Debt Unmatured-Bonds 
Non-Negotiable Debt.to Affil . Co's . 

Total Long Term Debt 

Current Liabilities: 
Audited Ace.& Wages Pay. 
Misoel. Ace. Pay. 
Matured Int.,Dividends & Rents Unpaid 
M&tured Funded Debt 
Aoorued Int.,Dividends & Rents Pay. 
Other Current Liabilities 

Total Current Liabilities 
Deferred Liabilities: 
Unadjusted Credits: 

T&i Liability 
Premium on b'unded Debt 
Aoorued Depr'n • . -Road & Equipment 
Reserve for Amortization of Franohises 
Other Unadjusted ~redits 

Total Unadjusted Credits 

Corporate Surplus: 
Additions to Prop. through Surplus 
Profit & Los s -Balance 

Total Corporate Surplus 

Total Liabilities 

I 

i 

December 31 
1925 

95,184,570.74 
2,700.56 

4,404,446.04 
244,410.98 

99,836,128.32 

735,586.45 
213,472.83 
32,589.28 

727,590.60 
1,888,577.36 

4,225.38 
25,529.83 

3,627,571.73 
191,240.08 

9,195,319.36 

$112,850,259.49 

December 31 
1929 

$102,258,923.68 
2,898 . 83 

2,471,019.50 
586,085.45 

105,318,927.46 

598,922.36 
197,010.00 

29,237.03 
685,525.34 

1,149,485.72 
4 , 483.88 

10,204.32 

2,674,868.65 
157,054.08 

8,987,094.71 

$117,137,944.90 

Deoember 31 
1934 

$101,255,557.72 
123 . 714.93 

4,309 , 468.33 
603,301.59 

106,292,042.57 

278 , 937.89 
224,783.12 
24,262.53 

289,204.25 
666,527.21 

3,775.84 
7,217.39 

1,494,708.23 
117,436.46 

8,4861708.35 

$116,389 , 895.61 

$ 34,000,000.00.~ 34,000,000.00 -$ 34,000,000.00 
164,418.82 

55,883 , 000.00 54,398,500.00 50 ,503,610.00 
13,137,542.23 20,726,113.77 36,631,263.23 

69,020,542.23 . 75,124,613.77 87,134,863.23 

811,562.34 824,458.84 392,690.44 
205,982.69 233,183.01 148,160.80 
480,190.00 502,265.00 497,900.00 

2,000. 00 
635,293.79 620,512.06 563,382,03 
142,207.26 166,061.50 71,903.19 

2,275,236.08 2,346,480.41 1,676,036.46 
93,956_.99 85,583.20 77,475.10 

13,874.38 13,050.29 l2,823 . 82) 
107,811.71 80,857.79 45,838.19 

6,117,972.56 7,903,588.32 9 ,015,020.44 
391.66 9,539.66 22,850.81 

351,081.45 359,451.49 212,346.15 

6,591,131.76 8 ,366,487.55 9,293,231.77 

663,056.11 1,615,043.08 1,729,251.10 
206,336.32 (4,4C5C5,263.ll) (l:7,685,:38C5.8'1 J 

869,392.43 (2,785,220 .03) (15,956,129.77) 

.;; 112,850,259.49 ~117,137,944.90 $116,389,895.61 
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The foregoing profit and loss balance represents the status of that account as 

of December 31, 1934, as a result of operation since January 1, 1925, on which date an 

amount of ~14,055,586.27 owing to the Southern Pacific Company was written off the books. 

Road and ~guipment 

Investment in road and equipment totalled ~101,255,557.72·on December 31, 1934, 

and has remained at this level since about 1928. It has been reduced slightly from the 

1929 figure of ~102,258,923.68. 

An historical reproduction coat valuation prepared by the Commission's staff 

(Exhibit 2, Application 13460), as of December 31, 1926, shows the following results 

with lands at the then market value. 

Operative Property ~ 70,618,279 
Non-Operative Property 7 937 778 

Total 78,556,057 

Road and Equipment Account i 95,335,144 

Difference ~ 16,779,087 

These figures do not include the cost of leased equipment operated by the ~acifio 

Electric Hailway. 

Investments in Affiliated Companies 

This includes stocks and advances as follows: 

Amount <nasa 
Pacific ~leotric Land Company- Stock (lO~fo ) 
Motor Transit Company- Stock (66-2/~) 
Ontario & San Antonio Hts. d .R. Company ll007o) 

";j 400,000.00 
1,.958,075.07 

237,502.37 

!Jon Carrier - Active 
Carrier - Active 
Carrier - Inactive 

Total Stock 

Pacific ~lectric 1and Company - Advances 
Motor 'i'ransi t Company 
Harbor ~elt ~ine rtoad 

Total Advances 

Total Investments in Affiliated companies 

t2,595,577.44 

1,665,890.89 
42,000.00 

6 000.00 

~1,713,890.89 

ji4,309,468.33 

!!o interest is charged by the Pacific Electric rlailway on advances. 

Unadjusted Debita 

The detail of unadjusted debits for year 1934 follows: 

Gapital .3tock 

Hents and lnsurance Premiums paid in advance 
Discount on Capital dtock 
Discount on .l"unded Debt 
Other Unadjusted Debits 

Total Unadjusted Debits 

..; 8,492. 86 
6,350,500.00 
1,919,576.05 

207,139.44 

i8,485,708.35 

The authorized stock issue is ~100,000,000 of common stock divided into 

1, 000 ,000 shares of ylOO par value each. All of the stock was issued at the time of 
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organization, September 1, 1911. Later $66,000,000 which had been issued to affiliated 

companies was returned and cancelled, leaving a balance outstanding of ~34,000,000. 

All of the stock except for directors qualifying shares is held by Southern 

Pacific Company. 

Grants in Aid of Construction 

This account includes the estimated money value at time of acquisition of land 

and other grants received from states, municipalities, and other public corporations as 

their contributions toward the construction or acquisition of property the cost of which 

is chargeable to roa·d and equipment accounts. Grants or donations made by companies or 

individuals are oredited to profit and lose account No. 305, "Donations." Charges to 

this account represent principally amounts received from public bodies in connection with 

grade separations, changes in grade, paving, etc. 

Bonded Indebtedness 

The detail of the present bonded indebtedness is as follows: 

.Name of 
Obligation 

Character of:Date of:Date of: Rate of:· Amount :Interest Paid 
Obligation : Issue :Maturity:Interest:Outstanding:& Accrued-1934 

Pao.Eleo.Ry.Co. 
Cal.Pac.Ry. Co. 
L.A.-H.B.& Red.Ry.Co. 
L.A.Pao.R.R.Co.of Cal. 
L.A.Pao.Co. 
L.A.Pac.Oo. 
Redlands Central Ry. 
Pao.Elec.Ry.Co. 
Ont.& S.A.Hte.R.R.Co. 

lst Mtge. 
lst .iltge. 
lst Mtge. 
lst & Ref. 
G.C .Mtge. 
lst & Re:f. 
1st Mtge. 
Ref.Mtge. 
let Lltge. 

3-12-02 
7-l-01 
5-1-02 
9:.1-03 
3-12-06 
1-12-10 
7-1-0'7 
9-1-11 
2-1-10 

1-1-42 
7-1-41 
5-1-42 
9-l-43 
1-2-46 
1-1-50 
7-l-37 
9-l-61 
2-1-36 

Total 

fi% 
5 
5 
5 
5 
4 
6 
5 
6 

$ 7,888,000 $ 
459,000 

74,000 
1,379,000 

116,000 
8,298,000 

33,000 
32,080,000 

78 000 

396,930.70 
22,225.00 

3,750.00 
77,315.80 
13,835.80 

330,860.00 
1,660.00 

1,598,900.00 
5,214.67 

$50,405,000 ~2,449,681.97 

Of the $50,406,000 of bonds outstanding, ~26,245,000 are owned by Southern 

Pacific Company and ~24,160,000 are in the hands of the public. The Southern Pacific 

Olm.erahip 'is as follows: 

Los Angeles Pacific Co~any - lst Ref. Mtge. 1-12-1910 
Pacific Electric Ry. Company- Refunding Mtge. 9-l-1911 
Ontario & San Antonio Hts. R.R. Co. -let Mtge.2-l-1910 

Total 

~ 1,658,000 
24,544,000 

43,000 

$26,245,000 

In addition to the above bonds there was outstanding $98,610 in motor coach purchase 

obliga ti cns. 

Due Affiliated Companies 

The amount of ~36,631,253.23 shown as due affiliated companies is principally 

the open account balance due the Southern Pacific Company. 
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Accrued Depreciation - Road and Equipment 

This account has been steadily increasing, totaling ~9,015,020.44 as of 

December 31, 1934, and is in respect of buildings, rolling stock, and power plant equip-

ment. 

Corporate Surplus 

As shown, corporate surplus has decreased from :Ji;869,392.43 as of December 3-1, 

1925, to $(15,956,129.77) on December 31, 1934. In addition, during 1925 an amount of 

$14,055,586.27 owing Southern Pacific Company was written off, this being the balance 

as of December 31, 1924. 

SECTION C 

BALANCE SHEET 

LOS ANGELES MOTOR COACH COMPANY 

The o~erations of the Los AngeLeS Motor Coach Company are conducted as a Joint 

agency of the Los Angeles Railway Corporation and Pacific Electric Railway Company, and 

consequently the assets, liabilities, revenues, and expenses of the Los Angeles Motor 

Coach Company are divided monthly and reflected on the books of the two railway corpora

tions. In conducting the agency certain assets and liabilities are set up, particularly 

current and unadjusted items. These are as follows: 

Assets As of Liabilities 

Current Unadjusted Total Dec.31 Current UnadJusted Total 
-~ssets Debits Liabilities Credits 

(a) 
~ 37,174.80 $ 2,540.89 ~ 39,715.69 1923 ~ 39,715,69 :iii $ 39,715.69 

37,572.74 4,344.91 41,917.65 1924 41,917.65 41,917.65 
64,512.78 6,830.75 71,343.53 1925 71,343.53 71,343.53 
41,038.51 2,549.32 43,587.83 1926 43,587.83 43,587.83 
57,887.56 107.02 57,994.58 1927 57,994.58 57,994.58 

131,672.86 559.68 132,232.54 1928 132,232.54 132,232.54 
195,062.56 945.41 196,007.97 1929 196,007.97 196,007.97 
139,416.09 418.70 139,834.79 1930 139,834.79 139,834.79 
118,477.99 122.48 118,600.47 1931 118,600.47 118,600.47 
119,714.73 132.30 119,847.03 1932 119,480.41 366.62 119,847.03 
120,372.55 232.25 120,604.80 1953 120,142.21 462.59 120,604.80 
103,692.28 10,097.19 113.789.47 1934 113,159.43 630.04 113,789.47 

(a) Including in 1923 only, investment of .;1,405.59. 

The investment in Land, Buildings, and Equipment assignable to Los Angeles 

Motor Coach Company is carried directly on the books of the Los Angeles Railway 

Corporation and Pacific Electric Railway Company as shown by the following table. Invest

ment in land has increased l~fo. buildings ~~. passenger ooaohes 101%, and other equipment' 

22~b , or in total, 86~ from 1924 to 1934. The division of these various classes of 

property as between the two parent oanpanies is approximately 5~~ to eaoh, the exact 

amounts being shown for the year 1934 on the eeoond table following. 



BALAllCE SHEET STATEMENTS 

As ot Land Buildings Passenger Other Total 
Deo.31 Coaches Egui:2ment 

1923 t $ .;p 466,705.06 $ 7,365.92 .. 474,070.98 'I 
1924 48,625.70 122,404.45 655,132.58 15,251.45 841,414.18 
1925 49,425.60 122,865.88 695,798.11 17,141.79 885,231.38 
1926 49,597.76 123,939.12 770,824.28 18,171.04 962,532.20 
1927 50.823.24 124,136.22 772,987.12 19.782.71 967,729.29 
1928 50,823.24 127,770.57 1,169,756.06 39,523.08 1,387,872.95 
1929 57,184.09 128,280.92 1,439,349.77 46,513.45 1,671,328.23 
1930 57,322.05 128,280.92 1,464,036.81 47,268.94 1,696,908.72 
1931 57,817.94 128,280.92 1,374,944.71 48,411.56 1,609,455.13 
1932 57,817.94 128,280.92 1,289,739.81 49,145.18 1,524,983.85 
1933 57,817.94 128,280.92 1,248,358.02 48,833.88 1,483,290.76 
1934 57,817.94 128,712.55 1,319,946.01 49,959.13 1,556,435.63 

As of December 31, 1934, the detail of the Investment, bSsets and Liabilities 

follow: 

Item Los Angeles 
Railway Corp. 

Pacific 
Electric 

Railway Co. 

Investment 

Land 
Buildings 
Passenger Coaches 
Machinery, Tools, etc. 
Spare Equipment 
Fare Boxes 
Service Cars 
Furniture and Fixtures 

Total Investment 

Assets 

Cash 
Loans Receivable 
Los Angeles Railway Ac. 
Pacific Electric Railway Ac. 
Accounts Receivable 
Employees "Norking l!'unde 
Materials and Supplies 
Insurance Paid in Advance 
Other Unadjusted Debits 

Total Assets 

Liabilities 

Los Angeles Railway Ac, 
Pacific Electric Railway Ac. 
Audited Aocts.and ·:/ages Payable 
Unredeemed Tickets 
Other Unadjusted Credits 

Total Liabilities 

$ 28,926.47 
64,572.09 

684,561.87 
5,190.85 
3,866.29 
8,381.57 
5,242.41 
2,378.07 

::j) 28,891.47 
64,140.46 

635,384.14 
5,169,60 
3,877~32 
8,21'7.53 
5,257.39 
2,378.10 

~803,119.62 $753,316.01 

---ooOoo---

Los Angeles 
Motor 

Coach Co. 

;,;; 41,001.79 
20,000.00 
10,713.58 

3,999.47 
3 ,071. 85 
6,175.00 

18,730.59 
902.87 

9,194.32 

.,;113,789.47 

113,159.43 
566.73 

63.31 

,j113. 7 89.47 

Total 
Assignable to 

L.A.I.i.C .Co. 

$ 57,817.94 
128,712.55 

1,319.946.01 
10,360.45 

7,743.61 
16,599.10 
10,499.80 

4 756.17 

$1,556,435.63 

;j) 41,001.79 
20,000.00 
10,713.58 

3,999.47 
3,071. 85 
6,175.00 

18,730.59 
902.87 

9,194.32 

;;; 113,789.47 

113,159.43 
566.73 

63.31 

113,789.47 
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CHAPTER VIII 

INCOME STATEMENTS 

In presenting the Income Statement tor the properties considered in this study, 

the chapter has been divided into the following sections: 

A. Income and ~rotit and Loss Statement tor Los Angeles 
Railway Corporation 

B. Statement of rteceipts and Disbursements for Los Angeles 
Railway Corporation 

C. System Income Statement tor ~acific Electric Railway 
Company 

D. System Profit and Loss Statement for ~acific Electric 
Railway Company 

E. System Revenues - Pacific Electric Railway Company 

F. System Expenses - Pacific Electric Railway Company 

G. Segregation of Revenues and Expenses to Local Lines -
~acific Electric Railway Company 

H. Income Statement - Los Angeles Motor Coach Company 

As will be explained, the City rtailway Company and a share of the Loa Angeles 

Motor Coach Company are included in the Los Angeles Railway Corporation Statements. Of 

necessity the Pacific Electric Railway Income Statements include all of its operations, 

both local and interurban passenger and freight, as well as ita share of the Loa Angeles 

Motor Coach Company. Certain further statements showing System Revenue and System 

Expense are shown, together with a segregation of these items as between the several 

operations of the Pacific Electric Railway . Finally, a statement covering the Los Angeles 

;~rotor Coach Company as an operating unit is presented. 

SECTION A 

INCOME AND PROFIT AND LOSS STATEMENT 

LOS ANGELES RAILWAY CORPORATIOO 

The Los Angeles Railway Corporation Consolidated Statement of Income and Profit 

and Loss includes operations of both that company and the City Railway Company and one

half of the joint agent, the Loa Angeles Motor Coach Company. Interest on Funded Debt 

in amount of ~140,650 for the year ending December 31, 1934, is the only item on the 

statement which involves the City Railway Company. Therefore, a separate income statement 

tor each of the two compani es will not be shown. A separate set of books is kept tor the 

City Railway Company, and inasmuch as certain of t~e physical properties are owned by 

that company, expenditures on additions and betterments as recorded on the books are 
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segregated. However, the City Railway Company books do not show any operating revenues 

or operating costs. 

The following summary statement shows operating incone as reflected by the 

company's records from 1913 to 1934, inclusive, and the detail by years from 1920 to 1934 

is shown by the accompanying table. 
• 

Total Operating lncome 

Year Operating Depreciation Taxes Total Operating Operating 
E:!Qense Expense Revenue Income 

1913 4i> 4,390,095 .; 489,851 ~ 308,919 .,ji 5,188,865 ... 7,005,945 :jji 1,81'7,080 ~ 
1914 4,211,030 473,225 369,600 5,053,855 6,'756,214 1,702,359 
1915 3,954,540 245,515 379,218 4,5'79,273 6,135,215 1,555,942 
1916 3,713,941 236,552 349,222 4,299,715 5,861,832 1,562,117 
1917 4,063,219 430,360 348,100 4,841,679 6,145,'736 1,304,057 
1918 4,989,723 460,635 338,800 5,789,158 6,577,639 788,481 
1919 5,5'79,541 518,234 373,800 6,471,575 7,336,550 864,975 
1920 6,515,871 730,813 396,000 ?,642,684 9,032,292 1,389,608 
1921 7,316,897 915,680 480,000 8. 7-12.577 10,121,517 1,408,940 
1922 6,646,205 977,442 809,000 8,432,64'7 11,118,874 2,686,22'7 
1923 7,833,106 1,082,383 832,726 9,748,215 12,645,435 2,897,220 
1924 8,575,060 1,279,387 868,054 10,722,501 13,097,426 2,374,925 
1925 9,040,893 1,46.6,496 820,316 11,327,70n 12,852,119 1,524,414 
1926 9,365,098 1,565,900 807,925 11,738,923 13,021,482 1,282,559 
1927 9,503,632 1,558,381 814,348 11,876,361 13,287,600 1,411,239 
1928 9,431,621 1,570,954 833,675 11,836,250 13,626,231 1,789,981 
1929 9,659,033 1,563,829 997,391 12,220,253 14, 874 ,309 2,654,056 
1930 9,553,016 1,585,122 953,714 12,091,852 13,732, 651 1,640,799 
1931 9,239,154 1,446,928 812,865 11,498,947 12,229,222 730,275 
1932 7,777,217 1,457,810 678,295 9,913,322 10,338,587 425,265 
1933 6,811,465 1,455,699 598,368 8,865,532 9,464,252 598.720 
1934 7.842.441 1.433.21'7 589.410 9.865.068 9 1 804 1 744 (60.324) 

Total ~~ 156 ,012. 798 $22,944,413 ~13,'759,746 $192 , 716,957 $225,065,872 ~32,348 , 915 

The following chart shows Operating Income over a period of tw~nty-two years. 

0') ... OPERATING IHOOMh ., 
r-t 2 r-1 
0 

1=1 
IH 
0 

m 
§ 

0 .... 
r-1 g r-t C\l (C) r-1 tQ ~ &0 ..0 I:- co m 0 r-t (\l tQ .., ll) tD I:- co 0\ ~ 

~ r-t r-1 r-1 r-1 r-t r-t r-1 Clll C\l· (\l N (\l (\l N N N C\l tQ tQ tQ tQ 
m m m m m m m m m m m m m m m m m m m a. m O't 
r-t r-1 r-t r-1 r-4 r-t r-4 r-1 r-1 r-1 r-4 r-1 r-t r-1 r-1 r-1 r-1 r-t r-t r-1 r-t r-1 

In comparing the operating income and depreciation charges shown above, with 

those shown later for the Pacific Electric Railway, consideration should be given to the 

differences in methods of accounting for depreciation and gasoline tax. 
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The following chart shows in graphic form the disposition of operating 

revenues from 1913 to 1934, inclusive. 

r-

1- - ._ r 1-

IHIII-ill 1-
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OPERATING REVENUE 

r- - ~ r- r r- r - - r- r -

_ _ _ ,_ II OPE. A '/~6 f..rPENs@l _ ,__ t- 1-

- - - 1- 1- r- I- 1- 1- - ~ - r- I-
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The chart shows operating revenues as declining from about seven million dollars in 

1913 to six million in 1916; then there was a rapid uniform increase to thirteen 

million in 1924, with a slight decrease in 1925, followed by a gradual increase to over 

thirteen million in 1928. In 1929, the peak year, the revenue increased to near 

fifteen million, followed by a rapid descent to ~9,400,000 in 1933. The trend again 

changed in 1934 with a revenue of ~9,805,000, or 3.5;.~ higher than 1933. The results 

from 1935 to date show a still further increase. 

Operating income (operating revenue less operating expenses, taxes and de-

preoiation) was at its peak in the years 1922, 1923, and 1929, with over ~2,500,000 net 

income in each of the years. The only year in which a loss is shown is 1934 when, in 

spite of increased revenue, compared to 1933, a loss of ~60,000 was incurred. 

Operating revenue reached a peak in 1929 of $14,874,309 and the revenue for 

1934 in amount of $9,804,744 is approximately the same as that for the year 1921. 

Operating expenses, however,were about $1,000,000 higher than for the year 1921, being 

about on a par with the year 1923. 7.he years 1922, 1923, and 1924 were the most 

prosperous for the company during the period in which the 5¢ fare was in effect. The 

year 1929 was effected by the increase of fares which went into effect in 1928, to the 

extent of. increasing net operating income to a level almost .equal to that of 1922. 

However, the effects ~t decreased patronage due to that increase of fares became 

evident in the years 1930 and 1931, which, of course, was augmented by the decrease 

in patronage brought on by the world-wide "Depres sion". 



CONSOLIDATED INC<M: AND PROFIT AND LOOS STATEMI!:Nl' 
LCS ANGELES RAILWAY CCRPORATION AND CITY RAILWAY COMPANY OF LCS ANGEL!S 

Includi~ Rail and Coach Divisions 
and 

Share of Los ~ales-Motor Coach C~anz 
Bz Calendar Years - 1920 to 1934 1 inclusive 

: : : : : : : : : : : : : : : : 
: 1920 : 1921 : 1922 : 1923 : 1924 : 192!5 : 1926 : 1927 : 1928 : 1929 : 1930 : 1931 : 1932 : 1933 : 19M : 

INCOME STATEMENT 
Passenger Revenue t 8,980,243.35 t 10,065,714.66 t 10,989,500.85 $12,511,260.47 $12,951,846.24 $12,708,733.45 $12,879,91&.90 $13,157,277.78 $l3,499,453.9!5. $14,74&,890,76 $13,&13,947.32 $12',111,834.&7 $10,26&,246,&0 $9,336,144.08 $9,707,138.66 Other Revenue from Transportation 7,808.12 7,040.41 8,98!5.46 9,606.00 9,839.74 8,925.12 7,202,06 4,111.27 3,154,53 4,008.41. 2,&75.34 2,494.23 1,7&8.72 1,692.05 ·1~55.76 Revenue trom Other Rail & Coach Operations 441241.07 481761.78 120.387.61 124.569.47 135.739.74 1M1460,16 1341363,50 1261211.65 123,&22.43 123.410!~ lle1028o47 114.893,55 70.572.16 12&.415.73 96.250.19 

Operating Revenue I 91032 1292.54 I 101121 1516.85 I 11 11181873.92 $12 1645 1435,94 1!310971425.72 $121852 1118.73 !131021 1482,46 11312871600.70 1!3.626.230.91 $14187411309.54 f!317321651.13 $12 1229 1222.45 !1013381587,48 !g 14641251.86 19 18041 744.61 

Opsrating Expanses t 6,515,870.60 t 7,316,897.37 t &,646,204.69 $ 7,833,106.90 t 8,575,060.27 t 9,040,893,52 $ 9,3&5,098.95 t 9,503,632,11 t 9,431,620.91 $ 9,659,032,61 • 9,553,016.24 • 9,23V,l53.64 • '1,77'1,216.55 $6,811,4&5.42 $7,842,441.03 
Depreciation (a) 8351 712.74 915.679.99 977.442.00 1 1082 1383.36 1 1279 1386,83 1 146614.95.66 1 15651899,62 11 5581380. 73 1 15701954.15 1 156311828,,75 1 15851121.71 1 1446192'1.79 1.457.810.21 1 14.551698.72 1 14331217.11 

Total O~erating Ex~enaea I '1 1351 1 583.34 I 81232157'1.36 1 716231646.69 i 8 19151490·,26 I 91854144'1.10 $10150'11389.18 11019301998.5'1 111 1062 1012,84 $1.110021575.06 $11 1222 1861,38 111 11381137.95 1!01 &861081.43 I 912351026,76 ~.26'1.164.14 19.2'15.658.14 
Net Qperati~ Revenue t 1,eao, 709,20 • 1,888,939.49 $ 3,495,227.23 $ 3,729,945.&8 $ 3,242,978.62 $ 2,344,729.55 t 2,090,483.89 • 2,.225~87,86 t 2,623,655.85 • 3,651,448.18 • 2,594,513.18 • 1,543,141. 02 t 1,103,5&0.72 $1,~97 ,o87. 72 • 529,086.4'1 

Taxes • 396.000.00 t 480 1ooo.oo Q 809,000.00 l 832.726.36 I 8&8,054.40 t 820.315.51 I 807.925.78 I 8141347.48 • 8331675,21 • 997.391,58 • 9531713.89 1 8121865.87 I 678.295,05 I 598,367,80 t 589.410.29 

Operating Income I 1 12841 709,20 I 1,4081939.49 1 2,686,227.23 1 2,897,219.32 1 21374,924.22 t 1,524,414.04 $ 1 1282,558,11 11,4111240.38 1 1,789 1980,64 1 2,654,o56.6o $ 1 16401799.29 I 730,275.15 • 425.265.67 I 598,719.92 • ( &0,323.82) 
I 

Income from Sinking 7unda • 116,229.18 • 139,72'1.93 • 155,810.16 t 147,670.87 • 170,437.05 t 182,589.62 t 210,140,53 t 214,311.27 t 247,014.52 • 270,09'1,35 • 307,010.68 • 365,280.65 • 368,496,51 • 469 , 511.09 • 418,367,61 
Miscellaneous Inca.. 6,195.53 4,478.11 19,644.70 5,416.60 3,382,81 1,900.93 1,039,74 456,96 707.74 &,812.19 2,851.91 2,772.54 1,782.89 252,97 183.41 
Interest • - - - - - • - - - - - - - 9,521.19 

Ron-Operating Inccme t 122.424. '11 I 144.206.04 t 1751454,86 1 153.08'1.47 I 1731819.86 1 1841490,55 I 211 1180.27 t 214.768.23 I 247.722.28 I 276,909.54 I 3091862.59 1 3681053o19 t 370.279.40 t 469.764.06 I 428.0'12.21 

Gross Income 11140'111"33.91 $ 1 1 553 1145.53 1 2,861,682.09 1 3,o5o,3o6.79 I 21 5481 744.08 I 1 1 7081904,59 t 1 1493,738.38 11,626)000,61 I 2103'1,702.90 I 21930,9&&.14 I 1 19501&61.88 $ 1 1098,328.34 I 795.545.07 I! 10681483,98 t 3&'1.748.39 

Rent for Leased Road t - t - t - $ - I - t - • - t - • - t - • - $ - t - • - • -Miscellaneous Rents - - 56,160.00 16,830.91 7,448.&0 1,050.00 1,050,00 1,050.00 100.00 100.00 100.00 100.00 100.00 100.00 100.00 
IH sc e 11 aneoua '1'axe a - - - - - - - 9,918.05 8,882.07 '1,7&&.35 7,491.13 6,050.11 5,503. 70 ~,464.09 3,481.8& 
Interest on lunded Debt 1,202,400.00 1,202,400.00 1,219,150.00 1,242,&00.00 1,242,600,00 1,242,600.00 1,242,600 .oo 1,242,600.00 1,228,250.43 1,222,687.49 1,220,757.08 1,218,675.97 1,107,055.00 1 ,104,793.62 1,100,983.04 
Interest on Untunded Debt 30,282.95 22,722.16 79,083.13 113,937.86 159,422.38 273,348,04 222,704.10 236,542.40 257,753.78 217,112.68 179,749.89 163,569.11 159,514.10 148,152.94 138,363.25 
Miscellaneous Deductions - - - - - - - .. - - - 51418.06 1.888.83 - 55.25 

Total Deduotions trom Gross Income Jl,232.682.95 I 1 12251122.16 $ 1,3541393,13 $ 1 1373 1368,77 t 1,409.470.98 • 1,516.998.04 t 1 14661354.10 t 1 1490,110.45 $ 11494 1986.28 ll 1f471666o52 t 114081098.10 $ 1 1393,813.25 l1127410&1.&3 1!.257.510,65 a.242a983.40 

Net Income to Profit and Loss • 174.450.96 I 3281023.37 1 1 15071288.96 l 1 1676 1938,02 1 1 1139 1273.10 t 191.906.55 t 27.384.28 t 135.898.16 t 542.71&.&2 ! 1 1~.&99.62 I 5421563.78 t ! 295.484. 91) I !478.516.56) t !1891026,67} t !8'15.235.01) 

PROl!'Ir AND LOOS STATI!lomm' 
Net Income for Year I 174,450.96 t 328,023,37 $ 1,507,288,96 $ 1,676,938.02 t 1,139,273.10 I 191,906.55 • 27,384,28 t 135,898.16 t 542,716.62. t 1,483,299. 62 • 542,563.78 $ (295.484.91) t (4'18.516.5&) $ (189.02&.67) • (875.235!01) 
Sinking Fund Appropriations 320,495.01 342.610.44 359,730.16 383,771.90 390,437.05 442,964.62 454,540.53 461 711.27 •G7,014.52 491 407,35 528.138.18 588.380.09 4951781,51. 651 1071,09 5571319.87 

Sub-total (146.044.05) (14.587.07) 1,147,558.80 1,293,166.12 748,836.05 (251.058.07) (427.156.25) (325.813.11) 75,702.10 991,892. 27 14,425,00 (883.865.00) (974.298,07) l820 1097,76) ll1 4321554,88) 
Miaeellaneous Credits 12.627.10 3,035.93 81421.62 71497.19 63.336.16 153.479.42 31,401.64 166.489.25 97,457.38 57,322. 47 310.547.52 173.858.81 139.088.23 83.340.80 77.693.00 

Sub-total ll33 1416.95) (11.551.14) 1,155,980.42 1,300,663.31 812,172.21 (97,578.65) (395.754.61) (159.323.86) 173,159.48 1,049,214. 74 324,973.12 ( 710 100&.19) (835.209.84) (736.756.96) (113541861.88) 
M1ace11aneous Debits 8 651.33 178 499.83 3~932.88 7 370.51 47,152.35 22,036.96 26,481,90 13,131,51 5,479.10 42 280., 14 58, 7,r1. 57 55,732.83 52!065,60 24!930.14 36!338.17 

Profit and Loss Balance for Year (142.068.28) jl90,_050. 97) 11152 1047.54 1,293,292.80 765,019.86 (119,615.61) (422.236.51) (172.455.37) 167,680.38 1,006,934 .. 60 266,241.55 (765.739.02) (88'1.275.441 ('161 1 687.10) (1 13911200.05j 
Balance at Beginning of Year !937.845.37) !1.079,913.65) ~1.269,964.62) !117,917.08) 1,175.375.72 1 1940 1395.58 1,820,779.97 1,398,543,46 1 1226 1088.09 1 13931768u47 214001703.07 21688 1944.62 1 1901,205,60 1 10131930.16 2521243,06 

Balance at End or Year $(1.079.913,65) $(1.269.~64.62)$ (117.917.08)$ 1,175,3'15.72 $ 1,940,395.58 $ 1,820,779,97 $ 1,398,543.46 $ 1,226,088.09 • 1,393,768.47 • 2,400,703. 07 • 2,&66,944,62 • 1,901,205.60 t 1 10131930,16 • 252,243.06 $(1.138.956,99) 

(Red l!'i~ures) 
• Includes $451,068,22 account or Refund Slips, credited to Profit and Loss in 1929. 

(a) Includes $104,900.00 applying to 1917 as allowed by Department of Internal Revenue. 



Operating Inoome for the year 1934 segregated betweeh Rail, Motor C~ch Divi

sion, and share of Los Angeles Motor Coach Company is shown below. 

Operating Revenue: 
Passenger 
Other Transportation 
Other Operations 
Inter-Uompany eliminations 

Total Operating Revenue 

Operating Expense: 
Way and Structures 
Equipment 
i:'ower 
Traffic 
Conducting Transnorta ti on 
General & Miscellaneous 

Sub Total 

Inter-Company eliminations 
Depreciation .. 

Total Operating ~ense 

Net Revenue 
Taxes 

Operating 1ncome 

•straight .Line Basis 

OPERATING REVENUE 

Operating 1ncome 
Year l934 

Rail Coach 
Division 

$8,206,843.80 :iP839,750.85 
1,355.76 

92,788.98 8,207.67 
( 8,545.30) 

i8,292,443.24 l,jl847,958.52 

506,408.19 
615,048.18 214,509.94 
776,626.16 
60,573.12 527.27 

3,407,232.86 532,733.13 
1,142,481. 93 102,22V.78 

$6,508,370.44 ~849,998.12 

( 110.061 
1,306,258.08 86,599.86 

~7,814 , 628.52 i,P936,487.92 

486,360.02 (8li,639.46J 
467,903.57 71,436.lili 

~ 18,456.45 ~ (160,076.34) 

Share of Total 
L.A.M.O.Co.• 

$660,544.01 ~9,707,138.66 
1,355.76 

3,908.90 
!ll0.06J 

104,905.55 
(8,655.36) 

· i 664,342.85 $9,804,744.61 

506,408.19 
107,775.45 937,333.57 

776,626.16 
268.24 61,368.63 

309,783.48 4,249,749.47 
74,900.66 1,319,610.37 

$492,727.83 $7,851,096.39 

(8,545.35) 
40,359.17 

(8,6!Hi.31'iJ 
1,433,217.1! 

:jp524,541.70 $9,275,658.14 

131,365.91 529,086.47 
50,069.84 589,410.29 

f 81,296.07 :ji) l60,323.S2J 

Operating revenue ·for the year 1934 amounted to $9,804,744.61, of which 

$9,707,138.66 represented passenger revenue, $96,250.19 revenue from other rail and 

ooach operations, and $1,355.76 other revenue from transportation, passenger revenue 

making up ~B% of the total. Revenues are discussed in detail in the following chapter. 

OPERATING EXPENSE, DEPRECIATION AND TAXES 

Operating expenses followed closely the same general trend as operating 

revenue, although the yearly fluctuations are not as great as those of revenue. In the 

year 1934 expenses increased about ~1,000,000 over the previous year, due largely to 

strike conditions and inQreased service. A complete analysis of operating expense, 

depreciation and taxes is presented later in this report. 

OTHER INC01:IE ACC OUH TS 

Other income accounts, which are shown in detail on the Income Statement 
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accompanyins this chapter, comprise various items which are analyzed for the year 1934 

in the following paragraphs. 

Income from Sinking Fund 

This item represents income accrued on amounts held in sinking funds totaling 

$5,439,603.37, and for the year 1934 amounted to ~418,367.61. 

Interest (Earned) 

This item of $9,521.19 represents interest on ~400,000 deposited in savings 

account. 

hliscellaneous Rents 

The company rents land on Whittier Boulevard for which the annual charge 

is $100. 

Interest on Funded Debt 

Interes~ ~ccrued on funded debt for the year 1934 amounted to $1,100,983.04 

The following tabulation shows the bonds to which the interest applied. 

Corporation Bonds 
Traction Co. Bonds 
Company Bonds 
Company Bonds 
City Rlwy. Co.Bonds 

Interest on Unfunded Debt 

IP14,88o,ooo.oo 
250,000.00 

4,091,000.00 
4,027,000.00 
5,000,000.00 

$28,248,000.00 

Interest 

$ 744,000.00 
12,500.00 

153,412.50 
50,420.54 

140,650.00 

$1,100,983.04 

During the year 1934 an amount of ~138,363.25 was expended to cover interest 

on the floating debt, as follows: 

Huntington Land & Improvement Co. 
Redondo Improvement Co. 
Estate of H. E. Huntington 
5 Miscellaneous Items 

Sinking Fund Appropriations 

$ 92,983.66 
5,583.33 

39,229.12 
567.14 

~138,363.25 

The item of ~557,319.87 appropriated from surplus for the sinking fund is to 

be applied to -

Los Angeles Railway Corp. Bonds 
Los Angeles Railway Company Bonds 

~493,367.61 
63,952.26 

$557,319.87 



~iscellaneous Credits 

Miscellaneous credits totaling ~77,693.00 consisted of items as follows: 

Retirement of Autos & Trucks 
Poles moved due to improvements 
Donations to Co. - Ramona Blvd. Improvement 
Bonds Bought - Corporation 

" " - COmpany 
Refund - Insurance 
Inventory 
Miscellaneous 
Restaurant 

~ 1,041.78 
363.04 

19,808.00 
32,325.00 
17,706.80 

3,254.94 
1,010.18 

974.38 
1,208.88 

~77,693.00 
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The above items represent profit on road and equipment sold by reason of excess 

sale price over the amount at which the property was carried in road and equipment ac

count at the time of sale; donations to company of cash or property; transfers from other 

accounts to Profit and Loss; and amounts representing increases of resources not properly 

assignable to the income acoounts of the fiscal period for which the accounts are stated. 

Wisoellaneous Debits 

The~e charges represent items of property sold or otherwise retired and not 

replaced, amounts not provided for elsewhere by the uniform classification, amounts 

chargeable to Profit and Loss from other accounts, amounts written off in consequence of 

adjustments, and payments not properly chargeable to the income accounts of the fiscal 

period for which the accounts are stated. 

Charges of this nature in amount of :;;36,338.17 were made during the year 1934 

as follows: 

Retirements - Grading, eta. 
Abandonment 
Special Work in Supplies - scrapped 
Operating Rights - East Side Transit Co. 
Miscellaneous 

iP 7,797.52 
210.00 

19,853.38 
8,050.00 

427.27 

~36,338.17 

Profit and Loss balance as of December 31, 1934, was a deficit of $1,138,956.99, 

being the first such occurrence since 1922. 

Net income to Profit and Loss for the year 1934 was a deficit of ~875,235.01 

as against deficits for the years 1931, 1932 and 1933, of ~295,484.91, ~478,516.56, and 

$189,026.67, respectively. The noticeable difference between 1933 and 1934 was in oper

ating expenses which were about ~1,000,000 greater in 1934 than 1933, with revenues 

being correspondingly only ~340,000 greater. 
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SECTICN B 

RECEIPTS AND DISBURSEMENTS 

LOS ANGELES RAILWAY CORPORATION 

The accompanying table shows actual receipts and disbursements during the 

years 1930 to 1934, inclusive. For the year ot 1934 there was a deficit of $274,522.56, 

being responsible to a large extent to the out-of-pocket cost in connection with the 

strike and also to the purchase of motor coaches during the last three months of the 

year. The statement includes all monies paid out for any and all purposes including 

capital expenditures as well as operation and maintenance. In this respect the state

ment differs trom that of Income and Profit and Loss. Referring to the totals as 

shown on the table for the five year period, it will be noted that 90.6}~ of the receipts 

were derived trom revenues collected by agents and conductors. Of the disbursements, 

47.B% represented payrolls, including both capital additions and betterments,and main

tenance and operation. Next in importance was interest on funded debt, being 9.?% of 

the total. Supplies and freight represented 7.~/o. power 6.8%. taxes 6.8fo. and injuries 

and damages 3.8%. The item shown as Other Operating Expenses and Miscellaneous, repre

senting 8.9% of the total, is made up of a great number of items, the greater portion 

of which represents operating expenses, the total of which has been shown elsewhere in 

the report. 

'!'axes 

D I SBUR::i.EI'.iEN TS 
1930 - 1934 

......................... 
.Pensions ••..•..•...•••...•.•..• 

Power •••••••••.••••..••.••••••• 

Supplies and Freight ............. 1111 
In j uries and Damages ••••••••••• 

;.iedical Expense •••••.....••.••. 

Life Insurance ••••••••••••••••• 
Legal Expense •••••••••••••••••• 

Inter- Company Tickets •••.•••• 

l.Usc. General Expense •..•••.••• 

Collections from Empl oyees ••••• 

Interest on Funded Debt •..•..•• .. 1111111 
Interest on Unfunded Debt •••••• 
Additions and Betterments •••••• 

Other Or>erating .b.'xp . and ... isc •• ~==:.~ ..... ~ ........ ~ ... . 
Pa yrolls ••••.••••••.....•.....• ~ 

0 10 20 
Percent 

30 40 60 



RECEIPTS: 

Agents and Conductors 
P.E. Rlwy. Tickets 
L.A.M.C. Co. 
Provident Fund 
Other Aoots.Receivable 
Miscellaneous 

Total Heoeipts 

DISBURSEMENTS: 

Payrolls 
Pensions 
Power 
Supplies & ~reight 
Injuries & Damages 
Medical Expense 
Group ~ife Insurance 
Legal 
Inter-Company Tickets 
Miscel.General Expense 
Taxes 
lnterest on .t<'unded Debt 
lnt. on Unfunded Debt 
Additions & Betterments 
Other Oper.Exp.~ Miscel. 
Collections from ~ps. 

To~al Disbursements 

Net Heoeipts 
Funds beginning of Year 
Funds end of Year 

1930 

~OS ANGELES RAILWAY CORPORATION 

RBOEIPTS AND DISBURSEMENTS 

RAIL, MOTOR COACH, AND SHARE 011' L.A.U.C.CO. 

~ 1932 1933 

$12,889,568.31 ~11,410,794.73' 9,617,914.30 :jji8,720,132.34 i 
2,260.75 4,866.03 

179,790.54 170,688.96 559,442.72 517,218.88 
126,919.80 90,269.30 92.70 
726,300.29 764,386.06 313,617.79 53,338.25 
324,792.77 333,865.18 266,233.10 168,848.85 

il4,247 ,371.71 $12,759,904.21 $10,769,561.36 ~9,464,404.35 $ 

6,636,597.13 6,352,792.83 4,969,449.49 4,435,123.41 
30,576.77 42,318.47 51,413.33 56,719.88 

918,940.60 822,261.38 751,813.41 711,544.19 
1,229,025.62 1,044 t 715.20 665,013.21 543,531.90 

376,331.24 586,684.23 437,573.21 355,689.78 
89,452.23 51,617.60 29,308.69 12,886.45 
34,768.62 69,905.62 66,851.92 42,482.90 
60,082.94 97,053.'71 106,499.64 95,010.96 

157,218.29 150,872.30 146,924.66 126,833.36 
80,346.54 62,102.'71 43,4'7'7.15 38,859.06 

1,093,779.9'7 904,264.09 680 .,493.94 604,2'7'7.13 
1,221,150.00 1,221,25'7.64 1,022,650.00 1,054,300.00 

158,944.35 178,218.46 139,9'73.75 _151,998.54 
231,939.58 385,302.60 122,507.51 63,898.33 

1,902,531.63 892,440.27 925,831.66 603,633.38 
297 946.99 411,423.42 399,022.90 169,707.46 

1934 Total 

9,064,526.47 i51,702,936.16 
30,957.49 38,084.27 

500,505.41 1,927,646.60 
217,281.80 

116,142.08 1,963,784.46 
102,326.01 1,196,065.91 

9,814,457.46 :f57,045,699.09 

4,951,166.45 27,345,129.31 
56,702.63 237,730.98 

699,551.69 3,904,111.27 
734,311.55 4,216,597.48 
420,210.98 2,176,489.44 
18,219.46 201,484.43 
45,560.'72 259,559.68 
94,650.81 453,298.06 

165,326.53 '747 ,175.14 
28,392.34 253,177.80 

602,754.56 3,885.569.69 
1,051,698.05 5,5'70,955.69 

75,452.73 704,58'7.83 
170,950.96 974,598.98 
800,189.21 5,124,626.15 
173,841.45 1,451,942.22 

$14,519,622.40 ~13,273,230.53 ~10,558.704.4'7 $9,066,496.'73 $10,088,980.02 $57,507,034.15 

1272,250.69) (513,326.32) 200,856.89 397,907.62 ( 274,!i2lLo~J 1461,~35.06) 
978,200.80 705,950.11 192,623.79 393,480.68 791,388.30 
705,950.11 192,623.79 393,480.68 '791,388.30 516,865.'74 

Red ~igure 

Percent 

90.6 
.1 

3.4 
.4 

3.4 
___.ll 

100.0 

47.6 
.4 

6.8 
7.3 
3.8 

.4 

.5 

.8 
1.3 

.4 
6.8 
9.7 
1.2 
1.7 
8.9 

__!.& 

100.0 
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SECTION C 

SYSTEM INCCUE STATEMENT 

PACIFIC ELECTRIC RAILWAY 

An inoome statement in snmmary form has been prepared for the period of 1916 

to 1934, inolasive. The statement oovers all operations of the company, including 

freight and interurban passenger operations and non-operating activities: 

Year 

1916 
1917 
1918 
1919 
1920 
1921 
1922 
1923 
1924 
1926 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

• 
Operating 
.Revenue 

8,664,46'1 
9,26'1,130 

10,331,916 
11,278,016 
16,346,346 
17,096,11'7 
18,307,'133 
21,641,664 
20,729,483 
19,614,326 
19,111,164 
19,614,641 
18,310,988 
18,417,335 
16,692,360 
13,281,619 
10,633,666 

9,062,840 
9,004,701 

' 

Operating 
Expenses 

6,886,'182 
6,257,982 
8,050,049 
9,808,720 

11,982,646 
13,09'7,'726 
13,842,616 
16,164,468 
16,932,545 
15,976,044 
16,404,661 
16,361,456 
16,876,041 
16,499,321 
13,998,914 
12,051,266 
9,969,189 
8,639,789 
8,833,514 

Taxes 

' 615,862 
618,836 
589,678 
571,624 
649,389 
805,968 
923,011 

1,013,344 
1,082,587 
1,181,699 
1,143,352 
1,113,665 
1,138,742 
1,112,611 
1,082,934 

938,165 
685,621 
580,037 
494,998 

Operating 
lnoome 

12,261,823 
2,490,313 
1,692,189 

897,'7'72 
2. '114,411 
3,192,424 
3,542,207 
4,463,762 
3,'714,361 
2,356,582 
1,563,161 
2,149,421 
1,296,205 
1,805,403 

610,512 
292,188 

1121,1!>41 
1166,986} 
(323,811! 

If on 
Operating 

Inoome 

• 62,56'1 
65,730 

160,974 
134,824 

91,432 
104,382 

98,215 
216,292 
292,146 
539,355 
381,788 
243,797 
384,522 
376,658 
331,484 
220,868 
197,126 
193,486 
169,146 

.lleduotion 
from 

lnoome 

.Net to 
l'rofi t & 

J..oss 

f3,296,849 $( 982,4!>~1 
3,441,169 ( 885,1161 
3,591,354 (1,748,191) 
3t800,322 (2,'76'7,'7261 
3,963,888 (!,H8,0451 
4,096,439 ( '199,633) 
4,216,411 !>75,9S9J 
4,349,129 330 ,91!> 
4,596,334 I !!i89,83SI 
2,938,3'75 1 42,4ZSJ 
3,040 '982 1I,096,03ZJ 
2,989,922 ( !>96, 704) 
2,913,780 11,233,063) 
2,897,622 ( 7!5,5611 
2,911,818 'i·9r,82~) 
2,767,543 ( ,2 4,48 ) 
2,673,516 12,69'1,645) 
2,650,902 12,6l4,402J 
2,614,657 12,'179,322! 

Gross revenue reached a peak in 1923 of ~21,641,000 and the present revenues 

of &~proximately t9,000,000 approximate the revenue of the pre-war period. 

SECTION D 

SYSTEM PROFIT A.ND LOSS STATEMENT 

PACIFIC ELECTRIC RAILWAY 

The profit and loss statement for the year 1934 showing the corporate results 

for that year follows: 

Balance beginning of year 

Credits: 
Transferred from lnoome Aooount 
Profit on .Road & Equipment Sold 
Donations 
Mleoellaneous Credits 

Total Credits 

Debits: 
Appropriation of Sarplae for 

Investment in ~hysical ~roperty 
Lose on ~oad & Equipment ~etired 
.llelayed Income Debits 
lU'soellaneous .llebi ts 

Total .llebi ts 

Balance end of year 

f(2,779,322.I8) 
( 40,143.34} 

2,180.47 
69,154.70 

2,180.47 
203,482.12 
191,234.07 

35,504.13 

$114,494,849~73) 

2,768,130.35} 

432,400.79 

$(17,68!>,380.87) 
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SECTION E 

SYSTEM REVENUE 

PACIFIC ELECTRIC COL!PAl\fY 

A comparative revenue statement follows, which shows that passenger revenue in 

percent of total revenue has increased from 667~ in 1926 to 70i~ in 19'34. Freight revenues 

have decreased at a more rapid rate than passenger revenues, the former representing 

about 22% of the company's total revenue and the latter about 70% in 19'34. 

J.oot. 1926 19'30 19'34 

7'3 

..1i.2.... Classific&ti on Amount Percent Amount J:.'ercent Amount .k'ercent 

101 Passenger Revenue 
102 Baggage Rev. 
103 Special Car Rev. 
104 Mail Rev. 
105 Express Rev. 
106 Milk Rev. 
i07 Freight Rev. 
108 Switching Rev. 
109 Miscellaneous Hev. 

Total Rev. from Transp. 

110 
111 
112 
113 
114 
115 
116 
117 
118 
119 

Total 

Total 

Station & Oar Priv. 
Parcel Room Heots. 
Storage Rev. 
Demurrage 
Telephone Service 
Rent of Tracks & Fao. 
Rent of Equipment 
Rent of Bldge., etc. 
Power 
Miscellaneous 

Rev. -Other Ry. Oper. 

Ry. Oper. Revenues 

CJ) 

s:1 
0 ..... 
rl 
rl 

100 

~ 60 

il2,'324,394 64.49"~ 
4,'700 .02 
6,607 .03 

89,840 .47 
236,582 1.24 

5,795,491 '30. 32 
264,895 1.39 

12,831 .07 

18,735,340 98.0'3 

16'3,57'7 .86 
2,995 .02 
9,238 .05 

49,663 .26 
891 .01 

8,077 .04 
80,989 .42 
44,28'3 .23 
7,510 .04 
8,601 .04 

375,824 1.97 

3,Pl9,111,164 100.00 

PASSENGERS CARRIED 
SYSTl!JI 

$10,689,19'7 68 .12'/o $6,259,966 69.52% 
4,909 .0'3 5,'389 .06 

22,404 .14 14,4'39 .16 
102,660 .65 84,967 .94 
245,859 1.57 124,5'3'3 1.38 

2,274 .0'3 
3,768,485 24.01 1,979,47'3 21.98 

84,050 .54 70,003 .78 
9,015 .06 '3,209 .04 

14,926,579 95.12 8,544.253 94.89 

194,165 1.24 95,027 1.06 
4,'35'3 .03 13,416 .15 
6,168 .04 1,278 .01 

15,038 .09 5,871 .07 
699 .oo 569 .01 

54,489 • '35 '33,224 .37 
75,615 .48 79,70'3 .88 

401,990 2.56 223,764 2.48 
7,110 .05 5,881 .06 
6,154 .04 1.718 .02 

765,'781 4.88 460,451 5.11 

¥15,692,360 100.00 ~9,004,704 100.00 
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An interesting analysis is provided in the following state!llent of passengers, 

revenue and car miles and derived data: 

Passenger Revenue (!oat. No. lOll 

Total .!!'are Car Passenger Revenue Revenue 
Year Passengers .Passengers Miles Revenue l'er Pare Per Oar 

(a) Passenger .Mile 

1912 69,751,537 60,841,521 a3,780,821 6,677,289 11.0 28.1 
1913 78,803,806 68,686,203 26,169,388 7,328,047 10.'1 28.0 
1914 82,084,424 70,678,719 26,553,127 7,366,661 10.4 2'1.'1 
1916 '16,070,474 64,719,754 26,362,589 6,893,205 10.6 26.1 
1916 73,460,248 61,861,184 24,955,904 6,309,086 10.2 26.3 
1917 76,696,999 65,028,315 26,898,331 6 '730, 706 10.3 25.0 
1918 79,427,398 67,915,099 28,100,931 7,470,801 11.0 26.6 
1919 78,454,066 68,279,676 25,455,989 8,122,870 11.9 31.9 
1920 96,290,906 84,492,581 28,092.753 10,829,804 12.8 38.6 
1921 101,617,806 88,639,486 28,912,254 11,966,812 13.6 41.4 
1922 99,896,776 88,124,305 28,903,363 12,885,131 14.6 44.6 
1923 113,134,117 100,073,544 31,208,881 14,516,318 14.5 46.6 
1924 116,420,268 100,907,063 33,018,755 13,677,320 13.6 41.4 
1925 108 '955. 939 94 , 752,809 32,082,087 12,692,346 13.3 . 39.2 
1926 108,085,378 92,837,726 31,668,421 12,324,394 13.3 38.9 
1927 107,366,816 91,628,084 31,402,640 12,166,609 13.3 38.7 
1928 109,967,444 93,764,255 32,012.753 11,512,304 12.3 36.0 
1929 113,880,406 97,017,151 32,485,649 1.1, 632.978 12.0 36.8 
1930 106,923,687 90,536,720 31,897,669 10,689,197 u.s 33.5 
1931 95,298,824 80,084,197 29,628,941 9,210,400 11.6 31.1 
1932 81,195,224 67,094,976 27,526,167 7,368,927 11.0 26.8 
1933 72,861,097 59,732,040 25,481,310 6,313,867 10.6 24.8 
1934 74,295,353 60,176,678 24,983,656 6,259,966 10.4 26.1 

Note: Piecal year ending June 30th used during period 1908-1915, inclusive. 
C a} Aooounts Nos. 101 and 103 from 1914 to 1919, inclusive. 

Revenue per fare passenger has varied from 9.0¢ in 1909 to 14.6¢ in 1922. The 

present revenue per passenger is 10.4¢. Revenue per oar mile has varied from its present 

figure of 26¢ per oar mile to as high as 46¢ in 1923. 

The ratio of looal revenue to interurban revenue has been continually increas

ing as shown by the accompanying statement baaed on Passenger .Revenue Aoo'ount No. 101. 

Year 

1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Amount 

• 8,313,173 
8,871,667 
9,411,149 

10,547,790 
9,498,837 
8,599,687 
8,383,494 
8,525,340 
7,971,090 
7,376,285 
6,622,275 
5,605,019 
4,313,616 
3,512,724 
3,400,028 

Interurban rtevenue 

l'eroent 
of 

Total 

76. 71~ 
74.2 
73.0 
72.7 
69.4 
68.3 
68.0 
70.1 
69.2 
63.4 
62.0 
60.8 
58.5 
55.6 
54.3 

lndex 

1934 = 100 

244.5 
260.9 
276.8 
310.2 
279.4 
252.9 
246.6 
250.7 
234.4 
216.9 
194.8 
164.9 
126.9 
103.3 
100.0 

Amount 

i2,516,631 
3,085,156 
3,473,982 
3,968,628 
4,178,483 
3,992,758 
3,940,900 
3,641,269 
3,541,214 
4,256,693 
4,066,922 
3,605,881 
3 ,06'5 ,311 
2,801,143 
2,859,938 

Looal .Revenue 

Percent 
of 

1'ota1 

23.3 
25.8 
27.0 
27.3 
30.6 
31.7 
32.0 
29.9 
30.8 
36.6 
38.0 
39.2 
41.6 
44.4 
46.'1 

lndex 

1934 • 100 

88.0 
10'1.9 
121.6 
138.8 
146.1 
139.6 
137.8 
127.3 
123.8 
148.8 
142.2 
126.1 
106.8 

97.9 
100.0 
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An analysis of Local Passenger Reven ue since 1920 shows that the revenue from 

Los Angeles City lines has held up much better than the rev enues from the smaller city 

operations such as Pasadena, Glendale, Long Beach, and San Bernardino. This condition 

resulted to some extent from abandonment of about thirteen l ines outside of Los Angeles 

since January 1, 1920. 

Los An.lo:eles Local 
l/2 l ndex All Other Index Total 

lear Hail M.C. 

i920 .1,653,766 $ 
1921 2,081,798 
1922 2,532,459 
1923 2,972,859 
1924 2,825,843 4,522 
1925 2,623,014 3,844 
1926 2,531,589 4,671 
1927 2,620,059 5,972 
1928 2,449,356 7. 560 
1929 2,477,305 10,288 
1930 2,363,778 14,337 
1931 2,040,124 19 , 159 
1932 1,707,568 12,430 
1933 1,567,860 7,145 
1934 1,580,296 7,628 

L • .A. M. C. Total 1934•100 

$ 11,653,756 73.6 
2,081,798 92.6 
2,532,459 112.6 

28,426 3,001,284 133.5 
222,155 3,052. 520 135.8 
291,534 2,918,392 129.8 
333,743 2,870,003 127.6 
359,969 2,886 , 000 128.4 
532,851 2,989,767 133.0 
740,760 3,228,353 1.:1.3.6 
754,566 3,132,681 139. 3 
712,471 2,771,754 123 . 3 
657,286 2,377,284 105 . 6 
626,780 2,201,785 97. 9 
660.644 2,248 ,46'7 100 . 0 

SECTION F 

SYSTEM OPERA TING EXPENSE 

PJ.CIFIC ELECTRIC RAILWAY 

Local 1934·100 Local 

i 862,876 141.1 :f2,516,G31 
1,003,357 164.1 3,085,155 

941,523 154.0 3,473,982 
967,244 158.2 3,968,528 

1,125,963 184.1 4,178,483 
1,074,366 175.7 3 '992. 758 
1,070,897 175.1 3,940,900 

755,269 123.f 3,641,269 
651 , 447 106.5 3,641,214 

1,063,874 174.0 4,292,227 
934,241 152.8 4,066,922 
834,127 136.4 3,605 , 881 
680,027 111.2 3,057,311 
599,358 98.0 2,801,143 
611,471 100.0 2,859,938 

The major operating expense groups for the s ystem for selected years show major 

reductions in all expense items. 

Aoot. 1926 1930 1934 
~ ~ .!mount .l:'ercent Amount Percent lliiount .t'ercent 

1 'fay &: Struct. ' 3,110,063 19.~ f 2 ,024,7'73 14.~ ' 915,488 10.4'1> 
2 Equipment 2,478,478 15.1 1 , 911 , 588 13.6 1,061,316 11.9 
3 Power 1,'786,631 10.9 1 '569 ,623 11.2 1,09,9 ,346 12 • .f. 
4 Cond. Transp. 6,0'70,708 37.0 5,551,737 39.'1 3,626,718 39.9 
6 Traffic 203,429 1.2 285 ,430 2.1 181,0'70 2.1 
6 Genl. & lfisc. 2,797,221 17.1 2,676 ,871 19.1 2,064,0~5 23.4 
7 Transp.for lnv. {40,879) (0.3) !2l,ooSl (0.2) (4,4 9) !0.1) 

Total $16,404,651 100.0 .13 ,998,914 100.0 t8,833,514 100.0 

Way and Structures Expense and Equipment Expense have been reduced proportion

ately greater than other items. These two groups totaled over 34% of the total expense 

in 1926, whereas in 1934 they amounted to but 2~~. Conducting Transportation Expense has 

remained quite uniformly tnrough the year s at about 4o% , while General Expense, which in

cludes depreciation and equipment rental charges of a more or lese fixed nature, has in

creased in relation to other coste. Inasmuch as the Pacific Electric Railway and the Los 

Angeles Railway account for depreciation expense by different methods, this fact should 

be kept in mind when comparisons are made of operating results of the two companies. If 

the Pacific Electric Railway used the same method a8 the Los Angeles Railway it would 

show a lower operating income. 

75 
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SECTION G 

SEGREGATION OF REVENUES AND EXPENSES 

PACIFIC ELECTRIC RAILWAY 

The railway prepares, as an operating routine, a segregation of revenues and 

expenses as between its various operations. A summary of the segregation for the year 

1934 follows: 
:Preight Looal Interurban Other Total 

Q:eera tiona Pasee!!Ser Passenger Operations 
Operating Revenues 

I Rev. from Tranep. $2,063,'782 $2,859,961 t3,422,238 $198,280 $8,644,261 
II Rev. from Other Oper. 117,240 15,127 137,683 190,400 460,460 

Total Oper. Revenue 2,181,022 2,875,078 3,669,921 388,680 9,004,701 

QEerating Expenses 

I Way & Structures 156,632 112,335 691,704 65,817 915,488 
II Eqnipment 118,418 386,103 519,864 27,941 1,061,316 

III Power 80,986 265,966 747,410 14,985 1,099,346 
IV Conducting Transp. 651,152 1,297,437 1,515,289 62,840 3,526 '718 
v Traffic 43,934 44,860 92,276 181,070 

VI Gen. & .W.so. 692,370 636,812 769,0'14 66,'198 2,064.05a 
VII Transp. :tot In'Y. Cr. (4,4'18) (4,4'7 ) 

Total Oper. Expenses 1,638,014 2,732,512 4,235,60'1 227,381 8,833,614 

Taxes 104,424 132,641 232,166 25,767 494,998 

Operating Inoome • 438,584 $ 9,926 $ (907,85?) $136,532 • c323,aii. 

It will be seen that the largest inoome is from freight operation and from 

other operations (largely mail, express and Paoifio Eleotrio Building operations). Looal 

passenger operations as a whole are unproductive of net revenue, while the interurban 

passenger service is operating at a serious loss. Yotor ooach operations are included 

in both the looal and interurban passenger services. 

The separation method provides that insofar as possible all ohargee sb$11 be 

made directly. Way and Structures expense is assigned largely on a oar mile basis, as 

between freight and passenger operation with various detail exceptions. Power is allo

oated on the basis of kilowatt hour~ per oar mile in the 'Yarious services. General and 

super'Yisory ocate are allocated in acoordanoe with prior segregations of appropriate ao

oounts. The method involves a detail study for eaoh aooount and cannot here be stated 

in full. A summary of the separation of revenues, expenses and taxes to the Los Angeles 

Local Lines from 1924 follows: 

Year Operating Operating Depre oi a ti on Taxes Operating 
Revenue Expense Inoome 

1924 $3,069.981.20 $2,326,222.46 $ 84,'120.67 $158,673.76 $501,364.31 
1925 2,938,346.86 2,358,803.40 95,109.02 152,412.94 332,021.60 
1926 2,888,705.'/0 2,442,830.16 115,612.13 163,307.05 166,956.36 
1927 2,905,213.48 2,600,349.57 101,120.65 159,527.15 144,216.11 
1928 3,024,104.59 2,539,463.98 154,118.:34 165,046.03 165,476.24 
1929 3,248,279.87 2,702,965.21 147,:355.46 174,441.03 223,518.18 
1930 :3,152,662.68 2,672,096.44 128,937.17 185,062.:32 166,566.75 
1931 2,790,536.:36 2,414,596.43 79,404.99 172,176.67 124,:357.27 
19:32 2,:393,080.66 2,097,02:3.12 80,914.96 127,525.7:3 87,616.85 
19:3:3 2,217,958.48 1,882,246.59 77,534.87 113,728.88 144,448.14 
1934 2,258,699.47 1,980,090.22 71,4:34.62 101,675.68 105,498.95 
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The Local Passenger Operations in 1934 were segregated as follows: 

Los An;les Local Lines Other Total 
Rail p c LA1IIC Total Local Local Lines 

Operati~ Revenues 

I Rev. from Transp. $1,580,294 $ '1,628 $660,544 $2,248,466 $611,485 $2,859,951 
II Rev.fran Other Oper. 8,104 __g 2,068 10,234 4,893 15,12'1 

Total Oper.Revenues 1,588,398 7,690 662,612 2,258,700 616,378 2,875,078 

0Eerating Expenses 

I Way & Structures 86,542 1 , 839 88,381 23,954 112,335 
II Equipment 109,505 2,941 146,098 258,644 126,659 385,103 

III Power 214,007 214,007 41,958 255,965 
IV Conducting Tranap 594,436 10,032 329,509 933,977 363,460 1,297,437 
v Traffic 32,121 154 268 32,543 12 ,31'1 44,860 

VI Gen. & Misc. 448,680 1 , 338 '14,066 624,073 112,739 636,812 
VII Transp.for Inv.Cr. 

Total Oper • Exp. 1,486,291 14,466 561,769 2 ,051,526 680,987 2. 732.512 

Taxes '13,701 337 27,638 101,676 30,966 132,641 

Operating Income t 29,406 $(7,112) t 83,205 $ 106,499 $(95,574) t 9,926 

The classification and allocation of revenue and expense to Los Angeles Local 

Lines as shown is oarried on in the same general manner as the s egrega ti on just described. 

As to revenue, only Accounts Nos. 101, Passenger Revenue , 103, Special Car Revenue, and 

110 , Station and Car Privileges, are allocated to local rail operations. Way and Struc

tures expense is handled through accumulation of charges in memorandum work orders , and 

if freight is involved, an allocation between freight and pas·senger operation on a ca~ 

mile basis is made. Ton miles are used in segregating the remainder as between local 

and interurban passenger operation. 

The linea considered applioable to Los Angeles looal service are as follows: 

Rail Lines 

Sierra Vista 
South Pasadena (abandoned Jan. 1, 1936 .) 
Watts 
Huntington Park (inaugurated Sept. 1, 1936) 
Edendale-Central Station 
Santa Monica Blvd.-West Hollywood 
Hill Street-Eoho Park Avenue 
Western-Franklin Avenue 
Vineyard-Hollywood Boulevard 
Subway-Hollywood Boulevard 
Subway-Beverly Hills 

Motor Coaoh Lines 

Emery Park 
Annandale-Adelaide Place-Hermon (prior to Jan. 2 , 1936) 
South Pasadena-Monterey Park (inaugurated Jan. 2, 1935) 

Los ~ngeles Motor Coaoh Company - 1/2 Interest 
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SECTION H 

INCOME STATEMENT 

LOS ANGELES MOTOR COACH COMPANY 

The income from operations of Los Angeles Motor Coach Company in .s~mary form 

is set forth in the following table from date of inception of the service, August 18,1923: 

l{et Net Non Deductions 
Year Operating Operating Taxes Operating Operating from Net 

Revenue Expense Income Income Gross Income Income 

1923 $ 66,861.04 $ 67,060.21 • 2,458.30 $(12.667.47) $ 133.09 $ 1,587.50 $( I4 1 121. aS) 
1924 448,766.96 487,706.74 15,019.09 C5~,959.S'7l 1,092.29 1,300.00 C54,I~'7.5S) 
1925 590,687.55 624,590.61 23,749.81 (5'7.652.1:!'7) 792.77 2,100.00 crm.9~0.IOl 
1926 675,921.08 731,335.22 39,306.52 (94.720.66) 774.-73 2,100.00 (96.1:545.93) 
1927 727,021.59 722,853.67 47,584.00 (43,416.08) 827.82 2,100.00 (44 1 6SS.2~J 
1928 1,072,040.71 1,016,021.54 61,425.65 ( !>,406.48) 1,329.04 2,100.00 ( 6 1 I"} '7 • 44 ) 
1929 1,490,513.30 1,194,519.50 *92,813.64 203,180.1~ 2,137.46 2,100.00 20~,217 .62 
1930 1,517,372.51 1,249,790.39 113,602.86 153,979.26 1,956.88 2,100.00 153,836.14 
1931 1,432,554.72 1,062,064.63 106,349.58 264,140.51 1,274.97 10,836.12 254,579.36 
1932 1,318,733.66 1,008,276.14 101,131.36 209,327.16 1,00~.00 3,777.65 206,552.50 
1933 1,261,981.19 954,983.68 100,377.56 206,619.96 470.71 2,870.92 204,219.74 
1934 1,327,111.41 1,062,460.32 100,151.08 164,500.01 267.44 110.50 164,656.95 

* Taxes include $11,979.13 Income Tax for Los Angeles Railway Corporation only. 

The following chart shows the revenue, expenses, and net income in visual form 

for the same period. As the legend indicates, the black blocks indicate net losses in 

which event the total of the column is the total expense of operation including taxes, 

while in the case of hatched blocks, a net income has been realized and the length of the 

column indicates the gross revenue of the year. 
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CHAPTER IX 

OPERATING REVENUES 

Passenger revenue derived from local transportation service operations in the 

Los Angeles Area during the year 1934 is as follows: 

Revenue Revenue 
Passenger Percent per Fare per 
Revenue Passenger Car Mile 

Los Angeles Railway Corp.- Rail $ 8,206,844 5.78¢ 29.85¢ 
" " " " - J.iotor Coach 839,751 7.43d 13.02¢ 

Total Los Angeles Railway 9,046,595 75 .'?~ 

Paoifio Eleotric Railway - Rail 1,580,295 6.81¢' 29.75¢ 
" " " - Motor Coach 7,628 7. 60¢ 7.28¢' 

Total Pacific Electric Railway 1,587,923 13. 3}~ 

Los Angeles Motor Coach Comp;lny 1,321,088 11.~ 8.72¢' 24.42¢' 

$11,965,606 lOO.<J% 

Revenue per passenger for the Pacific Electric Railway Company rail lines was 

1~ higher than for the Los Angeles Railway Corporation although the revenue per car mile 

was practically the same because of a higher passenger pick-up per mile on the Los Angeles 

Railway. lor the Los Angeles Motor Coach Company the revenue per mile was higher due to 

the basic 10¢' fare, whereas, with exception of through lines, the fares on coaches of the 

other two companies are the same as the rail fares. 

In addition to the passenger revenue shown above there are certain other operat

ing revenues. The total operating revenue for all companies in 1934 was $12,063,445 

after inter-company eliminations. 

The operating revenues of the companies are discussed in the following sections: 

Section Title 

A. Revenues - Los Angeles Railway 

B. Rafl Lines - Los Angeles Railway 

c. Motor Coach Lines - Los Angeles Railway 

D. Revenues - Pacific Electric Railway 

E. Revenues - Los Angeles Motor Coach Company 

SECTION A 

OPERATING REVENtTES 

LOS ANGELES RAILWAY 

Inasmuch as the Los Angeles Railway operations, exclusive of its share of Los 

!ngeles Motor Coach Company, accounted for 76% of the total revenue earned, 80~ of total 

fare passengers, and 76% of the total oar miles operated during the year of 1934, the fol

loWing revenue analysis of that company will be more detailed than for the other companies. 
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The Los Angeles Railway Corporation revenue is mainly derived from ita passen

ger transportation operations. For the year 1934 the operating revenue amounted to 

$9,804,744. Of that amount e4% was earned by the Rail Division, 9% was earned by the 

Motor Coach Division, and the remaining 7% represents the Los Angeles Railway interest 

in the Los Angeles Motor Coach Company operations. Of the i9,804,744, 19,707,138, or 

99%, represents passenger revenue, il,355 represents other revenue from transportation, 

and $96,250 represents revenue from other rail and coach operations. 

The following graphic chart shows the fluctuations of operating revenue over 

the period of years fran 1913 to 1934, inclusive. 
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Operating revenues decreased gradually from 1913 to 1916 by about ~1,000,000, 

rising again by 1919 to about $200,000 more than the 1913 figure.* During that period 

of time revenue passengers dropped off on a parallel ourve, the passenger revenue per 

passenger remaining constant over the period and the total oar miles remaining praoti

oally unchanged. In 1920 operating revenues oommenoed a rapid increase from $7,300,000 

in 1919 to a little over $13,000,000 in 1924, in whioh year the peak of passengers 

oarried was reaohed. Car miles operated, however, remained about the same over the 

entire period from 1913 to 1922 but increased in 1923 and 1924 by about six million 

miles, of which the new motor ooaoh operation represented about two million and the bal

ance of the inorease was in rail mileage. This increase in oar miles effected a de

orease in passenger revenue per oar mile in 1924, the peak having been reached in 1923. 

Prom 1926 to 1929 operating revenue increased gradually during the first four years and 

then rapidly jumped a little over a million dollars in 1929, whioh was the result of 

increased fares going into effect in October, 1928. From 1929 to 1933 there was a uni

form, rapid decrease in operating revenues from ~14,874, 309.54 to ~9,464,251.86, or 3~. 

*Jitney competition was effective in the period of 1914 to 1918. 
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During the same period the total passengers earried dropped from 314,500,000 to 

199,000,000, or about 37%. No doubt most of the deerease in passengers oarried since 

81 

1930 has been due to the depression, although the rate increase in 1928 is largely account 

able for the decrease in travel in 1929. Prior to October 21, 1928, the basic fare was 

5~. From that date to the present there has been in effect a 7~ fare with tokens at &:~. 

On May 12, 1934, there was introduced a weekly pass for use on rail and motor coach lines 

at a purchase price of $1.00. The pass is transferable, without restrictions as to time 

of day, and permits unlimited riding within the zone of issue. Another pass selling for 

$1.50 is not restricted as to zone of issue but is good for transportation over the entire 

system of the Los Angeles Railway including both Rail and Motor Coach Divisions. 

Operating revenue for the year 1934 segregated between passenger and other 

revenue is shown in the following tabulation. 

Rail 
Division 

Passenger Revenue: 
$7,012,043 Cash 8.nd Tokens 

Monthly Passes 
Weekly Passes 617,022 
School Tickets 117,427 
Coach Tickets 475,794 
Inter change (15,442) 

Total 8,206 , 844 

Other Revenue from Trane:12ortation: 
·special Car 514 
Mail 
Express 
Miscellaneous 

Total 

Revenue from Other Rail 
Stat 1n & Oar Priv. 
Rent of Equipt. 
Mieo. Rent 
Miscellaneous 

Total 

Total Operating Rev. 

Percent 

407 
404 

31 

1,356 

and Coach 
46,142 
1,784 

45,569 
294 

92,789 

$8,300,989 

84.66% 

Coach 
Division 

$809,134 

11,524 
19,093 

839,751 

Operations: 
7 , 264 

944 

8,208 

$847,959 

8. 6s<.' 

5~ L.A . 
l!.C-. Co. 

$644,264 
1,372 

529 
1,381 

12,998 

660,544 

3,012 
897 

3,909 

$664,453 

6. 7 8'ft. 

Inter-Co. 
Eli min& t1 on 

$ 

(~) 
(8,297) 

CB:6'56l 

$(8,655) 

( • 09 l'% 

Total Percent 

$8,465,441 86.34% 
1,372 .01 

617 , 022 6.29 
129 , 480 1.32 
496,268 5.06 

(2,444) (:02) 

9,70'7,139 99.00 

514 .01 
407 .01 
404 

31 

1,356 .02 

56,418 .67 
3,26'7 .03 

37,272 .38 
294 

96,251 .98 

$9,804,746 lOO.Oo% 

1oo.oo~> 

Tokens are used on both the Rail and Motor Coach Divisions of the Los Angeles 

Railway Corporation but not used an the Loa Angeles Motor Coach Company system. The item 

of "Interchange" represents interchange of tickets and transfers between the Los Angeles 

Railway, the Pacific Electric Railway, and the Los Angeles Motor Coach Company. 

It will be noted from the above tabulation that passenger revenue represents 

99'% of operating revenue, 86.~ of which represents cash and token fares, 6.~ weekly 

passes, and 5.1% coach tickets. The division of operating revenue between sources of 

earnings is 84.6% Rail Division, 8.6% Kotor Coach Division, and 6.8% Los Angeles Motor 

Coach Company. 
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Passenger Revenae 

The folloWing tabalation for the rail and aoaoh division and half of Los 

Angeles Motor Ooaoh Company combined showa the trend of total passengers, revenae pas

sengers, oar miles, passenger and other revenae, passenger revenue per passenger and 

passenger revenae per oar mile for the years 1913 to 1934, and the aocompanying ahart 

shows revenue trends in graphic form. 

Car and Revenue Revenue 
Year Passenger Revenae Total Coach per Rev. per 

Revenue Passengers Passengers .Miles Passenger Car jl!le 

1913 • 6,927,046.18 139,'152,262 188,627,747 29,100,568 $ .060 $ .24 
1914 6,658,243.65 134,994,022 185,761,691 29,814,812 .049 .22 
1916 6,014,229.45 122,184,028 170,287,009 29,496,112 .049 .20 

1916 5,772,515.95 117 '336 ' 924 164,800,136 29,135,639 .049 .20 
1917 6,088,776.70 123,074,300 171,915,097 30,063,576 .049 .20 
1918 6,619,877.76 130,368,704 182,181,408 31,243,680 .050 .21 
1919 7,283,137.00 145,424,597 199,162,543 28,563,366 .050 .26 
1920 8,980,243.35 179,227,041 247,749,066 29,980,055 .050 .30 

1921 10,066,714.66 200,878,652 278,480,403 30,062,428 .050 .33 
1922 10,989,500.86 219,022,470 303,139,305 29,458,292 .050 .37 
1923 12,611,260.47 248,622,826 342,634,308 32,269,575 .050 .39 
1924 12,961,846.24 256,643,966 352,974,629 35,139,827 .061 .37 
1925 12,708,'133.46 249,135,106 34'1,601,710 35,647,638 .051 .36 

1926 12,8'19,916.90 250 '780. 679 349,334,1'12 36,336,430 .051 .35 
1927 13,16'1,2'17.78 254,463,026 351,821' 532 37,064,271 .052 .36 
U28 *13,499,463.96 247,979,842 345,22'1,598 37,516,031 .054 .36 
1929 14,746,890.76 223,730,740 314,471,604 39,9'15,831 .066 .37 
1930 13,613,94'1.32 205,819,887 290,247,429 38,012,573 .066 .36 

1931 12,111,834.6'1 182,502,485 258,473,133 36,656,385 .066 .33 
1932 10,266,246.60 154,446,468 218,405,799 34,497,884 .067 .30 
1933 9,336,144.08 140,539,517 199,001,490 34,479,904 .066 .27 
1934 9,707,138.66 160,863,918 219,259,425 36,641,062 .060 .26 

• Inoludes $461,068.22 - Refand slips oredited to Profit and Loss in 1929. 

The trend of 1934 compared to 1933 must be studied with the weekly pass in 

mind, particularly in connection with revenue passengers and revenue per passenger. These 

comparisons are discussed later. 
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The following charts show passengerl!l and revenue for the rail and motor coach 

operations for the years 1920 to 1934. 
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Coach operations began in 1923. Rail revenue, as a percent of total, has de

creased from 97.1% in 1924 to 84.5% in 1934; Motor Coach Division revenue has increased 

from 1.~ in 1924 to 8.7% in 1934; and 1/2 Los Angeles Motor Coaoh Conpany from 1.7% in 

1924 to 6.~ in 1934. This change in percentage was due to the faot that passenger rev

enue for the Rail Division was decreasing from 1924 to 1926, whereas the coach revenue 

was increasing rapidly during that period, and during the period f_rom 1929 to 1933 the 

Rail Division revenues declined at a more rapid rate than did those of the Motor Coaoh 

Division and the Los Angeles Motor Coach Company. ?rom 1927, during whioh year the ooach 

division was well established, to 1933 there was a decrease in revenue on the Rail Division 

of $3,943,000, or 3~, whereas the ooaoh division revenues decreased $136,000, or 1~. 

83 
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Coaoh division revenue for 1934 came back to a level a little higher than that of 1929, 

whereas the Rail Division revenue in 1934 was about 38% less than 1929. 

Motor Coach Division revenue increased steadily from $31,786 in 1923, which re

presented only a portion of' that year, to ~798,294 in 1927, following parallel to the 

revenue passengers carried. There was practically no change between 1927 and 1928, fol

lowed by a slight increase of about $45,000 in 1930. The increase was oontrary to the 

number of revenue passengers carried which decreased from 1927 to 1929, increasing a 

small amount in 1930. Prom 1930 to 1933, however, both revenue and passengers dropped 

in about the same ratio, both increasing in 1934 by 28% and 37%, respectively. Los 

Angeles Motor Coach Company revenue payable to Los Angeles Railway Corporation increased 

from ~28,426 in 1923 to $222,193 in 1924, then increased gradually to $359,969 in 1927, 

then more rapidly to $740,760 in 1929, following parallel to the passengers carried. On 

May 4, 1926, the Wilshire Boulevard line of the Los Angeles Railway Corporation was taken 

over by the Los Angeles Motor Coach Company, which affected a transfer of both revenue 

and passengers from one source to the other in the latter part of 1928 and all of 1929. 

Prom 1923 to 1928 there was not much change in rail revenue. In October of 

1928 there was a fare increase from 5~ to 7{ which resulted in an increase of about 

il,OOO,OOO in 1929, followed by a uniform decrease from $13,175,895 in 1929 to $8,055,843 

in 1933, a drop of 39%. There was an increase of 2% in 1934. 

Discussion of revenue by lines will be divided between Rail and Motor Coaoh 

Divisions. Los Angeles Motor Coach Company will be dealt with in its entirety later in 

this section. 

In general, motor coach lines of the Los Angeles Railway Corporation act as 

feeders to the rail lines, there being only three through coach lines operating from 

the outlying districts into the downtown area, as previously outlined; namely, the 

Beverly Boulevard, the East 9th and Whittier, and the Figueroa Street lines. There is 

one line which serves a crosstown purpose on the south and east sides of the city in the 

outlying territory operating on Florence Avenue across the southern portion of the city, 

thence northerly on Soto Street to the County Hospital. Another crosstown line is the 

No. 54 which operates on Manchester Avenue, Pirastone Boulevard and Santa Ana Street. 

The remainder of the motor coach lines are essentially extensions of the rail lines, 

serving a feeder purpose only. The company, however, segregates completely their motor 

coach operations from the rail operations. The figures so segregated for motor coach 

operation cann ot be expected in all cases to represent an earning in themselves, but in 

reality should be considered as a part of the whole system. Due to the flexibility of 

bus operation, it has proven more satisfactory for extension into growing sections of 

the outskirts of Los Angeles than rail extensions. 
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SECTION :B 

BAIL LINES REVENUES 

LOS ANGELES RAILWAY 

Rail Revenue and Travel is set forth in the 

1934, inclusive, showing also the relation to 

motor coach operation. 

following tabulation for the years 

total passenger revenue including 

Percent Passenger Revenue Revenue 
Index of Passengers Transfer 

Year Amount ~ 
Total Psgr. per Rev. Per Car Index Ratio 

0 Revenue Passenger Mile 1934• 10~ 

1920 $ 8,980,243.36 109.4% lOO.afo 6.0¢' 30. 0¢' 126.2% 36.2% 
1921 10,065,714.66 122.7 100.0 5.0 33.5 141.6 35.1 
1922 10,989,500.86 133.9 100.0 6.0 37.3 154.2 36.1 
1923 12,451,050.00 151.7 99.4 5.0 39.1 174.4 34.7 
1924 12' 577 '881. 34 153.3 97.1 5.0 38.0 176.2 36.1 
1925 12,087,618.60 147.3 95.1 5.0 37.1 169.4 37.0 
1926 11,985,143.83 146.0 93.0 6.0 37.2 167.7 37.0 
1927 11,999,015.06 146.2 91.2 5.0 37.7 167.8 36.3 
1928 12,172,976.26 148.3 90.2 5.3 38.6 162.1 37.2 
1929 13,175,895.06 160.5 89.3 6.4 39.9 144.2 37.9 
1930 12,010,138.16 146.3 88.2 6.4 39.4 131.3 38.6 
1931 10,604,419.53 129.2 87.6 6.5 36.4 115.7 38.9 
1932 8,931,961.79 108.8 87.0 6.5 33.6 97.6 38.4 
1933 8,066,843.21 98.2 86.3 6.4 30.5 88.2 38.6 
1934 8,206,843.80 100.0 84.6 6.8 29.9 100.0 33.0 

The basio fare was increased from 5¢' to 7¢' with &i¢' tokens in Ootober, 1928, 

and a weekly pass plaoed on sale beginning on May 12, 1934. Also an inter-company 

transfer selling for 10¢' was p1aced in effect in lebruary l, 1934. 

To analyze a recent period, and particularly to have a comparative period 

before and after the pass installation, there has been selected the first six months of 

1933 and 1935 as follows: 

let 6 .Mo.l933 lst 6 Mo.l935 Inorease 
Passengers Number Percent Number Peroent Number Percent 

Gt¢' Tokens 42,219,108 47 .gf. 37,009,332 34. '1% (5,209,776) (12.3)% 
7(/ Cash 13,675,955 16.5 14,431,762 13.6 765,807 0':""5" 

10¢' Cash 2,732,130 3.1 3,139,594 3.0 407,464 14.9 
Other Cash 159,466 .2 156,988 .l ( 2,478) ( 1.6) 
School Tickets 1,773,'188 2.0 1,982,025 1.9 208,237 IT:7 
Commute Tiakete 332,287 _...:.! 274,575 __ ._3 (57,712) (17 .4·) 

Sub Total 60,892,734 69.0 56,994,276 53.8 (3,898,458) ( 6 .4) 
~1.00 Weekly Pass 19,997,918 18.9 19,997,918 
1.50 Weekly Paf'!S 1,231,525 1.2 1,231,526 

Revenue Transfers 936,920 __bQ 1,386,328 ~ 449,408 48.0 

Revenue Passengers 61,829,654 70.0 79,610,047 75.2 17,780,393 28.8 
l!'ree Transfers 23,905,247 27.0 23,269,646 22.0 (636,601) (2':7) 
lree Transportation 2,612,311 ~ 2,968,680 __bj! 356,369 13.6 

Total Passengers 88,347,212 lOO.o% 105,848,373 100. ct/o 17,501,161 ~ 
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The foregoing table shows the passengers carried for the first 6 months of 

1935 compared with the first 6 months of 1933, and the following tabulation shows a com-

parison of the revenue for the same periods. 

First 6 11onths 1933 First 6 Months 1935 Increase 
Revenue Amount Percent IDlount Percent Amount Percent 

54.4% (--rr:-3)% 6-t¢' Tokens $2,638,694 66.5% $2,313,083 •$(325,611) 
7¢'. Cash 957,317 24.1 1,010,223 23.7 52,906 ~ 

10¢' Cash 275,264 7.0 313,960 7.4 38,6§6 14.1 
Other Cash 22,084 .6 21 '747 .5 ( 3 7) (----r:-5) 
School Tickets 60,700 1.5 75.770 1.8 15,070 24.8 
Commute Tickets 24,23'7 __ ._6 20,556 __ ._5 (3,681) ( 15.2) 

Sub Total 3,978,296 100.3 3,755,339 88.3 ( 222.957) ( 5. 6) 
!1.00 Weekly Pass 489 '911 11.5 489,911 

1.50 Weekly Pass - 24,596 .6 24,596 
Revenue Transfers (4,272) (--:1) (8,870) (--:2) (4,59~) (107.6) 
Refunds (6,429) ( • 2) (8,207) ( .2) (1,77 ) (2"7.7) 

Total Revenue $3,967,595 lOO.Oj~ $4,252,769 lOO.o{o $ 285,174 7. ?!/a 

The following chart shows in graphic form the relative magnitude of passenger 

travel by the various fare class'ifications in percent of total passengers carried, for 

the first 6 months of 1935. 

61¢' Token 
7¢' Cash 

10¢' Cash 
Other Cash 
School Tickets 
Col!lllute Tickets 
$1.00 Week Pass 
$1.50 Week Pass 

Revenue Transfers 
Free Transfers ~1111 .. 111111 .. 111111 .. 111111 .. 11 
Free. 

Percent 
2 30 5 

In analyzing these figures, it is proper to consider that business conditions 

have improved during the comparative ·periOd. Probably the increase in the 7¢' fare 

travel of 6. £fJ, is more indicative of business changes than of any other Bingle factor. 

The increase in the 10¢' fare of 14.9% reflects the inter-company transfer usage to a 

large extent. 

Weekly Passes 

Weekly passes were introduced on May 12, 1934, for use on rail and coach divi

sions of the Los Angeles Railway Corporation. The passes are transferable without re

strictions as to time of day and permit unlimited riding within the zone of issue for 
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the $1.00 pass and over the entire system for the ~1.50 pass. Weekly passes at the pres-

ent time are used on an average of 40 times weekly. Since transfers are n ot i s sued on a 

weekly pass, it is apparent that the pass usage i ncludes a consi derable quantity of rid

ing that formerly was classified as free transfer travel. The transfer ratio in the 

first six months of 1933 was 39'{~ ; in the first six months of 19 35 it was 41)~ . when weekly 

pass travel is excluded. It may therefore be said t ha t at least 40~ of the riding on the 

weekly pass would fall in the category of transfer riding , or tha t the average riding of 

40 on the pass is 14~% of the completed trips taken. On this basis, the completed trips 

taken are approximately 29 a week, or about 3.5t per tri p on the $1.00 pass. Undoubtedly 

some of these trips are short convenience rides and Sund ay riding which would not have 

occurred under the prior fare structure . The minimum use ordinarily will exceed the 

token rate, or 16 complete trips a week. Necessarily a pass sold i n c onjuncti on with a 

&t¥ token fare will be used by the more than average street car user. 
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On the foregoing chart is shown weekly passes sold, percent of passes honored 

to other revenue passengerA, and the average times honored for the period May 12, 1934, 

to December 14,1936. The chart shows an appreciable increase in the total namber of 

passes sold during 1935 as compared with 1934 and a corresponding increase in percentage 

of passes honored to other revenue passengers. However, the average times honored per 

pass has been declining during 1936. During 1935 the business conditione and the employ

ment situation have been better than during 1934, which may also be responsible for the 

fewer rides per pass anA the increased total number of passes sold. The unlimited trans

fer feature of the weekly pass has made it popular for use in hotels and rooming houses 

for ~eneral use of the patrons. There is a question, however, as to whether or not those 

additional rides taken because of the availability of the pass would be tRken if a cash 

fare had to be paid. Therefore, it would seem that the company is oarrying a consider

ably greater quantity of free transfer passengers under the heading of weekly pass pas

sengers. There is undoubtedly some benefit derived from this free use of the weekly 

pass in the establishment of an increased public street oar riding habit, which is borne 

out by the trend of the curves of the above chart. Of the total weekly passes sold only 

4% of the total represent $1.50 passes and the balance $1.00 passes. However, of the 

total passes honored for the first six months of 193~ in amount of 21,229,443, 1,231,525, 

or 6.~. represented $1.50 passes. 

The percent of passes honored to other revenue passengers for the first week 

of each month of the first seven months in 1936 are as follows: 

Week Ending Sundaz Mondaz Tuesdaz Wednesdaz Thursdaz 11'ridaz saturdaz Week 

Jan. 5 32.6 27.1 29.6* 27.3 27.2 30.6 29.9 28.7 
l!'eb. 9 37.2 33.4 34.9 36.4 31.7 33.7 33.3 33.9 
Yar. 9 39.6 34.0 36.0 34.5 36.5 34.6 34.7 36.2 
Apr. 6 41.1 35.4 36.1 36.4 34.5 36.2 34.8 35.6 
llayll 41.7 37.0 38.7 37.2 36.6 37.7 37.7 37.8 
June a 46.5 37.8 38.9 38.6 37.9 38.1 38.7 38.8 
July 6 46.4 39.1 40.2 39.5 44.6** 39.0 41.1 40.7 

* New Years Day 
** July 4 

Percent distribution of total passes sold by days of the week purchased for the 

first week of each of the tirst seven months of 1935 are as follows: 

Week Ending Thursdaz l!'ridaz Saturdaz Sundaz Mondaz Tuesdaz Wednesdaz 

Jan: 6 0.2 3.4 14.8 44.9 30.2 4.1 2.4 
Feb. 9 0.1 4.0 14.8 41.6 31.2 8.6 ('0:2) 
liar. 9 o.o 4.3 13.0 43.6 31.0 7.5 o:vr 
Apr. 6 0.1 3.6 13.9 41.3 31.9 9.0 0.2 
llay 11 0.1 4.0 13.6 41.8 29.6 10.0 1.1 
June 8 3.0 12.8 42.6 30.6 11.2 (0.2) 
July 6 3.1 12.2 38.8 30.1 13.4 2.4 

The above tabulation shows the percent of passes honored to other revenue pas

sengers has increased steadily from 32.~~ the first week of January to 46.4% the first 
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week ot July, an inorease of 13.8%. The corresponding week's Monday increased 12%, 

Tuesday 10.6, Wednesday 12.2, Thursday 14.4, Friday 8.5, and Saturday 11.2, making tor 

the week an inorease ot 12%. The percent increase in weekly passes sold, however, was 

56% over the corresponding period. The peroent distribution of total passes by the days 

purchased shows that the greatest number are purchased on Sunday tor use during the tel

lowing week; namely, 38.8% in the week of July. 30.1% were sold on Monday, which per

cent is practically the same as for the first week in July; 13.4% on Tuesday, which has 

inoreased from 4.1% for the first week of January. A very small percentage of the total 

are purchased on Wednesday. 

Free Transportation 

Free transportation on the Los Angeles Railway Corporation system was issued 

and outstanding as of September 21, 1935, to the extent of 6,231 passes for the Rail 

Division and 290 passes for the Motor Coach Division, as· shown by the following state

ment. This statement shows the passes by general groups tor the two divisions. Those 

passes issued for use on the Rail Division, 6,231, are not good for use on the Motor 

Coach Division and vice versa. 

Rail Division: 

LARY Directors, Exeoutivea & Exeoutivea' Families 
Employees (Not including trainmen) 
Trainmen 
Coach Division Operators 
Dependents of Employees 

Complimentary: 

City of Loa Angeles 
Railroad Commission, State of California 
Miscellaneous 

Motor Coach Division 

Total 

Executives & Employees (Including Coach Division Operators) -

Complimentary: 

City of Los Angeles 
Miscellaneous 

Total 

Passes Issued 

262 
120 
106 

36 
__ 4 

41 
1,687 
2,024 

225 
1,766 

486 

6,231 

250 

40 

290 

Policemen in the City of Loa Angeles are provided tree transportation on the 

lines of the Los Angeles Railway Corporation by showing an identification when not in 

uniform and without identification when in uniform. Firemen in the employ of the city 

are also provided free transportation but must at all times present an identification 

card. Mail carriers in the employ of the Federal Government are provided free trans

portation when in uniform on certain lines as provided fo:r: in certain of the franchises. 

This privilege is not extended, however, on all lines. 
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Revenue and Travel by Months 

Passenger revenue is shown on the following chart by months for the year 1934 

and ll months of 1936. 

It will be noted from the above chart that except for the month of January 

passenger revenue in 1936 shows an increase over the corresponding months of 1934. The 

decrease in January was the result of strike activities during that month. 

The following ohart shows the average daily travel by months for the year 1934 

and 11 months of 1935 for total passengers. 
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~or 1934 the daily average did not vary appreciably during the first four 

months, increasing slightly in May and June and dropping in July, then increasing again 

to a peak in October, falling off to &· point in Deoember about equal to that of the 

first four months of the year. In 1935 there was an increase from 563,692 passengers 

per day to 606,987 during April, followed by a decrease during the summer months and 

an increase to a peak for the eleven months of 617,952 for the month of November. The 

spring peak was two months earlier in 1936 than in 1934, and the daily average was 
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considerably increased over 1934. For the first six months of 1935 the average daily 

passengers carried was 584,798 as compared to 523,126 for the corresponding period in 

1934. 

Travel by Days of Week 

The normal average passengers carried daily during the first three months of 

1934 and the corresponding months of 1935, excluding days which were abnormally high or 

low from such causes as conventions, dollar days, rain, etc., is shown in comparative 

form on the followin~ chart. Although the actual number of pa ssengers carried on each 

day during 1935 was higher than the corresponding days in 1934, the percent each day's 

travel represented of the weekly travel remained practically cpnstant. Sunday travel in 

'relation to week day travel has been decreasing over a period of years until it is now 

less than half a normal week day's traffic. 

Sunday 

Monday 

Tuesday 

Wednesday 

Thursday 

l!'riday 

Saturday 

AVERAGE PASSENGERS DAILY 
First Three Months 

Hundreds of Thousands 

- 1934 
~ 1935 

PERCENT 
7.2f/, 
7.1 

16.2 
16.3 

15.5 
15.4 
15.8 
15.9 
16.1 
16.0 

15.6 
15.7 
13.6 
13.6 

The following figures show the percent increase in passenger revenue by months 

for the first six months of 1935 over the corresponding months in 1934. In spite of the 

3.~decrease in January due to strike conditions, the six months total shows an increase 

of 3.5%. 

Month January 

Percent Increase (3.631ol 

February 

2.79% 

May 

5.oe% 
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Re~enue and Travel by Lines 

The results for the first six months of 1935 by lines follows: 

Line 

• B 
D 
l 
G 

H 
I 
J 
K 
L 

B 
0 
p 
li 
s 

u 
v 
w 
2 
3/4 

5/6 
7 
8 
9 
10 
Shut
Syst. 

Cash &: 
Ticket 
ll'ares 

2,471,257 
2,181,744 

612,745 
1,908,578 

'264,122 

2,460,348 
94,521 

3,532,687 
270,538 

3,133,579 

1,638,268 
1,462,680 
6,247,669 
3,836,250 
4,162,985 

3,839,046 
2,636,456 
4,90'i',542 

629,337 
2,193,634 

3,828,329 
2,046,416 
1,569,561 
1,689,684 
1,543,000 

401,881 
27,848 

Total 68.380,604 

Free 
Transfers 

746,864 
1,071,030 

258,865 
634,475 
131,239 

842,034 
92,667 

1,671,403 
217,299 
916,102 

414,594 
736,872 

1,802,076 
1,490,439 
1,663,907 

1,718,622 
2,640,967 
1,496,048 

234,280 
906,570 

1,034,708 
507,328 
618,356 
472,856 
488,374 
561,771 

23,269,646 

Firat 6 Months of 1935 

Trans
fer 

, Ratio 

30.2 
49.1 
42.2 
33.2 
49.7 

34.2 
98.0 
47.3 
80.3 
29.2 

26.9 
50.7 
34.3 
38.8 
39.9 

44.8 
100.2 

30.6 
37.2 
41.3 

27.0 
24.8 
33.0 
29.7 
31.7 

139.8 

39.9 -=--

Weekly 
Passes 

890,643 
979,176 
322,943 
684,450 
167,610 

909,046 
61,761 

1,234,782 
132,668 
954,535 

677,699 
676,619 

1,724,691 
1,237,677 
1,459,118 

1,472,171 
1,126,433 
1,626,156 

284,844 
861,763 

1,274,703 
575,358 
670,890 
577,932 
517,912 
228,864 

21,229,443 

Sub 
Total 

4,108,764 
4,231,950 
1,194,553 
3,227,503 

662,971 

4,211,427 
248.949 

6,438,872 
620,605 

5,004,216 

2,630,561 
2,866,171 
8,774,336 
6;564,366 
7,286,010 

7 , 029,73!3 
6,402,856 
8,029,746 
1,148,461 
3,961,967 

6,137,740 
3,129,102 
2,658,807 
2,640,472 
2,649,286 
1,192,516 

27,848 

102,879,693 

l!'ree 
Passengers 

106,113 
81,129 
22,667 

117,9j7 
25,360 

84,932 
6, 749 

160,983 
26,661 

121,657 

74,286 
80,013 

261,174 
156,587 
215,794 

187,790 
180.713 
235,604 

33,158 
52,113 

244,678 
110,545 
174,975 
103,821 

76 '718 
26,573 

2,968,680 

Total 

4,214,877 
4,313,079 
1,217,210 
3,345,500 

688,331 

4,296,359 
255,698 

6,599,855 
.647,066 

6,125,873 

2,704,847 
2,946,184 
9,035,510 
6,720,953 
7,501,804 

7,217,628 
6,683,569 
8,265,350 
1,181,619 
4,014,080 

6,382,418 
3,239,647 
2,833,782 
2,744,293 
2,626,004 
1,219,089 

27,848 

105,848,373 

During the complete year of 1934 there were six linea which took in total re

ceipts in excess of ~500,000, as shown by the table following; namely, the "P", "W", 

"6/6", "S", "R", and "U", of which the "P" and "W" linea exceeded $600,000, the "P" line 

reaching very nearly i 700,000, it being the best revenue produoing line of the system. 

On the charts the line designated "Z" represents shuttle lines and miscellan-

eous. 

Arranging the linea by $100,000 groups , the following tabulation results: 

$ 0 to ~ 60,000 G, .K, I, 2, z 
60,000 to 100,000 D 

100,000 to 200,000 0 
200,000 to 300,000 3, v, F, N, 10 
300,000 to 400,000 L, 9. H, 7' A, B 
400,000 to 600,000 J 
500,000 to 600,000 6/6, S, R, U 
600,000 to 700,000 P, If 

Receipts per passenger is very uniform for all lines with exception of the "V", 

"X", "I", and shuttle lines. All of these linea are heavy transfer linea, the "V" and 
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"K" being cross-town lines, the "I" a short line, and "Z" the shuttle lines. The "5/6" 

line shows the highest receipts per passenger due to the fact that it is the only rail 

line which extends into the third zone. The "I'" line shows the heaviest receipts per oar 

mile, and the "I" and "X" lines, about equal, show the lowest receipts per car mile. The 

revenue passengers carried follow very closely the total receipts. I'assengar pick up 

per car mile varies considerably on the different lines, the "I'" line showing up better 

than any other, and the "I", "X", and "2" lines being poorest. 

In comparing transfer ratio of the various lines t he shuttl~e show the highest 

ratio , followed by the "I", "V", and "X" lines in order of importaLce, all of which are 

in excess of 5o%, the remainder of the lines being lese than 5~~. or about an average of 

The following table shows receipts by lines for the year 1934. 

Year of 1934 

Rail Total .Receipts Receipts Receipts Reoeipts 
Line .Receipts per per per Rev. per Total 

Car Mile Car Hour Passenger Passenger 

A $ 308,609.94 26.40¢' • 2.87 • .0549 $ .0428 
B 305,121.61 27.72 2.81 .0525 .0368 
D 88,966.88 31.63 2.42 .0533 .0391 
l!' 260,355.72 20.13 2.38 .0558 .0422 
G 35,628.43 15.74 1.33 .0503 .0352 

H 335,520.04 29.79 3.18 .0544 .0416 
I 13,133.17 9.65 .82 .0667 .0305 
J 429,539.27 29.86 3.39 .0517 .0364 
X 29,823.22 9.96 1.01 .0471 .0277 
L 398,619.09 31.52 3.46 .0534 .0416 

N 222,033.89 33.20 2.91 .0537 .0428 
0 191,308.05 23.06 2.41 .0531 .0368 
I' 694,749.47 42.87 4.48 .0652 .0415 
R 512,956.45 34.32 3.87 .0543 .0399 
s 540,722.27 32.59 3.61 .0527 .0382 

u 507,520.46 33.94 3.62 .0531 .0377 
v 280.676.60 16.62 1.96 .0432 .0233 
w 605,444.97 27.26 3.22 .0532 .0410 
2 85,066.75 .16.20 1.58 .0540 .0408 
3/4 290,009.74 35.16 3.53 .0639 .0396 

5/6 561,301.68 24.19 3.31 .0627 .0490 
7/8 325,439.76 27.27 3.18 .0573 .0450 
9 341,982.67 25.40 2.89 .0519 .0391 
10 210,214.49 26.33 2.90 .0536 .0412 
Shut. 69.841.36 14.94 1.14 .0599 .0289 

The above table shows the "I'" line as being the most outstanding as regards 

total receipts, receipts per oar mile , and receipts per car hour. Receipts per revenue 

passenger were highest on the "5/6" line, which is due to the faot that the line extends 

into the outer zone. The "W" line was next in importance of total receipts, being about 

$90,000 less than the "I'" line. 
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The tabula ti on on t h e previ ous pa ge is shovm below in graphic form f or the 

year 1934. The chart shows t he re ceipts per passenge r to be very much the same on all 

~ines, the diff er ences being d ue to t he varying tra nsfer r a tios between one line and 

another. 

Ol 
E-< 

~ 

40 

0 20 

TO TAL riECEIPTS 
1934 

RECEIPTS PER PASSENGER 
1934 

R S U V W 2 3 5 7 8 9 10 I 

RECEIPTS PER CAR MILE 
1934 



OPERATING R111LNUES 

SECTIOl'i C 

MOTOR COACH REVENUES 

LOS ANGELES RAILWAY 

Revenue from the Coach Division operations which began in 1923 has been as 

follows: 

Peroent Passenger Revenue Revenue 
of Total Passengers 
Passenger Index Per Revenue Per Car Transfer Index 

Year Amount Revenue 1934=100 Passenger Mile Ratio 1934•100 

1923 $ 31,784.95 0.4% 3.8% 5.7rj 10. 8r/ 74.8% 5~ 
1924 151,772.37 1.2 18.1 6,9 14.7 50.6 19!5 
1926 329,680.84 2.6 39.3 7.1 17.0 29.2 41.3 
1926 661,030.32 4.4 66.8 6.7 18.7 26.3 73.8 
1927 789,294.04 6.1 94.0 7.0 19.7 24.6 101.3 
1928 793,626.57 5.9 94.5 7.1 18.4 30.7 99.7 
1929 830,235.87 6.6 98.9 8.0 17.1 43.2 91.9 
1930 849,243.58 6.2 101.1 8.0 16.0 45.9 94.6 
1931 794,944.22 6.6 94.7 7.9 15.1 48.9 88.6 
1932 677,008.92 6.6 80.6 8.0 12.9 48.5 75.3 
1933 653,521.13 7.0 77.8 7.9 12.0 46.9 73.0 
1934 839,750.85 8.7 100.0 7.4 13.0 40.5 100.0 

Motor Coaoh Division revenues totalled 8.7% of the company's passenger revenue 

in 1923. Rail revenue was 84.5%, and the company's share of Los Angeles Motor Coaoh 

Company revenue was 6.8%. 

Passengers carried segregated by the types of fares have been tabulated below 

for the first six months of 1933 as compared with the first six months of 1936. 

Yirs~ 6 Months 1933 ~iret 6 Months 1936 Increase 
Passengers Number Percent Number Par cent il'um'ber Percent 

Oi¢' Tokens 1,060,682 17 .a% 1,641,260 16.~ 680,678 54.7% 
7¢'. Cash 384,969 6.4 802,329 8.o 417,360 108.4 

10¢' Cash 1,770,878 29.7 2,571,490 25.6 800,612 45.2 
Other Cash 245,293 4.1 270,068 2.7 24,766 10.1 
Sohool Tiokete 250,824 4.2 340,326 3.4 89,502 35.7 
Commute Tiokets - 44 - 44 !QQ.:.Q. -- --

Sub Total 3,712,646 62.2 5,626,607 56.0 1,912,861 51.6 
,1.00 Weekly Pass 773,840 7.7 773,840 
1.50 Weekly Pass 434,089 4.4 434,089 

Revenue Transfer 246,815 ___!:1. 361,398 _b.§. 114,683 46.4 

Sub Total 3,969,461 66.3 7,194,834 71.7 3,235,373 81.7 
!'ree Transfers 1,877,099 31.5 2,654,202 26.4 777,103 41.4 
!'ree Transportation 129,840 __!..4 192,177 ~ 62,337 48.0 

Total 5,966,400 100. CJ'J, 10,041,213 lOO.ofo 4,074,813 68.'$ 

The peroent increase in total passengers for the first six months of 1936 over 

the corresponding 

.Month 

Peroent Increase 

months in 1934 is as follows: 

January 

18.84% 

February 

19.39'% 

~ "April May June Average 

17.86% 29.53% 25.22% 22.61% 22.24% 
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The tollowing table shows a revenue comparison tor the same period ot time as 

the toregoing table showing a passenger comparison. 

First 6 Months 1933 First 6 Months 1935 Inorease 
Revenue Amount Peroent Amount Percent lmount Percent 

&il Tokens i 66,293 21.7% $102,579 20.8% • 36,286 54.7% 
7(/._ Cash 26,948 8.8 56,163 11.2 29,216 108.4 

10¢' Cash 177,088 57.8 257,149 51.2 80,061 45.2 
Other Cash 16,963 5.5 24,727 4.9 7,764 45.8 
Sohool Tickets 19,206 6.3 20,060 4.0 844 4.4 
Co!llllute Tickets --- 252 - 252 100.0 --

Sub Total 306,498 100.1 460,920 91.8 154,422 50.4 
,1.00 Weekly Pass 22,932 4.6 22,932 
1.50 Weekly Pass 18,379 3.7 18,379 

Revenue Transters - -
Refunds (152) ( .1) (308) ( .1) (mJ (l02.6) 

Total Revenue $306,346 lOO.o'fr, $50l,923 lOO.o% $195,577 63.~ 

Normal average number ot passengers oarried daily during the first three months 

ot 1934 and 1935 have been tabulated below and a corresponding chart drawn showing a com

parison ot the two years. Normal days only are included in the calculation and days 

abnormally high or low due to oonve~tions, dollar days, rain, etc., have been exoluded. 

Sunday 
Monday 
Tuesday 
Wednesday 
Thursday 
Friday 
Saturday 
Week 

Sunday 

Monday 

Tuesday 

Wednesday 

Thursday 

l!'riday 

Saturday 

0 

First 3 Months 
Average 

Passengers 
Carried 

19,717 
46,489 
45,997 
47,563 
48,069 
46,755 
37.780 
41,767 

10 20 

1934 First 3 Months 
Peroent Average 

ot Passengers 
Week Carried 

6.7ffJ, 26,710 
15.90 62,064 
15.73 60,590 
16.27 62,382 
16.44 62,587 
15.99 61,201 
12.92 49,529 

100.00 55,009 

AVERAGE DAILY PASSENGERS 
First Three Month& 

30 40 50 60 

~ 1934 

- 1935 

Thousands ot Passen ere 

1935 
Peroent 

ot 
Week 

6.94% 
16.12 
16.74 
16.20 
16.25 
15.89 
12.86 

100.00 
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Revenue and Travel by Lines 

First 6 Months of 1935 

No. Name of Line 

41 Alvarado 
42 Avalon-S.Pedro-S.Main 
43 Ave.50 - El Paso 
44 Beverly 
45 Eagle Rock 

46 E. Florence 
47 E. 9th - Whittier 
48 Fairview Heights 
49 Figueroa 
50 Florence-Soto 

51 Ho11ydale 
52 Inglewood 
53 Lincoln Park 
54 Manchester-Santa Ana 
55 Maywood-Bell 

56 Melrose 
57 Normandie 
58 Slauson 
59 State-Southern 
60 Van Ness 

61 Verdugo 
62 Wash-Adams-Jeff. 
63 York 
64 Highland Pk.(l/2/35) 

School Lines 

Cash & 
Ticket 
Fares 

390,623 
197,024 

32,937 
1,171,222 

51,142 

36,298 
381,116 
15,992 

322,534 
997,933 

60,793 
128,924 

46,367 
212,866 
320,787 

566,224 
290,911 

62,942 
36,980 
36,159 

33,370 
137,652 

31,756 
257,561 
1661792 

Total 5,986,905 

Free Transfer 
Transfers Ratio 

Percent 

257,497 
189,632 

36,154 
155,068 

29,980 

24,679 
152,612 

10,695 
36,285 

572,207 

39,290 
67,214 
52,095 
77,314 

138,981 

229,063 
217,784 
45,156 
29,712 
36,812 

34,507 
95,627 
46,749 
79,089 

2,654,202 

65.9% 
96.2 

109.8 
13.2 
58.6 

68.0 
40.0 
66.9 
11.2 
57.3 

64.6 
52.1 

112.4 
36.3 
43.3 

40.5 
74.9 
71.7 
80.3 

101.8 

103.4 
69.5 

147.2 
30.7 

\Veekly 
Passes 

168,739 
58,609 
6,159 

117,301 
6,263 

4,123 
67,266 
2,659 

35,169 
308,985 

19,080 
23,342 
22,542 
30,982 
28,829 

109,220 
68,546 
20,164 

3,015 
5,794 

4,589 
28,362 

7,442 
60 '749 

1,207,929 

Free 
Passen

gers 

12,116 
13,613 

2,319 
9,377 
3,573 

642 
15,166 
1,313 

11,532 
39,217 

2,123 
12,340 

2,709 
9,251 

10,057 

4,861 
15,694 

7,231 
805 

3,358 

1,959 
5,550 
1,181 
6,190 

192,177 

Total 
Passen

gers 

828,975 
458,878 

77,569 
1,452,968 

90,958 

65,742 
616,160 

30,659 
405,520 

1,918,342 

121,286 
231,820 
123,713 
330,4~3 
498,654 

909,368 
592 '935 
135,493 

70,512 
82,123 

74,425 
267,191 

87,128 
403,589 
166,792 

10,041,213 

The above list of motor coach lines was changed somewhat during the year 1934 

to the extent of combining the No. 9 Florence line and the No. 24 Soto line into the No. 

50 Florence-Soto line as of January 23, 1934, and the extension of the No. 15 Manchester 

line over Santa Ana Street and given the number 54 and called the Manchester-Santa Ana 

line. The Olympic line No. 26 was changed in 1934 to a Los Angeles Motor Coach Co. lin e. 

m 
h 
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w 1.5------~=-----------
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0 1.0----

0.5 

0 

TOUL PASSEIIGERS CARRIED 
BY MOTOR COACH LINES 

l"irst 6 Mo. 1936 
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Total receipts, and receipts per passenger and per coach mile are shown by 

the following table and charts. 

Total 
Line Receipts 

41 $ 60,621.85 
42 25,664.86 
43 4,673.76 
44 181,682.20 
46 7,403.00 

46 2,473.37 
47 79,099.01 
48 2,905.14 
49 67,111.85 
60 113,494.99 

51 14,845.15 
52 20,172.84 
63 7,161.20 
54 29,509.37 
55 40,778.17 

56 69,971.05 
57 31,875.36 
58 7,345.77 
59 6,587.61 
60 4,397.49 

61 3,966.30 
62 17,260.08 
63 3,460.67 

9 2,816.14 
15 1,772.71 

26 1,377.31 
24 2,736.72 
Airp't 233.60 
So4ool 8.678.85 

160----

Ill 

,..; 
Line'<l' 

Year 

.aeceipts 
per 

Coach Alile 

21. 65¢' 
7.03 
8.97 

20.09 
6.88 

5.27 
14.06 

6.11 
13.14 
14.15 

8.64 
9.11 

11.60 
7.56 

11.17 

18.13 
8.93 
6.44 
6.65 
7.58 

8.07 
5.64 
9.57 

12.82 
7.40 

6.42 
14.27 
24.76 
8.06 

of 1934 

Receipts Receipts 
per per Rev. 

Coach Hour Passenger 

i 2.14 $ .0548 
.97 .0577 

1.04 .0609 
2.59 .0869 

.88 .0778 

.80 .0804 
1.90 .0964 

.67 .0823 
1.70 .0971 
2.01 .0594 

1.23 .1020 
1.18 .0734 
1.05 .0599 
1.28 .0740 
1.54 .0776 

2.34 .0607 
1.23 .0608 

.87 .0588 

.96 .0804 
1.01 .0679 

.96 .0675 

.90 .0657 

.80 .0528 
1.78 .0708 
1.21 .0752 

.84 .0624 
1.94 .0678 
1.45 .1338 
1.29 .0353 

TOTAL RECEIPTS 
YEAR 
1934 

Receipts 
per Total 
Passengers 

$ .0352 
.0302 
.0296 
.0757 
.0471 

.0505 

.0686 

.0476 

.0860 

.0394 

.0644 

.0468 

.0307 

.0527 

.0536 

.0446 

.0353 

.0336 

.0472 

.0348 

.0341 

.0412 

.0233 

.0474 

.0548 

.0436 

.0397 

.1333 

.0353 
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The foregoing table and ohart show only one line with receipts in excess of 

· ~150 ,000 for the year 1934; namely, the llo. 44 line operating on Beverly .Boulevard. The 

following shows the lines grouped by their earning capacities. 

Over $150,000 No. 44 
$125,000 to 150,000 0 

100,000 to 125,000 ll 0. 50 
75,000 to 100,000 No. 47 
50,000 to 75,000 No. 41,49,56 
25,000 to 50,000 no. 42,54,55,57 
Less than 25,000 13 lines 

The above tabulation shows by far the greater majority of the linea earning 

leas than ~25,000 per year, ten of them earning less than $10,000 and six of those ten 

earning leas than ~5,000 per year. Of all those lines shown, only three are through 

lines; namely, Nos. 44, 49, and 47, whioh three lines show the greatest earnings. All 

of the other lines are feeder lines with exception of Nos. 50 and 54. 

Receipts per passenger, as shown by the following ohart, vary considerably on 

the different linea, depending upon their respective transfer ratios, the highest re

ceipts per passenger being earned by the No. 49 line, No. 44 and No. 47, in order of 

their importance, each of these three linea having a fare of 10¢. 

8 RBCRIPTS PER PASSENGER 

6 

al 4----
+» 

~ 
0 2 

~ :ci~ ~ ~ :2 :g ~ ~ ~ g :ri ~ ~ 0\ ~~~to:! 
RmRIP!S PER COACH MILE 
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Reoeipta per coach mile were highest on the No. 41 line, which is a 7¢ arose

town line operating on Alvarado Street. Next in order of importance oo~e the Boa. 44,56, 

50, 47, and 49. Only two linea showed receipts per ooaoh mile in excess of 20¢, being 

Boa. 41 and 44. Six lines fell in the group from 10¢ to 20¢ and fifteen leas than 10¢. 
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SECTION D 

OPERATING RBVENUES 

PACIFIC ELECTRIC RAILWAY LOCAL LINES 

In analyzing the revenues of the Paoific Electric Railway Company in Los 

~gales it is nece~sary to separate the Local Lines from the system operations, which in

clude~ local services in other cities, interurban passengers and freight, mail and ex-

press operations. The local line revenues consist of 

the local motor coach lines, and approximately 501~ of 

Motor Coach Company. Passenger revenue assignable to 

Year Rail Percent Motor Coach .Percent 

1920 $1,653,765 100.07~ $ - % 
1921 2,081,798 100.0 
1922 2,532,459 100.0 
1923 2. 972,859 99.1 
1924 2,825,843 92.6 4,522 .1 
1925 2,623,014 89.9 3,844 .1 
1926 2,531,589 88.2 4,6'71 .2 
1927 2,520,059 87.3 5,972 .2 
1928 2,449,356 81.9 7,560 .3 
1929 2,477,305 76.7 10,288 .3 
1930 2,363,778 75.5 14,337 .5 
1931 2,040,124 73.6 19,159 .7 
1932 1, 707,568 71.8 12,430 .5 
1933 1,567,860 71.2 7,145 .3 
1934 1,580,295 70.3 7,628 .3 

The trend of revenue from 1920 is shown by 

PASSENGER REVEHUE 

~-0 

m 
1-i 2.5 Cll 
rl 
rl 
0 2.0 A 

'H 
1.5 0 

m g 1.0 
orl 
rl 
rl 

0.5 orl 
::;; 

0 

those earned by the local rail lines, 

those earned by the Los Angeles 

the Local Lines follows: 

i: L.1l..M.Co. Percent Total 

~ -% i1,653,756 

the 

28,425 .9 
222,155 7.3 
291,534 10.0 
333,743 11.6 
359,969 12.5 
532,851 17.8 
740,760 23.0. 
754,566 24.0 
712,471 25.7 
657,286 27.7 
626,780 28.5 
660,544 29.4 

following chart: 

~Motor Coach 
-Rail 

2,081,798 
2,532,459 
3,001,284 
3,052,520 
2,918,392 
2,870,003 
2,886,000 
2,989,767 
3,228,35:3 
3,132,681 
2,771,754 
2,37'J,284 
2,201,785 
2,248,467 

0 rl 
C\l 
0> 
rl 

C\l 
C\l 
0> 
rl 

1.<) "<!' It) 

C\l 
0> 
rl 

<0 
C\l 
0> 
rl 

t'- (X) 0> 0 rl 
C\l 
0> 
rl 

C\l C\l 
0> 0> 
rl rl 

C\l ~ C\l 
0> 0> 0> 
rl rl rl 

1.<) 1.<) 
0> 0> 
rl rl 

In addition to the passenger revenues shown there are certain additional 

operating revenues of relatively minor importance. The following statement for 1934 

shows these revenues: 

Pacific Electric - Rail 
" " - Coach 

Share of Los Angeles ~.c. Co. 

Total 

Passenger Revenue 

$1,580,295 
7,628 

660,544 

$2,248 ,467 

Other Oper. Revenue 

~ 8,103 
62 

2,068 

~10,233 

$1,588,398 
7,690 

662,612 

$2,258,700 
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As the Los Angeles Motor Coach Company operations are considered in their 

entirety in another chapter, further reference at this point will be to Pacific Electric 

Railway Company operations only. 

The rail line revenues and travel are summarized as follows: 

Car Revenue Revenue 
Year Passengers Total Revenue Miles per Fare per 

I!' are Transfer (,A.giJ.Qll Passenger Car Mile 

1920 28,654,18£ 2,692,630 31,246,812 $1,653,755 6,164,261 $.0677 $.2683 
1921 31,956,774 3,002,649 34,958,423 2,081,798 6;439,898 .0661 .3233 
1922 32,630,391 3,331,800 35,862,191 2,632,469 6,699,989 .0778 .3780 
1923 38,985,520 4,132,747 43,118,267 2,972,859 7,406,415 .0763 .~014 
1924 37,201,101 4,110,865 41,311,966 2,825,843 7,132,480 .0760 .3962 
1925 34,530,123 3,679,832 38,209,965 2,623,014 6,794,642 .0760 .~60 
1926 33,367,569 3,909,038 37,276,607 2,631,589 6,570,463 .0769 .3853 
1927 33,247,904 4,156,601 37,404,506 2,520,059 6,504,604 .0758 .3842 
1928 32,878,893 3,982,682 36,861,575 2,449,356 6,537,427 .0746 .3747 
1929 34,407,496 3,974,057 38,381,553 2,411,771 6,488,809 .0718 .3809 
1930 32,811,959 3,953,549 36,766,608 2,363,778 6,431,537 .0720 .3676 
1931 28,906,916 3,633,041 32,539,967 2,040,124 6,002,115 .0706 .3400 
1932 24,883,107 3,281,736 28,164,843 1,70r!,568 6,623,236 .0686 .3037 
1933 23,172,749 3,063,540 26,236,289 1,567,860 6,426,582 .0677 .2889 
1934 23,222,267 3,660,051 26,882,318 1,580,295 6,311,053 .0681 .29'16 

The revenue and travel by lines in 1933 and 1934 is shown by the following 

statement: 

1933 1934 
Line Fare Revenue Rev.par Far·e Revenue Rn.per 

Passengers Passenger Passengers Passenger 

Eoho Park Ave. 1,794,239 • 97,820 5.5¢' 1,773,667 $ 99,176 5.6¢' 
Edendale 2,141,358 118,165 5.5 2,107,992 116,445 5.5 
Hollywood Blvd. 5,956,223 395,871 6.6 6,942,300 399,019 6.7 
Hollywood(Subway) 2,967,149 222,139 7.6 3,064,9'74 232,097 7.6 
SantaMonica-Sherman 3,426,628 234,479 6.8 3,1517,'182 245,816 7.0 
Si-erra Vista 1,533,853 116,609 7.6 1,540,027 116,483 7.6 
Subway-Bev.Hills 1,104,267 76,700 6.9 1,084,290 76,517 7.0 
Watts-S. Pasadena 3,634,002 261,660 7.2 3,613,952 263,741 7.2 
Western-Franklin 615,030 44,617 ~ 677,283 42,002 ~ 

Total Rail 23,172,749 1,567,860 ~ 23,£2£,267 1,680,295 ....2.:..!! 
l!'lnery Park M. C. 41,031 3,636 8.9 39,184 3,452 8 . 8 
Annandale " " 54,700 3,509 ....§.d 61,190 4,176 ~ 

Total .Motor Coaoh 95,731 7,145 ~ 100,3'14 7,628 ~ 
Total 23.268.480 $.1,575.005 ~ 23.322.641 $1,587.923 ~ 

The average revenue per tare passenger is 6.8¢', varying from 6.5¢' on short 

lines such as Edendale and Echo Park lines to 7.6¢' on the longer lines, such as Hollywood 

rail line. During April ot 1928 the tare structure ot the local lines was revised from 

two zones of 5¢' and 10¢' to three zones of 5¢', 10, and 10¢' with a &i¢' ' ticket good between 

Zones 1 and 2. 
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The revenue and travel by lines for the year 1934 is shown graphically as 

follows: 

nEVENUE BY LINES - 1934 

Echo Park Av. • ••••••.•..•••. 

Ed.endale •........ · · ·• · · · · · · · 
Hollywood Blvd. • •••••••.•••• 
Hollywood- Subway •••••••••• 
Santa ;,ronica - Sher:nan •••.•• 
Sierra Vista ••.••••.•••.•••• 

I 

Beverly Hills- Subway •••••. 
Jatts- So. Pasadena •.••.••• 
Western- Franklin ••••••••••• 

Emery Park- ~otor Coach •••• 
Annandale- ~otor Coach ••••• 

Total 

I 

I 

100 200 300 

i.'HOU .SANDS OF DOLL." RS 

Per Passenger 

I 

I 
400 2 4 6 8 

CENTS 

An analysis of the travel shows that 28,962,131 passengers were carried in 

1934, of which 23,322,641, or so%, were fare passengers, 13% transfer passengers and 7% 

free passengers, as follows: 

Line 

Echo Park Ave. 
Edendale 
Hollywood Blvd. 
Hollywood -Subway 
San tal\loni ca -Sherman 
Sierra Vista 
Subway-Bev. Hills 
i·{a t t s- 3. Pasadena 
Neetern-:ii'ranklin 

Total rtail 

Emery Park .lli.C. 
Annandale 11 

Total ~otor Coach 

Total 

Percent 

Fare 

1,773,667 
2,107,992 
5,942,300 
3,064,974 
3, 517.782 
1,540,027 
1,084,290 
3,513,952 

677,283 

Transfer 

213,434 
490,013 
714,125 
470,280 
714,567 
186,-242 
181,950 
397,044 
292,396 

% of 
Fare 

12 .CJ1, 
23.2 
12.0 
15.3 
20.3 
12.1 
16.8 
11.3 
43.2 

Passengers 

Fare and 
Transfer 

1,987,101 
2,598,005 
6,656,425 
3,535,254 
4,232,349 
1,726,269 
1,266,240 
3,910,996 

969,679 

Free 

108,142 
246,334 
294,347 
152,656 
259,368 
182,559 

63,541 
579,333 
24,701 

6 .15~ 
11.7 
5.0 
5.0 
7.2 

11.9 
5.9 

16.5 
~ 

Total 

2,095,243 
2,844,339 
6,950,772 
3,687,910 
4,491,717 
1,908,828 
1,329,781 
4,490,329 

994,380 

23,222,267 3,660,051 15.8 26,882,318 1,910,981 ~ 28,793,299 

39,184 
61,190 

100,374 

45,994 117.4 
20,564 33.6 

66,558 66.3 

85,178 
81,754 

166,932 

40 .1 
1,860 3.0 

1 • 9 00 ...l.!.i 

85,218 
83,614 

168,832 

23,322,641 3,726,609 l6.Q% 27,049,250 1,912,881 8.2% 28,962,131 

80.5/o 12.97'o 

Of the rail lines entering the downtown district, the Edendale line has the 

hi ghest transfer ratio, or 23.~~ . Free passenger travel is heaviest on the Watts line. 
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A summary of Pacific Electric fares by classes made on iVednesday, June 20, 

1934, is as follows: 

5¥. Fare 
10¢' Fare 
15¢' Fare 
Other Fare 
&i¢'-Zone 1-Zone 2 Tickets 
10¢'-Zone 1-Crescent Jct.Tickets 
25¢' R.T.-~one 1-Zone 4-PERy 
25¢' R.T.-Zone 1-Zone 4-LAMC 
School Tickets-any 1 Zone 

" " -any 2 or 3 Zones 
" " -Subway & LaBrea 
11 

" -Joint PERy-LAMC 
11 

" -Other 
Employee Commutation 
Interurban Tickets 

Sub Total 
Transfers -PERy. 

n -LARy. 
" -LAMC. 

Total 

Cash 
Cou:Qon 

138 
32 

Cash Strip 
Ticket 

31,319 11 
22,246 141 

751 3 
4 3 

Total Percent 
of Total 

31,468 4l.o% 
22,419 29.2 

754 1.0 
7 

7,872 10.3 
206 .3 
300 .4 

11 
1,719 2.2 

162 .2 
119 .2 

20 
154 .2 

16 
185 .2 

65,412 85.2 
7,245 9.4 
2,349 3.1 
1,777 ~ 

76,783 lOO.a{o 

The Pacific Electric Railway's Los Angeles Local Zone Fare has an inner zone 

approximately 2t miles from downtown Los Angeles. Within this zone the fare is 5¢' with 

~ransfer to other Pacific Electric local lines within the zone. The second zone is 

103 

approximately 5 miles from the downtown area. Here again the fare within the zone is 5¢'. 

The fare from this zone to the inner zone is 10¢' or 16 tickets for $1.00 C&f¢'). The 

fare to the third zone is 10¢'. The third zone on the Hollywood lines embraces the 

Hollywood business center between Vermont and La Brea Avenues. the local fare of 6¢' being 

overlapped to Fairfax Avenue on the west. On the Watts line the zone extends fran 

Florence Avenue to Watts, and on the Sierra Vista line from Rose Hill Park to Sierra 

Vista. A 10¢' fare is effective from Zone 3 to Zones 1, 2, and 4, and 15¢', 20¢', and 25¢' 

fares to such zones where the trip is through Zone 1. Zone 4 includes the area fran 

La Brea Avenue to Doheney Drive, West Hollywood, also from Arroyo Verde Drive to Mission 

and Fair Oaks, South Pasadena. The fare from Zone 4 to Zone 1 is 15¢' one way, 25¢' round 

trip, and in the area between La Brea Avenue and Fairfax Avenue a lO-rida ticket is sold 

for il.OO. School rates are in effect. The inter-company ticket has already been dis

cussed. 

Free transportation is provided by the Pacific Electric Railway to certain 

public agencies and private individuals in conformity with the practice as outlined for 

the Los Angeles Railway. A repetition of that list is not necessary at this point. 

---oOo---
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SECTION E 

OPERATING REVE!lUES 

LvS ANGELES MOTOR COACH COMPANY 

The Los Angele s Motor Coach Company is a joint agency of the Los Angeles 

Railway Corporation and the Pacific Electric Railway Company organized for the purpose 

of supplying passenger transportation and service in the territory contiguous to the 

areas served exclusively by rail and motor coach lines of the two companies. The fol

lowing analysis of revenues deals with the entire earnings of the company before dis

tribution to parent companies. 

Year Passenger Index Revenue Index .nevenue Passenger 
Revenue Passengers Per .Hevenue 

Revenue Per Uoach 
.l:'assenger Mile 

1923 f 56,851.04 4.3 911,056 6.0 6.24¢' 17.66r/ 
1924 444,310.01 33.6 6,485,086 42.8 6.85 21.89 
1925 583,067.99 44.1 7,992,057 52.8 7.29 27.86 
1926 667,485.50 50.5 8,779,693 58.0 7.60 28.95 
1927 719,937.37 54.5 9,549, 867 63.0 7.55 30.73 
1928 1,065,702.25 80.7 12,981,509 85.7 8.21 32.08 
1929 1,481,519.68 112.1 17,092,329 112.8 8.67 34.80 
1930 1, 509 .. 131.14 114.2 17,504,305 115.5 8.62 33.77 
1931 1,424. 941.82 107.9 16,382,751 108.1 8.70 31.31 
1932 1,314,571. 77 99.5 14,897,328 98.3 8.82 25.27 
1933 1,253,559.47 94.9 14,258,468 94.1 8.79 23.83 
1934 1,321,088.02 100.0 15,149,096 100.0 8.72 24.45 
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The revenue is tha t included in Account No. 500, Passenger Revenue. Included 

wi th Revenu~ Passengers are Pacific Electric Railwa y and Los Angeles Railway transfers 

received for which settlement is made. It will be noted that 1930 was the peak year of 

rev enue and travel, decl i ni ng fran that year to 1933. Revenues and travel increased in 

1934 . Revenue per passenger ha s not varied greatly since 1928 when the Wilshire line 
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was transferred to the Los Angeles Motor Coach Company, but passenger revenue per coach 

mile has decreased materially since the peak in 1929, due to extensions of service. 

Operating Revenue by accounts in total and per coach mile during the past 

three years is rep orted as follows: 

In Cents :Per Coach Mile 
1932 1933 1934 l932 l933 1934 

0Eerating Revenues 

500 :Passenger Revenue .;?1,314,571.77 ;1;1,253,559.47 ;il,321,088.02 25.23¥ 23.79¢ 24.42¢ 
.13 .08 520 Advertising 2,928.65 6,962.03 4,229.21 .06 

522 Rent of Equipment 1, 233.23 1,459.69 1,794.18 ~ ~ ~ 

Total Revenue $1,318,733.65 $1,261,981.19 ~1,327 ,1-11.41 25.31¢ 23.95¢ 24.53¢ 

Account No. 522, Rent of Equipment, includes revenues received from rental of 

coaches for special services and parties. 

An analysis of Account No. 500, :Passenger Revenue, which is the principal ac

count, for the years 1933 and 1934 follows. This analysis shows the passengers carried, 

revenues and revenue per passenger for various classifications. 

Cash and Ticket 
School Tickets 
U.S. Government 
High School District 
Cash Excess 

Total Fare :Passengers 
L.A.Ry. Transfers Billed 
:P.E.Ry. " " 

Total Rev. :Passengers 
Free Transter Passengers 

Total 
Free :Passengers 

Total Passengers 
Leas L.A.Ry.Transfers .l:'d. 
" :P.E.Ry. " " 
" Refunds 

Total Deductions 

Nat Total 

Passengers 

10,962,706 
82,651 
5,597 

1933 1934 

Revenue Rev.:Per :Passengers 
Psgr. 

Revenue 

$1,228,202.34 11.20¢ 11,563,204 ~1,291,471.54 
3,350.45 4.05 78,501 2,466.36 

335.82 6.00 4,917 295.02 
961.35 1,057.47 

Rev.:Per 
:Psgr. 

11.17¥ 
3.14 
6.00 

__ ;:;,__ _____ ___,1~4~9:..:·..:::5~5 _ _::::__ ---=--- ____ ...,:6~8::.!':.!:3:.!:.9 ---

11,050,954 1,232,999.51 11.16 11,646,622 1,295,358.78 11.12 
2,416,239 120,432.12 4.98 2,699,545 135,351.11 5.01 

791,275 40,589.39 5.13 802,929 41,164.79 5.13 

14,258,468 1,394,021.02 9.78 15,149,096 1,471,874.68 9.72 
1,328,284 1,492,616 

15,586,752 1,394,021.02 8.94 16,641,712 1,471,874.68 8.84 
68,247 66,950 

15,654,999 1,394,021.02 8.90 16,708,662 1,471,874.68 8.81 
2,193,573 110,011.67 5,02 2,369,359 118,613.62 5.01 

596,357 30,182.92 5.06 631,262 31,905.27 5.05 
266.96 267.77 

2,789,930 140,461.55 5.03 3,000,621 150,786.66 5.03 

il,253,559.47 ~1,321,088.02 

The revenue per passenger, using the net total revenue related to the total 

Revenue Passengers, including Lo2 Angeles Railway and :Pacific Electric Railway transfers 

billed, was 8.79¢ in 1933 and 8.72¢ in 1934. The revenue per fare passenger in 1934 was 

11.12¢ prior to consideration of inter-company transactions and refunds. 

Inter-company transfers are settled on the basis of 5~ to the Los Angeles 
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Motor Coach Company; ~he remainder to either or both of the parent companies. 

Passengers carried during the year 1934 by lines, segregated as between 

revenue, free transfer, free and total passengers follows: 

Line Total 7;, l!'ree Free Free Total 
Revenue of Transfer Transfer Pass- Passengers 

Passengers Total Passengers Ratio angers Carried 

Hollywood-LongBeach-SanPedro 15,890 .10 'l9 15,969 
Wilshire Boulevard 4,963,480 32.'l'l 528,508 10.6% 12,418 5,504,406 
Sunset Boulevard 3,1'!9,318 20.99 245,031 'l.'l 23,660 3,448,009 
Western Avenue 3,036,45'! 20.04 193,969 6.4 14,3'!0 3,244,'!96 
Crenshaw-Vine-LaBrea 2,'!69,836 18.28 399,3'!9 14.4 .12,182 3,181,39'! 
Vermont-Glendale-Riverside 592,803 3.91 50,442 8.5 2,72'l 645,9'!2 
Silverlake-H:ferion-Talmadge 369,291 2.44 13,3'!9 3.6 860 383,530 
Olympia Blvd. From 4/8/34) 1'!5,863 1.16 61,908 35.2 654 238,425 
Schools 46,158 .31 46,158 

Total 15,149,096 100.00 1,492,616 9.9% 66,950 16,708,662 
Percent 90.6'l 8.93 .40 100.~ 

'l'he revenue passengers carried in 1934 set up by linea to show revenue trans-

fers billed as distinguished from fare passengers follows: 

Line Fare Revenue Revenue Total Revenue 
Passengers Transfers Transfers Revenue Trans,fer 

Billed LAR;y: Billed PER;y: Passengers Ratio 

Hollywood-Long Beach-San Pedro 14,430 1,460 15,890 10.1% 
Wilshire Boulevard 4,394,339 528,692 40,449 4,963,480 12.9 
Sunset Boulevard 2,6'l4,39'l 421,295 83,626 3,1'!9 ,318 18.9 
Western Avenue 1,'!69,066 931,626 335 '765 3,036,45'! '!1.6 
Crenshaw-Vine-LaBrea 2,023,843 588,276 15'l '717 2,769,836 36.9 
Vermont-Glendale-Riverside 356,168 161,569 85,066 692,803 66.4 
Silverlake-Hyperion-Talmadge 223,835 47,228 98,228 369,291 65.0 
Olympia Boulevard 144,386 30,859 618 175,863 21.8 
Schools 46,158 46,168 ---

Total 11,646,622 2,699,545 802,929 15,149,096 30.1~ 

J.n analysis by lines of passenger revenue and revenue per fare passenger shows 

the following result for the years 1933 and 1934. 

Hollywood-LongBeaoh-SanPedro i 
Wilshire Boulevard 
Sunset Boulevard 
Western Avenue 
Crenshaw-Vine-LaBrea 
Vermont-Glendale-Riverside 
Silverlake-Hyperion-Glendale 
Olympia Blvd. (7rom 4/8/34) 
Crescent Hgts. ITo 1/28/33) 
Riverside Dr. (To 4/27/33) 
School Lines 

Passenger 
Revenue 

1933 

5,799.67 
546,672.86 
271,117.33 
176,054.91 
185,490.76 

26,613.06 
17,008.47 

188.70 
2,205.03 
2,848.73 

1934 

:;p 5,334.46 
568,006.77 
278,343.57 
176,924.91 
202,404.61 
31,726.72 
17,673.77 
12,270.01 

2,673.97 

Sub Total 
L.A.Ry.Transfers Billed 

$1,232,999.51 ~1,296,358.78 
120,432.12 135,351.11 

P.E.Ry. " " 40,589.39 41,164.79 
110,011.67 118,613.62 

30,182.92 31,905.27 
Less L.A.Ry.Transfers .!:'aid 
Less P.E.Ry. " " 
Less Refunds __ ....;:.2 6:..:6::...:.'""9~6 26 7 • 77 

Total il ,253,569.47 '1, 321,088.02 

Revenue .l:'er 
Fare Passenger 

1933 12M 
38.92¢' 36.97¢' 
12.92 12.93 
10.38 10.41 
10.00 10.00 
10.00 10.00 
08.89 08.91 
08.01 07.90 

08.50 
13.57 
09.31 
05.56 05.79 

11.16¢' 11.12¢' 

Total Passenger 
Pick-up Per Mile 

~ 1934 

.1 
2.9 
3.4 
4.0 
_3.0 
1.9 
1.2 

.7 
2.3 
5.4 

3.0 

.1 
3.1 
3.5 
4.1 
3.3 
2.3 
1.3 
1.3 

3.1 



CHAPTER X 

OPERATING EXPENSES 

Analysis o! operating expenses !or the three companies has been set up nnder 

the following sections: 

~. Loa Angeles Railway - System 
B. Loa Angeles Railway - Rail Division 
c. Los Angeles Railway - Motor Coach Division 
D. Pacific Electric Railway - Local Lines 
E. Loa Angeles Motor Coach Company 

SEOTICii .l 

OPERATING EXPENSES 

LOS ANGELES RAILWAY CORPORATION 

SYSTEM 

Operating expenses are such expenses as are necessary to the maintenance and 

operation o! the property need in transportation service, the rendering o! service and 
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the collection o! revenues in connection therewith. The Los Angeles Railway Corporation 

system o! acoonnting for operating expenses as reflected by the Income and Profit and Loss 

Statement includes the Rail Division, Motor Coach Division, and one-half the Loa Angeles 

Motor Coach Company. For the year ending December 31, 1934, the total expenses amounted 

to $7,842,441.03, exclusive of depreciation, which latter amounted to $1,433,217.11, 

totaling ~9,275,658.14. The following summary shows operating expenses for the year end

ing December 31, 1934, by accounting groupe broken down between Rail Division, Motor Coach 

Division, and Loa Angeles Motor Coach Company. 

Motor Share 
Rail Coach of Total 

Division L.A.M.C. Co. 

Way and Structures i 506,408.19 $ $ $ 506,408 . 19 
Equipment 615,048.18 214,509.94 107,775.45 937,333.57 
Power 776,626.16 776 , 626.16 
Conducting Transportation 3,407,232.86 532,733.13 309,783.49 4,249,749.47 
Traffic 60,573.12 527.27 268.24 61,368.63 
General & Miscellaneous 1,142,481.93 102,227.78 74,900.65 1,319,610.37 

Total Excl. Depreciation 6,508,370.44 849,998.12 492,727.83 7,851,096.39 
Depreciation 1,306,258.08 86,599.86 40,359.17 1,433,217.11 

Total Incl. Depreciation 7,814,628.52 936,597.98 533,087.00 9,284,313.50 
Inter Company Eliminations ( 110.<56) (8,545.30) (8,655.36) 

Total $7,814,628.52 $936,487.92 $524 I 541, 70 ~9,275,658.14 

Percent 84.25'% 10.10% 5.65'/o lOO.OCJ% 

~is section of the report will deal with the Los Angeles Railway Corporation, 

Bail division and Motor Coach Division only, the Los Angeles Motor Coach Company being 

discussed in its entirety later in this chapter. 
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SECTION B 

LOS ANGELES RAILWAY 

RAIL DIVISION 

Operating expenses charged to Rail Division of the Los Angeles Railway are 

shown by the following chart by years from 1920 to 1934. For each year the chart shows 
the charges by major accounting groups with depreciation of iVay and Structures and Equip

ment grouped separately. 

Expenses for the rail operations increased from ~7,246,683 in 1920 to $8,232,577 
in 1921, decreasing about ~600,000 in 1922, followed by a rapid increase to ~9,770,789 
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in 1926, from which figure it did not vary greatly until 1930 when another decline 

started, bringing the figure down from $9,636,341.10 in that year to $7,046,146.97 in 

1933, a deorease of 26%. Expense in 1934 increased about $800,000 over the year 1933, 

the increase being in large part due to the expense in connection with the strike which 

commenced in the latter part of 1934. There was also a general increase in wage and 

salary rates in 1934 affecting all employees other than the general officers. The major 

part of the increase fell in the conducting transportation group. OVer the period of 

fifteen years, conducting transportation and general and miscellaneous groupe show the 

greatest fluctuation, and inasmuch as the two groups combined represent 58.8% of the 

total expense, the trend of the total operating expenses follows to a large extent that 

of these two groups. The relative magnitudes of the various accounting groups is as 

follows for the year 1934, together with average for the period of fifteen years. 

Amount Percent 
1934 I9~o to !934 

Way and Structures $1,313,194 16.8% 15.2% 
Equipment 1,114,520 14.3 14 . 7 
Power 776,626 9.9 11.0 
Conducting Transportation 3,407,233 43.6 46.2 
Traffio 60,573 .8 .3 
General & Miscellaneous 1.142.482 14.6 12.6 

Total $7,814,628 lOO.<J% lOO.CY{o 

After excluding depreciation the percentages in the above summary become as 

follows: 

Way and Structures 
Equipment 
Power 
Conducting Transportation 
Traffic 
General & Miscellaneous 

Sub Total 
Depreciation 

Total 

Amount 

t 606,406 
615,048 
776,626 

3,407,233 
60,673 

1,142,482 

6,508,3'10 
1.306.258 

$7,814,628 

:Percent 
!934 !920 to !934 

7 .a% 
9.6 

11.9 
62.4 

.8 
1'1.6 

lOO.o% 

'l.~ 
10.9 
12.7 
63.6 

.4 
~ 

lOO.Q% 

Deduction of depreciation from the above figures results in a decrease of Way 

and Structures from 15% of the total to a%. and Equipment from 15% to 11%, increasing 

Conducting Transportation to 53.6% as against *6%. For the first six months of 1936 

there has been an increase in total operating expense over the corresponding si~ months 

of 1934 of 14%. This increase is mainly in expense of Conducting Transportation, whicb 

was 11~ greater than for 1934 and 24% less than for the corresponding period in 1929. 

This condition was partially due to strike activities which did not become quiet until 



110 OPERATING EXPENSES 

after several months of 1936 had elapsed. 

GROUP I - WAY AND STRUCTURES 

Accounts classified under the Way and Structures g~oup are those to which are 

charged costa in connection with maintaining track and roadway, bridges, buildings, 

fencing, paving, signs, poles, trolleys, feeders, bonding, etc., including labor, 

material and depreciation. 

The ·following chart shows the relative magnitude of charges for (a) Superin

tendence, (b) Operation and Maintenance, and (c) Depreciation,over a period of fifteen 

years. Depreciation has averaged 64.8% of the total group and is higher in the years 

1932, 1933 and 1934 than in previous years. Of the:expense, exclusive of Depreciation, 

Superintendence makes up about 12%, and has not varied appreciably in amount over the 

periOd, although the ratio has varied from 8.9fo in 1921 to 13.2% in 1934. 

MAINTENANCE OF WAY AND STRUCTURES 
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Charges to primary accounts other than depreciation show. a high point in 1926 

of over $800,000 for that year. The expense decreased rapidly in 1927 and 1928, then 

decreased gradually to 1934, where the 1922 and 1923 level of about $600,000 annually 

was reached. The major fluctuations were affected mainly by Track and Roadway Labor 

and Paving costa. 

The following table shows annual charges to accounts in this group by primary 

accounts for the years 1931 to 1934, inclusive. 
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iia"l_ and Structures 

Aoot. Percent of 
L: 0. 1931 1932 1933 1934 Total .sxp . 

1 Superintendenc e ' 77,755 ~ 70,988 ~ 66,920 ... 66,692 l. O~o ~ "' 2 Ballast 395 2,031 2,035 1,781 . 03 
3 Ties 7,524 17,941 23,895 14,950 . 23 
4 ~ails 309 264 782 810 . 01 
5 ~ail Fast' ga .& Jta. 4,453 6, 385 6,655 5,107 . 08 
6 Special i'iork 8,706 7,423 13,292 8,824 .14 
8 Track & Roadway Labor 197, 008 207,945 200,491 190,116 2.91 
9 Misc. ':'rack .h."'xpense 25,074 23,020 18,776 17.944 .28 

10 Paving 97,843 113,646 80,155 63,621 .98 
11 Cleaning & Sanding Track 35,475 32,534 29.719 32,970 .51 
15 Bridges.~rea.& Culverts 1,590 1,088 401 435 
16 Crossings,Fenoes & Signa 2,516 1,926 970 2,731 . 04 
17 Signals (... Interlockers 129 154 116 187 
18 Teleph.&: Telegr. Linea 5,238 3,905 3,190 4,283 .07 
19 !.lise. ·.vay Expense 5,412 3,992 8,277 3,654 .06 
20 Poles & Fixtures 12 '668 13.330 12,555 12,704 .20 
22 Distribution Sys tem 65,894 61,710 46,003 45.785 .70 
23 .!.lise. Elec. Line Exp. 6,585 5,586 4,477 5,594 . 09 
24 Bldgs. ,Fixt.& Grounds 45,538 35,132 39,034 28,220 ~ 

Sub Total 600,112 609,000 557.743 506,408 7.7ff;~ 
Depreciation 771,918 805,353 808,548 806,786 

Total ~1.372,030 il,414,353 iil,366,291 i,i l,313,194 

*E:xclusi ve of Depreciation 

Comparative figures showing by years the cost per car hour, per oar mile, and 

per mile of equivalent single track operated, percent of total expense, and percent of 

1920, are shown below, excluding depreciation. 

Wa~ and Structures 

Index Percent Cost per Cost per Coat per 
Year Amount 1920 -100 of Car Car 1J.ile of 

Total Mile Hour Track 

1920 ~3'75,551.18 lO()J; 5. 76 ;~ 1.2531f 12.574¢ ;p 961.40 
1921 586,889.04 156 8.02 1.952 18.937 1,525.93 
1922 504,470.18 134 7.59 1.712 16.500 1, 311. 71 
1923 508,473.52 135 6.55 1.598 15.314 1,284.19 
1924 5'73,518.92 153 6.97 1.733 16.524 1,444.45 
1925 703,976.29 18'7 8.28 2.162 20.'751 1,754.24 
1926 826,549.39 220 9.69 2.568 25.007 2,054.71 
1927 759,553.93 202 8.97 2.387 23.544 1,867.56 
1928 646,946.90 172 7.79 2.052 20.270 1,597.16 
1929 658,325.59 175 7.82 1.995 20.404 1,640.16 
1930 631,816.72 168 7.68 2.073 21.705 1,573.92 
1931 600,112.19 160 7.53 2.061 21.937 1,479.71 
1932 609,000 .47 162 9.18 2.285 25.117 1,504.22 
1933 557,743.00 149 9.74 2.112 23:259 1,379 . 83 
1934 506,408.19 135 7.78 1.842 20.201 1 ,254 . 82 

Account ;.;o. 1 - Superintendence 

This account includes salaries and expenses of the ~gineer and his assistants 

directly in charge of maintenance of way and structures and a portion of salaries and 

expenses of the General ~gineering Office. As of July 31, 1935, the maintenance of 

111 
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Way and Structures organization was as follows: 

1 Engineer of Way and Structures 
1 Chief Clerk 
1 Supervisor of Way 
1 Asst. Supervisor of way 
1 Supervisor of nuildings and Bridges 
1 Assistant Engineer 
1 Chief of Party 
7 Other Employees 

For the year 1934 this account was charged with $66,691.70, or 13.17% of the 

total group. In 1920 ~46,896.59 was charged, which was 12.2% of the group total, and 

in 1929, $78,906.41 was charged, or 12.o% of the total. The highest annual charge to 

the account was $88,530.08 in 1925. 

SUPERINTENDENCE OF WAY & STRUCTURES 
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SuEerintendence 

Percent Cost Cost Cost(a) 
Year Amount Index Group Total per Car per Car per 

1920. 100 ~ense Mile Hour $100 

1920 $46,895.59 lOCJ% 12 .2'}{, • 70{{, .153¢' 1. 537¢' $13.92 
1921 51,913.28 113 8.9 .71 .173 1.675 9.70 
1922 61,890.80 113 10.3 .78 .176 1.697 11.47 
1923 62,584.31 136 12.3 .so .197 1.885 14.04 
1924 62,745.'7'7 13'7 10.9 .76 .190 1.808 12.28 
1925 88,530.08 193 12.6 1.04 .2'72 2.610 14.38 
1926 81,238.'76 177 9.8 .95 .252 2.458 10.90 
1927 83, '761.22 183 11.0 .99 .263 2. 596 12.39 
1928 83,065.08 181 12.8 1.00 .263 2. 603 14.'73 
1929 '78,906.41 172 12.0 .94 .239 2.446 13.62 
1930 83,968.68 183 13.3 1.02 .275 2.885 15.33 
1931 7'7,'754.94 169 13.0 .98 .267 2.842 14.89 
1932 70,98'7.54 155 11.7 1.07 .266 2.928 13.19 
1933 66,920.0'7 146 12.0 1.1'7 .253 2.791 13.63 
1934 66 ,691.'70 145 13.2 1.02 .243 2.660 15.1'7 

(a) Coat of Superintendence per ;flOO of Way and Structures expense exclusive of 
depreciation. 

Account ~l o. 8 - Track and :rt oadway Labor 

Charges to this account represent labor, of placing ballast, unloading and 

distributing ballast , re-laying ties, repai r ing and re-laying rails, fastenings and 

joints, special work, and all other track and roadway labor not properly chargeable to 

other accounts. This account is the most important of the Way and Structures Group 
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representing 37.5~:~,and 2.9,o of total operating expense for the year 1934, these percents 

having increased steadily from 25.2'1~ and 1.57~. respectively, in 1920. The following 

chart shows the annual charges to the account over a fifteen year period of 1920 to 1934 

inclusive. The charges have fluctuated somewhat, the peak havin g been ranched in 1927, 

followed by a smaller peak in 1929 and a decrease of about ~40,000 in 1930, rising 

gradually about ~15,000 from 1930 to 1932, then dropping off to the 1930 level in 1934. 

The trend of charges to this account for the years 1930 to 1934 has not followed that of 

most other accounts in that there was an increase from 1930 to 1932 and the year 1934 

shows a decrease over the year 1933. In 1930, the maintenance program was reduced and 

in spite of a 8.f; increase in wages, the cost was considerably below that for 1929. In 

1932 there was a 1~~ reduction in labor rates, but an increase in over-all expense, as 

considerable work was done during that year. During 1934 there was a ~~ increase in 

wage rates. The rate at present in effect for track labor is 36¢' per hour. 

AOOOUBT NO. 8 
~CK AND ROADWAY LABOR 

0 ri 
t<) t<) 
()\ ()\ 

r-1 r-1 

Track and Roadway Labor 

Year Amount Index Percent Cost per Cost per 
1920 = 100 Group Total Car Mile Track .Mile 

1920 $ 94,646.99 100/o 26.2% 1.4!5% .316¢' $242.29 
1921 171,635.41 181 29.2 2.35 .571 446.26 
1922 160,900.32 170 31.9 2.43 .546 418.37 
1923 143,285.16 151 28.2 1.84 .450 361.88 
1924 144,203.49 152 25.1 1.75 .436 363.19 
1925 186,102.41 197 26.4 2.19 .571 463.75 
1926 246,538.77 260 29.8 2.89 .766 612.87 
1927 250,560.89 265 33.0 2.95 .788 516.31 
1928 214,584.53 227 33.2 2.59 .581 529.76 
19"29 234,358.74 248 35.6 2.78 .710 583.88 
1930 192,348.81 203 30.5 2.34 .631 479.16 
1931 197,007.50 208 32.8 2.48 .576 485.77 
1932 207,944.51 220 34.1 3.14 .780 513.52 
1933 200,490.85 212 36.0 3.50 .759 495.01 
1934 190,115.91 201 37.5 2.91 .692 471.09 

113 
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Ace ount No. 9 - :Miscellaneous Track and Roadway Expense 

This account includes cost of roadway tools and incidental expenses that are 

not properly chargeable to any other accounts covering track and roadway maintenance. The 

account is credited with materials removed. Minimum and maximum years were as follows: 

Percent Of Cost per 
Year Amount Group Total 5}ar Mile 

Minimum 1920 jpl3,475.35 3.59% 0.21% 0.0449¢' 
Ma.ximlllll 1923 30,674.67 6.03 0.40 0.0964 

1934 17,944.18 3.54 0.28 0.0653 

The trend of this account follows closely that of Account No. 8, as the chargee 

to one are somewhat in direct proportion to those of the other. 

Account No. 10 - Paving 

To this account are charged costs in connection with labor and material used 

in repairing pavi ng, hauling and distributing material and removing old material. Cost 

of tearing up and replaci ng paving in connection with repairs is also charged to this 

account as well as maintenance of paving adjacent to company tracks. 

0) ,.. 
al 150 
r-1 
r-1 
0 100 A 

'E 50 al 
0) 

~ 
0 0 IS 0 r-1 <;\) l<l ~ 

<;\) <;\) <;\) <;\) <;\) 

en en en en en 
r-1 r-1 r-1 r-1 r-1 

Year Alllount Index 
1920. 100 

1920 $ 50,135.79 lOa)~ 
1921 66,194.55 132 
1922 71,824.75 143 
1923 69,207.64 138 
1924 60,306.84 120 
1925 84,254.46 168 
192 6 144,807.42 289 
1927 128, 62 7.14 257 
1928 103,634.47 207 
1929 79,784.46 159 
1930 99,216.48 198 
1931 97,842.59 195 
19 32 113,646.15 227 
19 33 80,155.25 160 
1934 63,620.67 127 

PAVI~lG 

Account i!o .lO 

lQ <0 "'" Cl) 

<;\) <;\) <;\) <;\) 

"' en "' "' r-1 r-1 r-1 r-1 

Paving 

Percent 
Group 

13.4'% 
11.3 
14.2 
13.6 
10.5 
12.0 
17.5 
16.9 
16.0 
12.1 
15.7 
16.3 
18.7 
14.4 
12.6 

en 0 r-1 
<;\) t<) t<) 

en en en 
r-1 r-1 r-1 

Of Cost per 
Total Car Mile 

• 7'0; .167¢ 
.90 .220 

1.08 .244 
.89 .218 
.73 .182 
.99 .259 

1.70 .450 
1.52 .404 
1.25 .329 

.95 .242 
1.21 .325 
1.23 .336 
1. 71 .426 
1.40 .304 

.98 .231 

Cost per 
Track Mile 

$128.35 
172.11 
186.76 
174.79 
151.89 
209.96 
359.98 
316.26 
255.85 
198.78 
247.16 
241.25 
280.70 
198.30 
157.64 
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In 1926 the peak was reached, followed by a decrease to 192Y, then a slight 

increase to 1932, after wnich there was a decline to 1934. During 1930, 1931, and 1932 

115 

considerable work was beir.g done resulting in the increased cost during those years. In 

1933 a cheaper paving material was developed and put into use b~· the c anpany which re

sulted in about a ~~ decrease ~n cost, which brought the total charges to this account 

down during 1933 and 1934 in spite of the wage increase in 1934. However, the City of 

Los Angeles has informed the company that the oil macadam now being used does not conform 

with city specifications and will have to be discontinued. 

Account No. 11 - Cleaning and Sanding ~rack 

This account includes cost of labor and material used in oiling roadway; 

cleaning, greasing, and sanding tracks; cost of sand, hauling, handling, and distributing 

thereof; and brooms, tools, etc., used incident to the work. 

Minimum 
Maxi mUll 

1934 

Year 

1920 
1925 

Amount 

.,?28,539.79 
41,484.09 
32,970.38 

Account No. 22 -Distribution System 

Percent Of 
Group Total 

7. 60j& 
5.89 
6.51 

0.44)~ 
0.49 
0.51 

Cost per 
Car i.iile 

0.0952¢' 
0.1274 
0.1199 

This account includes the cost of labor and material used in repairing, over-

head and underground low tension feeders from sub stations, including insulators and con

nections; track bonding including bonds, cost of punching or drilHng rail, and testing 

for defective bonding; and overhead trolley including wire and all appurtenances. 

In magnitude of charges, this account is fourth in i.mportance of the Nay and 

Structures group. It will be seen from the chart that the trend of charges to this ac

count has been from ~67,579.28 in 1920 up to ~97,849.24 in 1926, from where it leveled 

off with a slight decrease in 1927, then decreased more rapidly to a low in 1934 of 

i46,785.09. Charges are coEposed of approximately so-% labor and 205b material. 
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The trend of cost per car mile, as shown on the foregoing chart, dropped during 

the years 1922 and 1923, rising again to a peak in 1926, dropping off in 1927 and 1928, 

followed by a small increase in 1929 and to a general decline from that year to 1934. 

During 1929 there were 100 employees in the overhead maintenance crews, decreasing to 87 

in 1930, 79 in 1931, 69 in 1932, 61 in 1933, and 60 in 1934 and 1935. In addition to 

this reduction in personnel, there was a reduction in rates during 1932 which contributed 

to the large decrease in expense in 1933. 

Year A11ount Index Percent Cost per Cost per 
1920 = 100 Group Total Car Mile Track Mile 

1920 $67,579.28 100% 18.0% 1.045~ • 225¢' $173.00 
1921 76,831.66 114 13.1 1.05 .256 199.77 
1922 58,130.36 86 11.5 .87 .197 151.15 
1923 57,620.46 85 11.3 .74 .181 145.52 
1924 75,299.66 111 13.1 .92 .228 189.65 
1925 97,849.24 145 13.9 1.15 .300 243.83 
1926 96,948.69 143 11.7 1.14 .301 241.00 
1927 89,763.19 133 11.8 1.06 .282 220.71 
1928 70,919.18 105 11.0 .85 .225 175.08 
1929 77,370.:31 114 11.8 .92 .234 192.76 
1930 70,858.28 105 11.2 .86 .232 176.51 
1931 65,893.73 98 11.0 .83 .226 162.48 
1932 61,709.86 91 10.1 .93 .231 152.42 
1933 46,003.28 68 8.3 .80 .174 113.81 
1934 45,785.09 68 9.0 .70 .167 113.45 

GROUP II - EQUIPMENT 

This group of accounts is used for accu11ulating the charges arising through 

maintenance of equip11ent including rolling stock; shop, service, and miscellaneous equip

ment; and superintendence in connection with such 11aintenance. 

The accompanying chart shows in graphic form the charges by various accounts 

and for depreciation over a period of years from 1920 to 1934, inclusive. It will be 

noted that depreciation makes up an average of 36.~~ of the total equipment expense over 

MAINTENANCE CTh, E~UIPM.b:NT 
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the fifteen years, ranging from 27.6;~ in 1920 to 44.8% in 1934. Depreciation charges on 

equipment have increased from $243,604.24 in 1920 to t499,472.08 in 1934, or 105%, and 

such charges have not varied greatly since 1925. Of the remaining expense after deduc

tion of depreciation, passenger and combination cars make up 54.5% for 1934. 

The following table shows by years from 1920 to 1934 the charges to the equip-

ment group of accounts, exclusive of depreciation, their percent of total expense . ratio 

to 1920, cost per oar hour, cost per oar mile, and cost per car. 

Year 

1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Amount 

!i 638,382.55 
755,271.20 
521,493.25 
566,746.17 
901,264.52 

1,173,515.49 
1,197,327.25 
1,130,587.03 

990,453.71 
980,794.86 
902,280.05 
842,437.89 
658,241.24 
517,053.92 
615,048.18 

Percent Index 
of Total 1920 = 100 

9.8o% 
10.33 

7.85 
7.31 

10.95 
13.81 
14.04 
13.36 
11.93 
11.64 
10.97 
10.58 

9.91 
9.03 
9.45 

1000,6 
118 

82 
89 

141 
184 
188 
177 
155 
154 
141 
132 
103 

81 
96 

Cost per 
Car Mile 

2 .129¢' 
2.512 
1.770 
1.781 
2.724 
3.604 
3.720 
3.553 
3.141 
2. 972 
2.960 
2.893 
2.469 
1.958 
2.237 

Cost per 
Car Hour 

21.374¢' 
24.370 
17.057 
17.069 
25.967 
34.592 
36.225 
35.045 
31.032 
30.398 
30.997 
30.795 
27.148 
21.563 
24.535 

Cost per Car 
in Service 

~ 699.98 
785.11 
515.31 
526.23 
738.74 
944.10 

1,053.06 
1,146.64 

990.45 
98\).79 
949.77 
941.27 
907.92 
713.18 
793.61 

The chart shows a rapid increase in annual charges to maintenance of equip

ment group of acoounte froz 1922 to 1926, then a gradual decrease to 1931, followed 

by a more rapid decrease in 1932 and 1933, and an increase in 1934. The gradual decrease 

fran 1926 to 1931 was in part a result of a new systam of periodic inspection of the 

equipment. In 1932 and 1933 the total number of employees was decreased and wages were 

out, and as a result the systematic program of equipment inspection and repair was inter

rupted, resulting in deferred maintenance during those two years. The increase in 1934 

was due to the restoration of part of the wage cut and the picking up of some deferred 

ma.intenano e. 

Maintenance of Equipment 

Aoot. Percent of 
No. 1931 1932 1933 1934 Total Exp. * 
29 Superintendence $ 96,601 $ 82,698 $ 73,647 $ 80,928 1.24% 
30 Passenger Cars 4157,234 343,086 264,123 335,239 5.16 
32 Service Equipment 7,268 10,352 2,386 1,757 .03 
33 Eleot.Equip.of Cars 176,092 136,076 105,343 119,939 1.84 
36 Shop Equipment 9,263 10,420 7,502 7,449 .11 
37 Shop Expense 60,587 56,346 46,486 63,432 .82 
38 Vehicles 26,229 18,690 17,567 16,274 .25 
39 Uiso.Equip.Expense 28 10 30 
41 Equipment Retired 164 546 

Sub Total 842,438 658,241 517,054 615,048 9.45 
40 Depr eoia ti on 539,046 512,204 509,435 499,472 

Total $1,381,484 $1,170,445 $1,026,489 ~1,114,520 

* Excluding depreciation. 
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In 1925 a new system of cost analysis was instituted and a definite program 

of servicing oars was established under a manual of operation which materially reduced 

the annual charges to the equipment group of operating expense accounts. All oars in 

service are given a safety inspection every night when brought into the· barns, which 

oovere brake shoes, brake rigging, wheel flanges, motor gearoase and truck bolts. The 

regular inspection of cars and equipment is made on a service hour basis, the three 

major types of inspections being classified as "A", "B", and "C". Cars having "K" type 

control are given "A" inspection every 80 hours, "B" inspection every 960 hours, and "C" 

inspection every 1920 hours. Cars with "MU"' type of control are given inspection "A" 

every 120 hours, inspection "B" every 960 hours, and inspection "C" every 1920 hours. No 

oar is allowed to go into service until an "A" inspection is m&de if 30 days have elapsed 

since it was inspected regardless of whether it has been in operation or not. 

An "A" inspection is always given a oar that comes from the shop after being 

overhauled. Inspection "A" consists of cleaning the outside of compressor and inspect

ing it for air and oil leaks; draining reservoirs to remove all accumulated water and 

oil, inspecting motor brushes to see if any are worn, stuck tight, or broken; seeing 

that brush holders and terminals are tight; testing the brush spring tension; examining 

the commutator for loose bars, flat spots or blisters; cleaning the string band if nec

essary; examining compressor for proper lubrication, inspecting motor leads for worn, 

·chafed or broken; inspecting suspension brackets and tightening if necessary; examining 

insulator hose and couplings for leaks and defeats; seeing that there are extra fuses 

in their proper place; and testing compressor snap switch and inspecting operation of 

compressor. 

Inspection "B" oonBists of the same operations as Inspection "A", in addition 

to Which the motors are blown out with compressed air and all brush holder insulators 

cleaned; compressor motor string bands are wiped off and shellaced, all hair strainers 

are cleaned and a test.made of the time necessary to obtain maximum pressure in the air 

system. 

Inspection "0" covers the same operations as inspection "B", 1n addition to 

which no further operations are made except to change the compressors every third "C" 

inspection. 

In addition to these inspections all oars are taken in for a general overhaul 

at about 120,000 miles, at which time they are painted. This would run somewhere near 

every three years. However, the general overhaul has been deferred in recent years. 

Account No. 29 - Superintendence 

To this aooount are charged the salaries and expenses of the superintendent of 

equipment, general foreman of shops, superintendent of electrical repairs, mechanical en

gineer, draftsman, clerks and all shop foremen and men engaged in a supervisory capacity. 
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ACCOUNT NO. 29 
SUPERill TKN:pENCE OF EQUI.PMENT 

0 ...... co O' 
C\1 C\1 C\1 C\) 

"' 0'1 0'1 "' ...... ...... ...... ...... 

The account is charged with 40% of the salary and expenses of the general 

foreman of car houses, the division foreman, and office clerks. Office supplies, office 

furniture and equipment, repairs of the offices at the South Park shops and car house 

(used by mechanical department) are charged to this account. The cost of supervision 

over the fifteen years from 1920 to 1934, inclusive, as well as percent of 1920, percent 

of group, and unit cost data are as follows: 

SuEerintendence 

Cost Cost Cost per Cost 
Year Amount Index Percent per Car per Car Car in per 

1920 = 100 Group Total .Mile Hour Service $100(a) 

1920 $ 41,050.74 lOOJh 6.4% • 6:3{{, .137¢ 1.374</. $ 45.01 $ 6.87 
1921 50,451.72 123 6.7 .69 .168 1.628 62.44 7.16 
1922 56,587.67 138 10.9 .85 .192 1.851 55.92 12.17 
1923 61,751.30 150 10.9 .80 .194 1.860 57.34 12.23 
1924 60,284.67 147 6.7 .73 .182 1.737 49.41 7.17 
1925 93,223.46 227 7.9 1.10 .286 2.748 75.00 8.63 
1926 95,350.89 232 8.0 1.12 .296 2.885 83.86 8.65 
1927 98,239.17 239 8.7 1.16 .309 3.045 99.63 9.52 
1928 105,767.26 258 10.7 1.27 .335 3.314 105.77 11.96 
1929 107,956.84 263 11.0 1.28 .327 3.346 107.96 12.37 
1930 102,627.40 250 11.4 1.25 .337 3.526 108.03 12.83 
1931 96,601.10 235 11.5 1.21 .332 3.531 107.93 12.96 
1932 82,698.03 201 12.6 1.25 .310 3.411 114.07 14.37 
1933 73,64'1.41 179 14.2 1.29 .279 3.071 101.58 16.61 
1934 80,928.10 197 13.2 1.24 .294 3.228 104.42 16.15 

(a) Cost of Superintendence per $100 of Equipment Expense exclusive of Depreciation. 

The annual charges have ranged between a minimum of $41,050.74 in 1920 to a 

maximum of ~107,956.84 in 1929, decreasing to $73,647.41 in 1933, and increasing about 

$'1,000 in 1934. The first six months of 1935 show an increase over the same period in 

1934 of 7%. 
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Account No. 30 - Passenger and Combination Cars 

This is the most important of the equipment group of accounts, representing 

about 65% of the total group. The following table shows the annual charges to the ac

count by years from 1920 to 1934, inclusive; percent of 1920, group and total expense; 

and coat data. 

Year 

1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

0 

Amount 

0 
()2 
0\ 
r-1 

$351,487.31 
433,833.76 
266,749.98 
288,980.85 
579,782.94 
729,759.38 
761,989.92 
659,520.09 
661,884.91 
661,098.04 
502,718.87 
467,233.84 
343,086.40 
264,122.53 
336,239.32 

PASSENGER AND COMBINATION CARS 

r-1 
()2 
0\ 
r-1 

Passenger 

Index 
1920 •100 

lOCJ% 
123 

76 
82 

165 
208 
217 
188 
160 
160 
143 
133 

98 
76 
95 

and Combination Cars 

Cost 
Percent per Car 

Group Total JoUle 

66.1~ 6.39'% l.l72!i 
67.4 5.93 1.443 
51.2 4.02 .906 
51.0 3.72 .908 
64.3 7.06 1.752 
62.2 8.59 2.241 
63.6 8.93 2.368 
68.3 7.79 2.073 
66.7 6.77 1.782 
57.2 6.66 1.701 
55.7 6.11 1.649 
65.6 6.87 1.604 
52.1 5.16 1.287 
51.1 4.61 1.000 
54.5 5.16 1.219 

Account No. 33 - Electric Equipment of Cars 

Cost Cost per 
per Car Car in 

Hour Service 

ll.769!i $385.40 
13.999 450.97 

8.725 263.59 
8.703 268.32 

16.704 476.23 
21.512 587.10 
23.064 670.18 
20.443 668.88 
17.605 561.88 
17.390 561.10 
17.270 529.18 
17.079 522.06 
14.150 473.22 
11.015 364.31 
13.373 432.57 

To this aooount are charged the costs in connection with repairing the eleotrio 

motive equipment and wiring of passenger and service oars. This account is second in 

importance of the group and the trend of annual charges has followed closely that of 

Account No. 30. The following table and chart show data for this account from 1920 to 

1934, inclusive. 
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ELECTRIC EQU !FlviEl~ T OF CAR S 

1 

0 

Electric EguiEment of Cars 

Cost Cost Cost per 

Year Amount Index Percent per Car per Car Car in 
1920 c 100 GrouE Total Mile Hour Service 

1920 $167,625.12 lOo% 26.3~~ 2.57% • 559 ¢' 5.612¢' $183.80 

1921 178,513.95 106 23.6 2.44 • 594 5.760 185.57 

1922 100,546.08 60 19.3 1.51 .341 3.289 99.35 

1923 116 '761.12 70 20.6 1.50 .367 3.517 108.41 

1924 146,915.92 88 16.3 1.79 .444 4.233 120.42 

1925 210,637.11 126 18.0 2.48 .647 6.206 169.38 

1926 217,567.82 130 18.2 2.55 .676 6.582 191.35 

1927 228,324.93 136 20.2 2.71 .718 7.077 231.57 

1928 189,017.15 113 19.1 2.28 .599 5.922 189.02 

1929 198,526.34 118 20.2 2.36 .602 6.153 198.53 

1930 191,513.40 114 21.2 2.33 .628 6.579 201.59 

1931 176,091.77 105 20.9 2.21 .605 6.437 196.75 

1932 136,076.13 81 20.7 2.05 .510 5.612 187.69 

1933 105,343.29 63 20.4 1.84 .399 4.393 145.30 

1934 119,938.98 72 19.5 1.84 .436 4.784 154.76 

Aocount No. 37 - ShoE Ex}?ense 

This account includes expenses for heating and lighting shops ; miscellaneous 

expenses of such shops including fuel, water and ice; the cost of oil, grease, waste and 

other material used in lubricating shop machinery and tools; cost of supplies and small 

tools used by mechanics and wages of employees in making and repairing the same; and pay 

of watchmen, sweepers, cleaners and other unskilled laborers employed in general work in 

and about shops and shop yards. 

Account No. 40 - De:Ereciation of EguiEment 

As has been mentioned before, depreciation charged to operating expense in 

this group of accounts represents 4~~ of the total group for the year of 1934, as com

pared to 27.6% in 1920. A more detailed discussion of depreciation will be found under 

that heading later in the report. The following table shows the annua l amounts charged 

to operating expense to cover depreciation of equipment for the years 1920 to 1934, 

inclusive, also showing the percent of 1920, cost per car hour, cos t per car mile, and 

cost per car in service. 
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ACCOUNT :i.W. 40 
DEPRECIATION OF EQUIPMENT 
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Year Amount 

1920 $243,604.24 
1921 290,803.46 
1922 301,742.68 
1923 346,339.96 
1924 411,036.00 
1925 517,041.00 
1926 566,011.65 
1927 641,335.00 
1928 644,910.36 
1929 542,871.63 
1930 543,665.03 
1931 539,046.70 
1932 612,203.96 
1933 509,434.87 
1934 499,472.08 

GROUP III- POWER 

Index 
1920 •100 

lOo% 
119 
124 
143 
169 
212 
232 
222 
224 
223 
223 
221 
210 
209 
205 

Percent Cost Cost 
of Per Car Per Car 

Total Hour Mile 

27.6zf. 8.156¥ .813¥ 
27 .so 9.383 .967 
36.65 9.869 1.024 
36.07 10.491 1.095 
31.32 11.843 1.242 
30.58 15.241 1.566 
32.10 17.125 1.759 
32.36 16.780 1.701 
35.49 17.073 1.726 
35.63 16.826 1.645 
37.60 18.677 1.763 
39.02 19.704 1.851 
43.76 21.125 1.921 
49.63 21.246 1.929 
44.81 19.924 1.617 

Cost per 
Car in 

Service 

$267.11 
302.29 
298.16 
323.44 
336.91 
415.96 
497.61 
549.02 
544.91 
542.67 
572.26 
602.29 
706.49 
702.67 
644.46 

The expenses charged to this group cover the cost of repairing substations, 

substation buildings, fixtures and grounds, substation equipment, transmission system, 

oost of power purchased and other miscellaneous items. The accompanying chart shows the 

relative magnitude of annual charges to the various most important accounts under the 

power group over a period of fifteen years from 1920 to 1934, inclusive. This chart 

makes it immediately evident tha t the cost of purchased power is the controlling aocount 

of the group. ~or the year 1934 Superintendence represented 2.~~ of the total charges to 

the group, I'ower Purchased 65.e%, Substation Employees 9.4~~ . the other three accounts 

being less than 1%, the total group representing 11.9% of the total operating expenses. 
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The following table shows the chargee to the power group by primary aocount 

for the years 1931 to 1934, inclusive. 

Power 

123 

.!cot. Peroent of• 
~ Account 1931 1932 1933 1934 Total EXJ>. 

46 Superintendence $ 19,382 • 19,4~9 $ 18,265 t 21,626 .33% 
46 Power Plant Bldgs.,etc. 6,237 6,113 6,997 6,470 .10 
48 Substation Equipment 11,180 21,466 12,367 15,618 .24 
49 Transmission System 4,511 6,972 3,961 3,447 .06 
57 Substation Employees 79,437 68,402 61,484 73,179 1.12 
58 Substation Suppliea,etc. 3,636 3,282 2,391 3,267 .06 
59 Power Purchased 766,586 700,159 668,374 666,049 10.24 
61 Power Transferred (18,490) {I'1,2{:ill) (13,'19~) CI~,o~~) (.~0) 

Total Power $8'12,479 $808,676 $759,030 $776,626 11.93% 

.1934 exclusive of depreciation. 

For the first six months of 1935 the total power group shows an increase over 

the first six months of 1934 of 9% and a decrease over the same period in 1929 of 32%. 

The table following shows charges to the power group by years from 1920 to 1934, 
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inclusive, the percent the group represents of total operating expenses by years, the 

ratio of annual charges to 1920 for each year, cost per mile and cost per car. 

Percent Cost Cost Cost 
Year Amount Index of Per Car Per Car per 

1920 =' 100 Total Hour Mile MKWH 

1920 $1,018.971.04 lOOjh 15. 647~ 34.117¢' 3.399¢' $ 9.827 
1921 1,035,414.83 102 14.15 33.410 3.444 10.396 
1922 974,357.96 96 14.66 31.869 3.308 9.786 
1923 1,018,767.43 100 13.12 30.682 3.202 9.235 
1924 1,004 ,361. 55 99 12.21 28.937 3.035 9.070 
1926 1,023,872.44 100 12.04 30.181 3.144 9,219 
1926 1,050,724.16 103 12.32 31.790 3.265 9.157 
1927 1,036,788.44 102 12.25 32.13.7 3.258 8.985 
1928 1,010,562.01 99 12.17 31.662 3.205 8.890 
1929 1,065,482.06 105 12.65 33.023 3.229 8.929 
1930 969,326.02 95 11.78 33.300 3.180 8.722 
1931 872,478.59 86 10.96 31.893 2.996 8.557 
1932 808,676.33 79 12.19 33.352 3.034 8.689 
1933 759,029.53 74 13.25 31.654 2.874 8.250 
1934 776,626.16 76 11.93 30.980 2.825 7.972 

Account llo. 45 - Superintendence 

To this account are charged all salaries and the office and other expenses of 

officers and other assistants when directly in charge of or engaged in the maintenance 

and operation of substations, cost of supplies used by employees whose salaries are 

chargeable to this account, and the cost of repairing furniture and miscellaneous office 

expenses. The charges to the account include the salary and expenses of: 

Electrical engineer - 60j~ 
Superintendent of substations 
Assistant electrical engineer 
Chief clerk - 6~p 
Special clerk - 2~~ 
Electrical inspector - part time 
Clerk and stenographer 
Clerk 
Electrical designer 
Electrical tester 
Draftsman - part time 

totaling for the year ending December 31, 1934, ~21,624.67, which represents 2.8){, of 

the total charges to the group. The following table shows the trend of charges to this 

account over the fifteen year period of 1920 to 1934, inclusive, the percent of each 

year to 1920 this account represents of the group total and of the total operating 

expenses, as well as cost per oar hour, cost per oar mile and cost per 1000 KWH. 
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Cost Cost Cost 
Year Amount Index Percent Per Car Per Car per 

1920 = 100 Group Total Hour Mile i,fKWH 

1920 ~10,864.93 lO<J% 1.07'{~ .l?)b .364¢' .036¢' $ .105 

1921 10,756.92 99 1.04 .15 .347 .036 .108 

1922 9,379.07 86 .96 .14 .307 .032 .094 
1923 10,835.39 100 1.06 .14 .326 .034 .098 
1924 15,097.32 139 1.50 .18 .436 .046 .136 
1925 12,877.10 119 1.26 .15 .380 .040 .116 
1926 17,989.96 166 1.71 .21 .544 .056 .157 
1927 16,670.00 153 1. 61 .20 .517 .052 .144 
1928 17,040.98 157 1.69 .21 .534 .054 .150 
1929 19,875.02 183 1.87 .24 .616 .060 .167 
1930 23,116.07 213 2.38 .28 .794 .076 .208 
1931 19,381.63 178 2.22 .24 • 708 .067 .190 
1932 19,489.27 179 2.41 .29 .804 .073 .209 
1933 18,254.86 168 2.40 .32 .761 .069 .198 
1934- 21,624.67 199 2.78 .33 .863 .079 .222 

For the first six months of 1935 the charges to this account ehow a decrease 

of ~b under 1934 and :3;; under 1929. 

Account No. 48 - Substation Equipment 

The cost of labor and material used in repairing substation apparatus, includ-

ing speciallY provided foundations and settings, storage batteries, transformers, con

verters, oil switches, switchboards, and appliances and wiring in connection with the 

same, are charged to this account. The charges have ranged from the minimum of 

$11,179.98 in 1931 to a maximum of ~41,433.26 in 1925. Of the total charges to the ac

count, labor represents about 7o{o and material &t;~ . The account for 1934 represented 

~~ of the total charges to the group. 

Percent Of Cost per 
Year Amount Group Total Car Mile 

Minimum 1931 $11,179.98 1.28% 1.40')~ .038¢' 
Maximum 1925 41,433.26 4.05 .49 .127 

1934 15,617.78 2.01 .24 .057 

Account No. 57 - Substation Employees 

To this account is charged the cost of labor in substations other than for 

repair work, there being no material charges. 

Percent Of Cost per 
Year Amount Group Total KWH 

llinimum 1933 $61,483.92 8 .17o 1.07% .067¢' 
.Maximum 1927 81,840.93 7.9 .97 .071 

1934 73,179.36 9.4 1.12 .075 

Account No. 59 - Power Purchased 

To this account is charged the cost of power purchased from other companies. 

126 



126 OPERATING EXPENSES 

It represented 86~ of the total charges to the group for the year of 1934. The company 

does not generate its own power but purchases it as alternating current delivered at 

their substations by the Southern California Edison Company at 15,000 volta. The company 

then converts the alternating current power to direct current at 600 volts for use in 

propelling its equipment. The cost of power purchased has varied from a minimum in 1934 

of ~666,040.89 to a maximum of ~943,947.36 in 1929, the cost during the years 1920 to 

1929 varying only slightly. The following table shows the charges to ~his account by 

years from 1920 to 1934, the ratio of the annual charges to those of 1920, the cost per 

oar mile, the cost per oar hour, and the cost per oar, as well as the number of K.W.H. 

consumed annually. 

Year 

1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Amount 

$920,930.59 
910,536.29 
858,981.31 
907,782.55 
861,812.19 
86'9,800.67 
992,338.03 
910,884.76 
896,269.09 
943,947.36 
850,584.36 
766,585.88 
700,159.47 
668,373.85 
666,048.89 

Index 
1920•100 

100",Z 
99 
93 
99 
94 
94 
98 
99 
97 

102 
92 
83 
76 
73 
72 

Percent 
of 

Group 

90.37'% 
87.94 
88.16 
89.11 
85.81 
84.94 
85.89 
87.86 
88.69 
88.59 
87.76 
87.86 
86.58 
88.06 
85.77 

KWH 
Purchased 

107,003.981 
99,099,217 

103,801,993 
117. 713. 942 
118.514.999 
114,173,787 
117,570,829 
118,633,019 
116,861,007 
121,917,780 
113.932.653 
103,901,438 

95,259,975 
94,345,520 
99,487,329 

Coat 
Per Car 

Mile 

3.072¥ 
3.029 
2.916 
2-.853 
2.605 
2.671 
2.804 
2.863 
2.842 
2.861 
2.790 
2.632 
2.627 
2.531 
2.423 

Coat 
Per Car 

Hour 

30.835¥ 
29.380 
28.095 
27.340 
24.830 
25.640 
27.300 
28.235 
28.081 
29.256 
29.221 
28.022 
28.877 
27.873 
26.569 

Coat 
per 

KWH 

.8881¥ 

.9142 

.8628 

.8229 

.7783 

.7832 

.7864 

.7894 

.7885 

.7911 

.7654 

.7519 

.7523 

.7265 

.6837 

The rates paid for power have been reduced at various times since 1921. In 

1921 the rate per KWH paid Southern California Edison Company for A.C. power at 15,000 

volts was $.0098, being reduced Kay, 1922, to $.00828; November, 1923, to $.00775; Kay, 

1929, to $.007325; and in September, 1933, a new contract was written with a rate averag

ing $.00676, based on the following: 

Pirat 750,000 KWH at $.013 
All over at • 006 

The reduction in power rate, commencing September, 1933, was estimated to give approxi

mately $50,000 per year saving. This aav~ng was practically lost during the period of 

December, 1934, to July, 1935, due to the effect of training of new platform men enter

ing the service incident to the strike. 

Economy meters were installed in 1930 and, together with the rate reduction, 

undoubtedly have reduced the coat of power. The cost pe.r car mile in 1930 was 2.790¥ 

compared with 2.627¢ in 1932. 

GROUP IV - CONDUCTING TRANSPORTATION 

This group of accounts, ten in number, is charged with the salaries and 
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expenses of Manager of Transportation and assistants engaged in the supervision of trans

portation, the salaries of platform men and the wages of other employees engaged in main

taining stations, carhouses, signaling facilities, etc. For the year 1934 this group of 

accounts represented 52% of the total operating expenses. Under this group of accounts, 

the Manager of Transportation supervises the operation of about 2300 employees including: 

1 Chief Special Agent 
1 Assistant Chief Special Agent and 10 others 
1 Superintendent of Meter and Mileage and his assistants 
1 Chief Dispatcher and 4 others 
1 Superintendent of Safety and 2 others 
1 Traffic Manager and 3 others 
1 Chief Supervisor 

34 Supervisors 
97 Flagmen, Watchmen and Information Men 
32 Switchmen, Trolleymen and Traffic Men 

1 Superintendent of Employment and 7 others 
1 Superintendent of Division No. 1 

560 Trainmen and 8 others 
1 Superintendent· of Division No. 3 

439 Trainmen and 7 others 
1 Superintendent of Division No. 4 

617 Trainmen and 8 others 
1 Superintendent of Division No. 5 

652 Trainmen and 7 others 

The following graphic chart shows the relative magnitude of the various ac

counts included in this group for the years 1920 to 1934, inclusive. 

COBDUCTING TRANSPORf!TION 
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It will be seen from this chart that Account No. 64 is by far the most impor

tant. The cost gradually increased from f2,987,301.93 in 1920 to $3,664,158.14 in 1924, 

then gradually decreased to $3,078,575.67 in 1951, dropping off rapidly to $2,207,980.73 
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in 1933, followed by an increase in 193 4 of about 10~ . For the first six months of 1935 

there has been an increase of 11~~ over the same period in 1934. This group of accounts 

reacted more directly to the strike activities in the latter part of 1934 and the early 

part of 1935 than any other group of accounts, and strike conditions were responsible 

for a considerable portion of the increased expense in 1934 over 1933 . 

The following table shows the annual cha rges by primary accounts for the years 

1931 to 1934, inclusive, accompanied by another table showing tota l group charges by 

years from 1920 to 1934, inclusive, their ratio to 1920, the cost per car hour, and the 

cost per oar mile. 

Acot. PP-rcent of* 
~ Account 1931 1932 1933 - 1934 Total .Exp. 

63 Superintendence $ 376,353 $ 300,207 $ 252,437 $ 301,340 4. 6:3% 
64 Conductors & Motormen 3,078,576 2,526,423 2,207,981 2,495,252 38.34 
66 Mail Service 1,724 1,599 1,507 717 .01 
66 Misc.Car Service Empl. 114,488 102,696 94,478 97,162 1.49 
67 Miso.Car Service Exp. 64,915 59,101 53,761 62,529 .96 
70 Carhouse Employees 259,964 218,052 191,587 214,291 3.29 
71 Carhouse Expense 9,066 7,946 5,691 5,734 .09 
72 Signals & Interlockers 7,772 7,333 7,133 7, 0 90 .ll 
73 Telephone & Teleg.Lines 14, 647 14,552 12,452 14,264 .22 
78 Other Transp. Expenses 13, 280 11,789 9 386 208,854 3.21 

Total $3, 940,785 $3,249,698 ;]ii2,836,413 $3,407,233 52.35'% 

* 1934 excluding depreciati on. 

Percent Cost Cost 
Year Amount Index of Per Car Per Car 

1920 ~ 100 Total Hour 1!1le 

1920 $3,701,747.57 lOo% 56. 81'}~ $1.239 12.347sf 
1921 4,029,619.22 109 55.07 1.300 13.404 
1922 3,807,034.65 103 57.28 1.245 12.923 
1923 4,446,799.06 120 67.28 1.339 13.978 
1924 4,721,785.05 128 57.39 1.360 14.270 
1925 4' 621 '301.13 125 54.37 1.362 14.191 
1926 4,537,712.27 123 53.19 1.373 14.099 
1927 4,491,847.59 121 53.07 1.392 14.116 
1928 4,415,182.86 119 53.18 1.383 14.002 
1929 4,442,515.58 120 52.73 1.377 13.464 
1930 4,167,155.39 113 50.67 1.432 13.669 
1931 3,940,785.46 106 49.50 1.441 13.531 
1932 3,249,697.91 88 48.99 1.340 12.191 

. 1933 2,836,413.29 77 49.52 1.183 10.742 
1934 3,407,232.86 92 52.35 1.359 12.394 

Acoount !l o. 63 - Superintendence o:! Transportation 

This account includes the salaries of Manager of Transportation and assistants 

directly in oharge of transportation, including the Chief Special Agent, Superintendent 

of Traffic and Statistics 7ff/, , Superintendent of Schedules, Traffi c l.Janager 50;1, , Super

visors, Dispatchers, Division Superintendents, Employment Department, Instructors, and 

portions of salaries of clerks in the Meter and ~ileage Department, Ticket Office, 

Schedule Department, and about ~475.00 representing wages of flagmen. For the year 1934 

this account represented 8. 8% of the total charges to the group. The annual charges 
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increased gradually from 1920 to 1924, leveled off to 1928, decreased slightly in 1929, 

followed by another de.lrease in 1930, then a gradual decrease to .ij;252,437.06 in 1933, 

increasing by about 19')~ in 1934. The following table shows the annual charges to this 

account for the years 1920 to and including 1934, the cost per oar mile, cost per car 

hour and percent of 1920. 

Cost Cost Supervision 
Year Amount Index Percent Per Car Per Car per $100 of 

1920- 100 Group Total Hour Mile Ex:Eense 

1920 $280,993.92 100)6 7.59% 4.31% 9.408¢' .937¢' $ 8.21 
1921 296,092.31 105 7.35 4.05 9.554 .986 7.9~ 
1922 321,294.66 114 8.44 4.83 10.509 1.091 9.22 
1923 427,660.86 152 9.62 6.51 12.880 1.344 10.64 
1924 490,898.97 175 10.40 5.97 14.143 1.484 11.60 
1925 465,034.38 165 10.06 5.47 13.708 1.428 11.19 
1926 464,071.61 165 10.23 5.44 14.040 1.442 11.39 
1927 478,232.78 170 10.65 5.65 14.824 1.603 11.92 
1928 444,468.36 158 10.07 5.35 13.926 1.410 11.19 
1929 430,735.86 153 9.70 5.11 13.350 1.305 10.74 
1930 383,077.34 136 9.19 4.66 13.160 1.267 10.12 
1931 376,353.00 134 9.55 4.73 13.757 1.292 10.56 
1932 300,207.32 107 9.24 4.53 12.382 1.126 10.18 
1933 252,437.06 90 8.90 4.41 10.527 .956 9.77 
1934 301,340.31 107 8.84 4.63 12.021 "1.096 9.70 

Account No. 64- Conductors, Motormen and Trainmen 
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To this account are charged the wages of motormen, oonduotors and other train

men engaged in passenger service. As of July 1, 1935, there were four divisions as 

follows: 

Division No. 1 - 560 Trainmen 
No. 3 - 439 " 
No. 4 - 517 " 
No. 5 - 552 " 

No distinction in wages is made by the company as between conductors and motormen. The 

following table shows the annual charges to this account by years from 1920 to 1934. 

Cost Cost 
Year Amount Index Percent Per Car Per Car 

1920 •100 Group Total Hour Mile 

1920 $2.987.301.93 lO()Jb 80.70% 45.85% $ 1.000 9.964¢' 
1921 3,204,183.05 107 79.52 43.79 1.034 10.658 
1922 2,994,962.09 100 78.68 45.07 .980 10.167 
1923 3. 467.721.05 116 77.98 44.67 1.044 10.900 
1924 3,664,158.14 123 77.61 44.53 1.056 11.074 
1925 3,577,878.92 120 77.43 42.09 1.055 10.987 
1926 3,499,547.34 117 77.11 41.02 1.059 10.873 
1927 3,435,398.20 115 76.17 40.59 1.065 10.796 
1928 3,392,406.63 114 76.83 40.86 1.063 10.758 
1929 3,438,444.85 115 77.40 40.80 1.066 10.421 
1930 3,262,411.08 109 78.30 39.66 1.121 10.701 
1931 3,078,575.67 103 78.11 38:'66 1.125 10.571 
1932 2,526,423.36 85 77.74 38 •. 08 1.042 9.478 
1933 2,207,980.73 74 77.85 38.55 .921 8.362 
1934 2,495,252.16 84 73.23 38.34 .995 9.077 

There was an up\vard trend from 1920 to 1924 of about $680,000, reaching a peak in tha t 



130 OPERATING EXPENSES 

year, followed by a gradQal decrease to 1931 and then a rapid drop to 1933 of about 29%. 

1934 increased again by about 13~ over 1933. For the first six months of 1935 there was 

an increase of 11~ over the corresponding period in 1934. 

Aooount No. 66 - Miso~llaneous Car Service Employees 

This account covers mainly the wages of switchmen, fl~gmen, and watchmen. The 

~allowing tabulation sho~s the maximum and minimum over a period of fifteen years from 

1920 to 1934. For the first six months of 1935 this account shows an increase of 3% 

over the corresponding period of 1934. 

Percent ot Cost per 
Year Amount Group Total Car Mile 

.:.iinimum 1920 $ 9,016.56 .24% .14% .030~ 
Maximum 1925 135,369.54 2.93 1.59 .416 

1934 97,161.72 2.86 1.49 .353 

~ccount No. 70 - Car House Employees 

To this account are charged the wages of oar house foremen, watchmen, oar 

cleaners, and other miscellaneous employees not engaged in making repairs. The chargee 

to this aooount represent 6.5% of the total chargee to the group over the period of 

fifteen years. The following tabulation shows the maximum and minimum as compared with 

1934. 

Percent ot Cost per 
Year Amount Group Total Car Mila 

:i.il.nimum 1933 il91,586.82 6. 7f/t~ 3.34~ .726~ 
Maximum 1923 362 ,618.'35 8.15 4.67 1.140 

1934 214,290.88 6.29 3.29 .780 

Account No. 78 - Other Transportation Expenses 

To this aooount a~e charged all expenses in connection with conducting trans 

portation not properly chargeable to other accounts, such as wages of crew on emergency 

vehicles, coat of getting derailed oars back on the track and the cost of salvaging 

wreoka. Charges have increased rather irregularly from ~3,905.00 in 1920 to il7,186.98 

in 1928, dropping off to $9,386.18 in 1933, and increasing to $208,854.23 in 1934. The 

first six months of 1935 show an increase of 404% over the corresponding period in 1934. 

This abnormal increase in the latter part of 1934 and the early part of 1935 was dQe to 

the violence displayed in connection with the strike. 

GROUP V - TRAFFIC 

To this group of accounts are charged all salaries and expenses of persona 

engaged in advertising, the coat of printing, publishing, and distributing time tables, 

folders and other advertising matter, signs on cars advertising special events, portable 
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signs for attracting traffic, bulletin board display cards and bill posting are charged 

to this group. There are only four accounts in this group, of which only three are used 

by the company, to one of which there have been no charges since 1931. The two remaining 

accounts being used are Superintendence and Solicitation, Account No. 79, and Advertising, 

Account No. 80, the charges to these two accounts for the year 1934 being $36,996.36 and 

$23,576.76, respectively. The total charges to this group of accounts represent less 

than 1% of the total operating expense charge. The following table shows by primary ac

counts the annual charges to this group for the years 1931 to 1934, accompanied by table 

showing the annual cost for the fifteen year period 1920 to 1934, inclusive, and the 

statistical data in connection therewith. The accompanying chart shows the annual charges 

in graphic form over the same period of years. 

TRAFFIC 
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Acct. Percent of* 
~ 1931 1932 1933 1934 Total ~· 

79 Superintendence $ 9,760 $ 7,111 $ 6,093 $36,996 .57% 
80 Advertising 14,729 8,636 8,915 23.577 .36 
81 Parks & Resorts 650 
82 Misc. Expense ---

Total $25,139 ~15,747 $15,008 $60,573 .93)& 

"' 1934 Exclusive of Depreciation 

During 1934 the charges to this group increased from about Jl5,000 to $60,000, 

being mainly due to inclusion of commissions paid to trainmen for selling weekly passes, 

which procedure commenced during 1934. For each $1.00 pass sold by a trainman he re-

oeives 5¢ and for each $1.50 pass he receives 7¢. As shown by the above chart, charges 

to this account declined steadily from 1928 to 1933, whereas the cost per car mile and 

per car hour have been declining from 1930 to 1933. 
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1920 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Amount 

4i22,315.82 
38,747.52 
37,841.16 
33,891.96 
22,886.25 
24,421.58 
25,800.62 
34,540.26 
39,388.91 
29,575.81 
27,927.37 
25,139.53 
15,746.59 
15,007.55 
60,573.12 

GENERAL AND MISCELLANEOUS 

OPERATING EXPENSES 

Traffic 

Percent 
Index of 

1920 •100 Total 

100?~ .34% 
174 • 53 
170 .57 
152 .43 
103 .28 
109 .29 
116 .30 
156 .41 
177 .47 
133 .35 
125 .34 
113 .32 

71 .24 
67 .26 

271 .93 

Cost Cost 
Per Car Per Car 

Hour Mile 

• 7 47¢ .074¢ 
1.250 .129 
1.238 .128 
1.021 .107 

.659 .069 

.720 .075 
• 781 .080 

1.071 .109 
1.234 .125 

.917 .090 

.959 .092 

.919 .086 

.649 .059 

.626 .057 
2.416 .220 

To this group of accounts are charged all salaries and expenses of general 

officers, legal expense, injuries and damages, insurance, general office purchases, stores 

expense and other miscellaneous expenses. Of total operating expenses this group of ac

counts represented in 1934 17.6%, having declined from a high in 1931 of 21.1%. The 

major accounts in the group are four in number; namely, Account No. 83, Salaries and Ex

penses of General Officers; Account No. 84, Salaries and Expenses of General Office Clerke; 

~ccount No. 88, Pensions and Gratuities; and Account No. 92, Injuries and Damages, repre

senting 9%, 13.3%, 10.1%, and 46.4% of the group, respectively, and l.e%. 2.~. l.a%. and 

8.1% of the total operating expenses,reepectively. The following table shows charges to 

this group by primary accounts for the years 1931 to 1934, inclusive, accompanied by chart 

showing the relative magnitude of the charges to the various accounts over a period of 

fifteen years from 1920 to 1934, inclusive. It will be noted from the chart that Account 

No. 92, Injuries and Damages, has made up a greater portion of the total chargee to the 

group than any other account over that entire period of years. A table of statistics for 

the years 1920 to 1934 follows on which are shown total charges to the group, percent of 

total operating expenses, ratio to 1920, cost per car mile, and cost per oar hour. 

Acct. Percent of* 
rio. Account 1931 1932 1933 1934 Total Exp. 

83 Genl. Officers $ 144,712 $ 116,133 ~ 100,456 $ 102,558 1.58% 
84 Genl. Oftice Clerks 205,004 167,266 140,906 151,719 2.33 
85 Supplies & Expenses 32,206 36,450 31,667 35,971 .55 
86 Law Expenses 110,148 68,567 42,100 27,045 .42 
87 Relief Dept. Exp. 1,080 860 
88 Pensions & Gratuities 289.782 215,944 106,109 114,833 1.76 
89 Misc.Genl. Expenses 64,723 49,591 47,421 55,553 .85 
90 Valuation Expenses 10,107 6,614 5,034 6,662 .10 
92 Injuries & Da~ages 691,716 511,833 441,116 529,650 8.14 
93 Insurance 24,506 25,178 41,991 21,201 .33 
94 Stationery & Prtg. 41,141 35,196 33,542 42,220 .65 
95 Store Expens ea 31,048 31,775 26,672 30,459 .47 
96 Garage Expenses 33,979 271064 25,902 24.611 .38 

Total $1,680,152 ~1.292,460 .~1,042. 916 .,>1,142,482 17. 56'f~ 

* 1934 Exclusive of Depreciation 
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1920 $ 
1921 
1922 
1923 
1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

16 

14 

12 

10 

8 

6 

4 

2 

0 

Amount 

758,902.44 
870,966.56 
801,007.49 

1,188,549.95 
1,003,998.01 

953,399.29 
892,160.10 

1,0101541.04 
1,199,007.90 
1,247,897.95 
1,526,807.52 
1' 680,151.94 
1,292,460.19 
1,042,915.81 
l ,142 I 481.93 

OPERATING EX.PENSES 

GENBRAL AND MISCELLAH.C:OUS 

Index 
1920 = 100 

100'% 
115 
106 
157 
132 
126 
118 
133 
158 
164 
201 
221 
170 
13'7 
151 

Percent 
of 

Total 

11.65% 
11.90 
12.05 
15.31 
12.20 
11.21 
10.46 
11.94 
14.46 
14.81 
18.56 
21.11 
19.49 
18.20 
17.56 

Cost 
Per Car 

Hour 

26.410¢' 
28.103 
26.199 
35.796 
28.927 
28.104 
26.992 
31.324 
37.666 
38.677 
52.461 
61.417 
53.305 
43.493 
45.674 

Account No. 83 - Salaries and Expenses of General Officers 

All 
Others 

Acat,92 

Acot.88 
Aoot.84 

Aaot.83 

Cost 
Per Car 

Mile 

Percent 
Of Grose 

Revenue 

2.531¢' 
2.89'7 
2.719 
3.736 
3.034 
2.928 
2.772 
3.176 
3.802 
3.782 
5.008 
6.769 
4.848 
3.950 
4.156 

8.46% 
8.65 
'7.29 
9.55 
7.98 
7.89 
7.44 
8.42 
9.85 
9.4'7 

12. '11 
15.84 
14.4'1 
12.95 
13. 92 
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The foregoing chart shows the trend of annual charges to this account by years 

of 1920 to 1934. It will be noted that there was an increase from 1920 to 1921 of about 

$14,000, 1922 and 1923 remaining little changed from 1921, followed by a drop in 1924 of 

about $8,000. From 1926 to 1930 there was a uriiform increase from $51,602.01 to 

$145,966.19, 1931 remaining about equal to 1930, followed by a decrease in 1932 and 1933, 

with another slight increase of $2,000 in 1934. For the first six months of 1936 the 

chargee to this account were s% higher than for the corresponding period in 1934 and 4~ 

higher than the corresponding period in 1929. To this account are charged the salaries 

and expenses of the President, Vice-President and General Manager, Vice - President and 

Consulting Engineer, Assistant to the General Manager, Secretary and Treasurer, Assistant 

Secretary and Treasurer, Vice-President and Comptroller, Purchasing Agent, Superintendent 

of Personnel, Auditor, Publicity Manager, Budget Engineer , Commercial Representative, one 
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stenographer and Chief Clerk of Publicity. For the month of 1Jay, 1935, of the total 

charges, salaries amounted to ~8,586.50 and expenses $312.93. 

Account No. 84 - Salaries and Expenses of General Office Clerks 

To this aooount are charged the salaries and expenses of bookkeepers, cashiers, 

stenographers, clerks and all other general office employees whose time is not directly 

applicable to other expenses and accounts. During the year 1934 charges to this account 

represented 19.~ of the total group and 2.3% of the total operating expenses. For the 

month of May, 1935, the charges to this account consisted of the following: 

Office of Building Manager 
Executive Staff Payroll 
Treasurer's Office 
Auditor's Office 
Engineering 
Purchasing Agent's Office 
Statistician's Office 
Personnel Dept. Office 
Miscellaneous 
Trainmen 
Supervision Credit 

Total. 

$ 555.36 
1,148.50 
1,947.95 
5,907.74 

105.00 
490.00 
727.00 

1,532.00 
396.21 
40.20 

(292.00) 

$12,557.96 

The foregoing chart shows the status of this account for the period of years from 

1920 to 1934. Annual fluctuations have been rather gradual from '105,000 in 1920 to 

$163,000 in 1923, dropping off in 1924, followed by a gradual increase to a peak of 

$206,000 in 1931. A decrease set in in 1932 and 1933 from $205,000 to $141,000 in the 

latter year. 1934 showed an increase of about $11,000 over 1933, and the first six months 

of 1935 were 6% higher than for the same period in 1934. 

Aooount No. 88 - Pensions and Gratuities 

As has been mentioned previously, the company has no fixed method of setting 

aside a reserve for pensions although they do pension their employees and charge the cost 

thereof to operating expense. Employees having had twenty years of continuous service are 

enti t led to a monthly pension of 1% of their average monthly salary or earnings for the 

last year worked, figures at rates in effect prior to August 1, 1932, on full time, times 

the years of service less one. The earnings of an employee working on a weekly basis are 

computed on the basis of rate per hour received during the year prior to August 1, 1932, 

a t full time in hours per day and days per week for a period of one year. For example, 

the pension of an employee working in the shops would be based on a nine-hour day for a 

1St-day week. 

There is also charged into this account the expense in connection with medical 

service. Each employee has deducted from his pay check monthly $1.00, which is impounded 

in a medical expense fund. The company provides medical service to the employees and the 

difference between the cost in any one month and the amount collected from the employees 
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is oharged into this aooount. For the month of May, 1935, the oost to the oompany 

amounted to $1,607.57. 

The canpany also provides insiU'ance on a, cooperative basis to the employees, 

$600.00 of free life insuranoe and $1,500 additional life insurance. The ditference be

tween $1.05, whioh the employee pays monthly, and the total monthly premium on the addi-. 

tional insuranoe is paid by the oompany. For ·the month of May, 1936, the canpany oost 

in connection with this additional insiU'ance was $4,019.75, the difference of $6,748.14 

being deducted from the employees' salaries. 

At the present time there are 132 pensioners on the pension payroll, which, 

during the month of May, 1935, amounted to $4,631.68. 

The total oharges to the account for the month of May, 1935, ware $9,878.42. 
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The foregoing chart shows the relative magnitude of charges to this aooount for the years 

1920 to 1934. 

Aooount No. 92 - Injuries &nd Damages 

To this account are charged the amounts paid in claims resulting from injuries 

and damages to persons and property through the operation of the railway system, consist

ing o~ court and legal costs i n connec t ion therewith, witness fees, claim agents' expense, 

salaries of the general claim agent and his staff, and miscellaneous expense. This ac

count is the largest of the group, representing 46.4% in 1934, and 8.1% of the total 

operating expense. The percent of total expense has varied from a low of 3.?% in 1926 to 

6.~~ in 1929, dropping off to 5.~in 1930, increasing to a peak of 8.7% in 1931, dropping 

off slightly in 1932 and 1933, followed by an increase to 8.1% in 1934. 

The following chart shows the annual charges to this account over a period of 

fifteen years from 1920 to 1934, and the accompanying table shows the amounts charged and 

various coat statistics. 

ACCOUNT NO. 92 
IBJURIES AliD DllUGES 
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1~e decrease in 1932 was responsible in a large part to the reorganization of the claims 

department. In that year the department was put in charge of a claim agent whose time was 

divided between the ?acific Electric Railway Company claim department and that of the Los 

Angeles Railway Corporation, which condition still exists. The cost of injuries and dam

ages was declining steadily as a result of this reorganization until 1934, when an increase 

from 1933 was experienced. This increase was due principally to additional claims for 

damages because of injuries to passengers resulting from the strike and to the greater 

number of collisions with automobiles. Many new trainmen with very little or no experience 

and little training were hired to take the place of the strikers, which was the major cause 

of the increase in automobile collisions. 

Percent Percent Coat Cost 
Year Amount Index of Total of Gross per Car per Car 

1920 •100 E2SEense Revenue 11ile in Service 

1920 ~374,050.11 lOOfo 5. 74~1. 4.17',~ 1.248¢' _;;i410.14 
1921 328.919.32 88 4.50 3.27 1.094 341.91 
1922 262,204.02 70 3.95 2.39 .890 259.09 
1923 370,058.97 99 4.77 2.97 1.163 343.60 
1924 403,277.28 108 4.90 3.21 1.219 330.56 
1925 360,076.07 96 4.23 2.9B 1.106 289.68 
1926 318,736.93 85 3.74 2.66 .990 280.33 
1927 398,096.02 106 4.71 3.32 1.251 403.75 
1928 513,298.25 137 6.18 4.22 1.628 513.30 
1929 545,320.85 146 6.48 4.14 1.653 545.32 
1930 469,484.74 126 5.72 3.91 1.540 494.19 
1931 691,715.74 185 8.69 6.52 2.375 772.87 
1932 511,833.45 137 7.72 5.73 1.920 705.98 
1933 441,116.43 118 7.70 5.48 1.671 608.44 
1934 529,650.32 142 8.14 6.45 1.927 683.42 

The following table shows by months for the twelve months ending J.i:ay 31, 1935, 

the amounts charged to this account segregated between claims paid and other costs, 

amounting to $641,298.03. 

Court Costs Salaries Claim 
Claims Miscel. and Legal Witness Claim Agent Agents Total 
Paid Ex:Qense Expense Fees and Clerks Expense 

1934 
June i$ 21,642.61 $ 2,841.07 !,P 6,630.53 ~ 1,402.58 'ii 4,554.52 ;.; 101.79 ~ 37,173.10 
July 18,516.03 3,525.88 6,296.55 700.34 4,516.93 89.35 33,645.08 
Aug. 36,150.06 3,100.51 6,783.91 749.05 4,691.92 120.80 51,596.25 
Sept. 18,127.44 4,649.04 5,461.35 909.63 4,808.86 161.17 34,117.49 
Oct. 34,468.18 3,947.67 5,949.78 1,119.03 4,797.22 109.46 50,391.34 
Hov. 17,724.95 3,523.12 6,314.08 1,494.71 4,835.79 119.45 34,012.10 
Dec. 34,691.16 6,553.60 6,049.68 831.43 5,267.40 121.86 53,515.13 
1935 
Jan. 71,017.42 5,148.65 5. 933.48 946.48 4,787.93 120.37 87,954.33 
Feb. 37,352.25 5,943.56 6,060.57 1,305.08 4,801.06 203.49 55,666.01 
J.iar. 54,612.99 6,212.75 6,647.12 1,389.58 4,831.50 232.63 73,926.57 
Apr. 50,402.87 5,864.23 6,881.98 1,291.72 4,856.50 238.51 69,535.81 
.way 41,144.21 4,780.46 7,163.47 1,525.59 4,904.90 246.19 59,764.82 

Total $435. 850.17 . $56,090.54 $76,172.50 $13,665.22 $57,654.53 ~1.865.07 $641,298.03 

Percent 67 .9f(o 8. 75% 11. 8&/b 2 .l:¥fo 8.99% .29% 100. Oeffo 

The accompanying table shows for the same period the amounts paid for the various 

types of accidents. It will be noted that for this period the cost in connection with 

automobile collisions has increased from .p28 ,000 to ._;185,000, representing 42.3-,Z of the 
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total as against 39.1% for the year of 1934. The payments for aooidents oaused by falling 

off the car, inside the oar, while alighting and while boarding also increased during the 

latter period. The total number of claims paid during the twelve months ending 1~y 31, 

1935, were 3760, representing an average cost of ~116.51 as against 2904 claims paid dur

ing the year 1934, at an average cost of $112.83. The total number of claims paid in

creased by about 3o%, whereas the average cost per claim increased only about ~/o . Of the 

3760 alaims paid during the twelve months ending May 31, 1935, 1232, or 32.~~ . were paid 

during the month in which the accident occurred. The remaining 2528, or 67.2%, were paid 

on an average of 2.7 months later than the date of accident. The total number of claims 

paid between 12 and 24 months after date of accident were 28, and those greater than 24 

months were only 12. For the year 1934 there were 14,942 accidents reported and 2,904 

alaims paid. Not all of the ~aims covered accidents occurring in 1934, however. 

Injuries and Dama~ea 
12 Months Ending May 3 , 1935 

Type of Acoident 

Persons Falling 
Inside Car 
Alighting 
Boarding 
Other 

Persons Struck by Cars 
Persons Injured by Doors 
Miscellaneous Injuries 
Collisions with Auto-Vehicles 
Collisions with Street Cars 
Damaged Wearing Apparel 
Employees' Compensation 
Altercations and Ejectments 
I.lis·oellaneoua 

Total Claims Paid 

Miscellaneous Expense 
Court Costs and Legal Expense 
Witness Fees 
Salaries of Claim Agent and Clerks 
Claim Agent Expense 

Total Salaries and Expenses 

Cash Deposits 

Amount 

$ 55,044.46 
49,975.32 
38,474.95 

5,485.00 
24,916".95 

3,917.00 
16,432.08 

185,135.25 
45,523.94 

2,031.86 
9,525.21 
1,150.50 

463.24 

$438,075.76 

56,090.54 
76,172.50 
13,665.22 
57,654.53 
1,865.07 

$643,523.62 

(2,225.59) 

Net Total Charged to Aoot. No.92 ~641,298.03 

Pa~ents 
Iver.Cost 

$102.31 
205.66 
177.30 
609.44 
230.71 
36.95 
53.18 

114.42 
206.93 

20.12 
34.76 
82.18 

115.81 

tll6.51 

Claims Paid 
Percent Number Percent 

12. 5'7% 537 14.29% 
11.41 243 6.46 

8.78 217 5.77 
1.25 9 .24 
5.69 108 2.87 

.89 106 2.82 
3.75 309 8.22 

42.27 1,618 43.03 
10.39 220 5.85 

.46 101 2.69 
2.17 274 7.29 

.26 14 .37 

.11 4 .11 

100.0~ 32760 100.0~ 

Comparative data on the number of various types of injuries to persons for the 

years 1928 to 1934 are as follows: 

1928 1929 1930 1931 1932 1933 1934 
Collisions: 

Car with Persona 343 469 375 303 227 262 386 
With Autos 436 537 484 474 302 244 376 
With Other Vehicles 34 29 20 19 3 252 28 

Boarding Cars 1,917 2,045 1,961 1,699 1,355 1,230 1,788 
Alighting from Cars 1,708 1,750 1,715 662 1,588 1,593 1,846 
On Cars 451 514 552 597 614 619 852 
Fell Off Cars 58 51 51 35 26 89 101 
Miscellaneous 815 809 1,003 940 733 682 1,116 
Employees 719 --.:J.:!..§. 655 ~ ~ _m 590 

Total 6,481 6,980 6,816 5,287 5,333 5,330 7,083 
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The i tern of ~56 ,090.54 shown as l,iiscellaneous ~xpense on the foregoing page 

represents costs as follows for the month of ~ay, 1935: 

:.;edics.l :::xaminations 
.X-.rlays 
Special Investigations 
Special .:ork in Claim Dept. 
Inspection of Autos 
;.;edical Service 
Photographs 
Ambulance Service 
Telegrams 
Cab Hire ' 
Supplies 
lliscellaneous 

Trainmen's Payroll 
General Office 

Sub :'otal 

Oocupati onal ;,;edical Service 
Industrial Insurance 
J.:iscellaneous Supplies, etc. 

Sub 'l'otal 

Total 

MOTOR COACH DIVISION 

~1.213.60 
743.00 
531.75 
244.92 
229.00 

76.00 
27.50 
44.00 
10.18 

5.40 
2.36 

49.08 

3,176.79 

317.17 
78.28 

612.44 
511.52 
84.26 

1,603.67 

~4,780.46 . 

Accounting for the operating expenses of the 1iotcir Coach ::J ivision of the Los 

Angeles rtailway Corporation follows the uniform classification of accounts as prescribed 

by the Railroad Co!IIllission of the State of California for Class "A" automotive transpor

tation companies. For the year 1934 operating expenses charged to the Lotor Coach Division 

in amount of .,;936,597.98, including depreciation, represented only 10,~ of total operating 

expense. By account groups the charges were as follows: 

I 
II 

III 
IV 

Conducting ~ransportation 
Maintenance 
Traffic 
General and J.:iscellaneous 

Depreciation 

:'otal 

Amount 

~532,733.13 
214,509.94 

527.27 
102,227.78 

849,998.12 

86,599.86 

i936,597.98 

Percent 

62.6aj, 
25.3 

.1 
12.0 

10o.o;~ 

Of the total coach division expenses depreciation represented 9.0o. The following chart 

shO\VS annual charges to motor coach expense for the period of twelve years from 1923 to 

1934, inclusive, by major accounts and with depreciation shown separately. This period 

embraces the entire operation of the coach division. 

':'he followi:-Jg table shows coach division operating expense charges by major 

accounts for the years 1923 and 1934, inclusive. Tile chart shows operating expense 

charges as having increased from y 57,725.86 in 1923 to ~974,496.22 in 1927, followed by a 

decrease in 1928 and 1929 and an increase to a peak of ,,986,723.10 in 1930. r'rom 1930 to 

1933 there was a decrease of 2~" • reaching very nearly the 1926 level. ? or the year 1934, 
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however, there was an inorease of 24.97; from ~; 749,591.38 to ,.)936,597.98. This increase 

was due mainly to the expense in connection with the strike. About ~130,000 of the in

crease was in the Conducting 7ransportation group, particularly Account No. 601, Passenger 

Car Operators, there being also an increase of about $24,000 in Injuries and Damages. The 

first six months of 1935 show an increase of 26j~ over the corresponding period of 1934. 

2 

Year Conducting 
Transl!ortation 

1923 II 30,719.39 
1924 115,596.53 
1925 218,904.34 
1926 367,695.08 
1927 470,998.92 
1928 435,351.59 
1929 447,648.66 
1930 484,809.61 
1931 460,621.70 
1932 413,551.12 
1933 400,901.11 
1934 5:32,7:3:3.1:3 

Total $4,379,531.18 . 

l'eroent 50.80% 

Maintenance 

~ 8,558.32 $ 
34,793.67 
71,:314.31 

158,414.02 
24:3,8:30.01 
245,298.95 
243,065.06 
224,619.26 
214,220.46 
199,827.49 
179,767.70 
214,509.94 

(l) 

C\l 
0> 
r-1 

0> 0 
C\l t<) 
0> 0> 
r-1 r-1 

r-1 C\l 
t<) t<) 

0> 0> 
r-1 r-1 

Traffic General and 
Miscellaneous 

$ 7,260.15 
168.00 15,818.68 
287.80 21,608.41 
275.05 37,177.91 

41,650.92 
55,259.56 

18.75 61,166.26 
89,155.87 

120,864.78 
57.00 76,614.48 

137.23 74,012.70 
527.27 102,227.78 

$2,038,219.19. ~1,471.10 . $ 702,817.50 . 

23.64'7'~ .02% 8.15% 

~ 

Depreciation 

Conducting 
Transportation 

Depreciation Total 

11,188.00 i 57,725.86 
58,173.99 224,550 .87 

111,003.84 42:3,118.70 
188,:3:36.18 751,898.24 
218,016.:37 974,496.22 
187,511.59 92:3,421.69 
164,219.19 916,117.92 
188,1:38.:36 986,723.10 

95,066.81 890,77:3.75 
95,2:39.64 785,289.7:3 
94,772.64 749,591.38 
86,599.86 9:36,597.98 

~n.498,266.47 . .jp8,620,305.44 · 

17.39% 1oo.oo% 

All chargee which are directly assignable to Motor Coach Division operation 

are charged to the proper operating expense acoount. The accounting department costs 

are prorated on the baeie of actual time devoted to accounting fpr the coach division. 
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General administrative expenses, however, are not prorated to Motor Coach Division opera

tion. Under Account No. 660, Salaries and Expenses of General Officers, only $8,081.26 

was charged to coach operation during the year of 1934. 

The Sixteenth Street Garage provides the necessary facilities for maintaining 

and servicing the equipment of the Motor Coach Division, as well as the Wilshire line of 

the los Angeles Motor Coacn Company. Each month those charges applying to the Wilshire 

line of the Uotor Coach Company which can be directly made thereto are so handled and a 

certain portion of the supervisory and clerical staff at the garage ~s charged to the 

Wilshire operation on a proration basis known as Percentage Bo. 1 and Percentage No. 2, 

the former of which is based on the direct labor charges to Account no. 632 on single and 

double deck coaches, Wilshire being the double deck coaches. Percentage No •. 2 is based on 

the direct labor charges to Accounts No. 601 and 632 on single and double deck coaches. 

For the month of May, 1936, Percentage No. 1 amounted ~o 26.58% and No. 2 to 29.8~. 

GROUP I - C CUDUCTIUG 'I'RAli SPOR TA TI ON 

Charges in connection with superintendence, operation, fuel, lubricants, garage 

labor and expense, etc., are charged to these accounts, and the following table shows the 

annual amounts so charged to the various primary accounts for the years 1931 to 1934. 

inclusive. 

Acct. Percent of* 
lio. Account 1931 1932 1933 1934 Total .E:xJ2. 

600 Superintendence $ 18,345 ~ 17,819 $ 20,661 t 27,641 3. 25"/o 
601 Coach Operators 259,796 231,416 218,938 274,385 32.28 

604 Fuel for Power 86,529 82,770 88,983 102,556 12.07 

605 Lubriants & Supplies 11,899 8,127 6,006 7,452 .88 

606 Service Car Expense 8,656 6,509 5,022 6,129 .72 

610 Garage Labor & Expense 69,993 61,278 54,232 61,295 7.21 

611 Other Transp. Expense 5,404 5,632 7,059 53,275 6.26 

612 Telephone & Telegraph ----
Total Cond. 'l'ransp. $460,622 $413,551 $400,901 $532,733 62.67){, 

* 1934 Coach Division expenses excluding Depreciation. 

For the year 1934 the. group represented 62. 7j~ of the total coach operating 

expense exclusive of depreciation. Cost per coach hour, per coach mile, and per mile of 

route operated are shown on the following table by years from 1923 to 1934, and the total 

amounts are shown graphically for the same period on foregoing chart. Of this group of 

accounts llo. 601, Passenger Car Operators, is the most important, representing 51.5~~ of 

the group and 32.~o of the total coach operating expense. 
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Conducting TransEorta ti on 

Percent Cost Cost 
Year Amount Index of Per Coach Per Coach 

1924 = 100 Total 1iile Hour 

1923 $ 30.719.39 2'f/> 66.01% 10.4</ .; .92 
1924 115,596.53 100 69.48 11.2 1.12 
1925 218,904.34 189 70.14 11.3 1.19 
1926 367,695.08 318 65.24 12.3 1.30 
1927 470,998.92 407 62.26 11.6 1.28 
1928 435,351.59 377 59.16 10.1 1.17 
1929 447,648.66 387 59.54 9.2 1.09 
1930 484,809.61 419 60.71 9.2 1.10 
1931 460,621.70 398 57.89 e.s 1.07 
1932 413,551.12 358 59.93 7.9 1.01 
1933 400,901.11 347 61.23 7.4 .97 
1934 532,733.13 461 62.67 8.3 1.11 

Account No. 600 - SuEerintendence of Trans!!orta ti on 

This account includes the salaries and expenses of employees engaged in super

vision and inspection. A proportion of the office force of the Manager of Transportation 

is prorated to this account. Charges in connection with the operating department of the 

bus division at the Sixteenth Street Garage include -

1 Superintendent 
8 Supervisors 
1 :b'oreman 
7 Clerks and Stenographers 

The total chargee to the account for the year 1934 amounted to 5.z%.of the group and 3. ~ 

of the total coach operating expense. 

Account No. 601 - Passenger Car Operators 

This account is the most important of the total coach division, representing 

in 1934 51.5% of the group and 32.~ of the total coach division expenses. The chargee 

consist of the wages of operators engaged in passenger service, being 224 in number for 

the month of b~y. 1935. The following chart shows the charges to this account by years 

and the accompanying table shows cost information over the same period as to cost per 

coach hour and oost per coach mile. 

PASSENGER CAR OPERATORS 
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Cost Cost 
Year Amotl1lt Index Percent Per Coach Per Coach 

1924 = 100 Group Total Mile Hour 

192:3 ~ 18,604.66 30% 60.68% 39.99% 6.31"¢ $ .567 
1924 62,802.54 100 64.34 :37.76 6.06 .606 
1926 12 5 • 4:31.46 200 67.30 40.19 6.48 .680 
1926 193,357.45 308 62.59 34.30 6.45 .682 
1927 247,271.50 394 62.61 32.69 6.09 .674 
1928 225,296.57 369 51.75 30.61 5.21 .603 
1929 232,772.54 371 52.00 30.96 4.79 .566 
1930 268,158.39 411 53.25 32.33 4.88 .587 
1931 259,796.20 414 66.40 32.65 4.94 .601 
1932 231,416.96 368 56.96 33.54 4.42 .567 
1933 218,938.03 349 54.61 33.43 4.02 .532 
1934 274,385.47 437 51.60 32.28 4.25 .572 

The charges to this account have increased from ~18,604.65"in 1923 to 

$247,271.50 in 1927, dropping about ~22,000 in 1928, increasing about ~10,000 in 1929 and 

again in 1930 to ~258,158.39, remaining practically the same in .l931, followed by a de

aline of 15.~~ from 1931 to 1933. 1934 showed an increase of $55,447, which·was mostly 

due to the strike conditions in the latter part of that year. The first six months of 

1935 show an increase of 14% over the corresponding period in 1934. 

Account No. 604 - Fuel for Power 

This account takes secom place in importance of the coach division expense ac

counts, being 19.~i of its group and 12.1% of the total coach operating expense for the 

year 1934. Charges to the account represent the coat of fuel used for power; namely, 

gasoline, which is purchased on a contract basis at a price somewhat reduced from that in 

general effect at service stations, there being a small quantity of gasoline purchased 

on the outside at regular prices. Charges to the account over the period from 1923 to 

1934, inclusive, are shown in the accompanying chart by years. 

PUEL POR POWER 

The charges increased somewhat uniformly from ~17 ,629.69 in 1924 to a peak of 

il04,807.94 in 1930, dropping off to ~82,770.44 in 1932, followed by increases in 1933 and 

1934. The first six months of 1935 show an increase of 31% over the corresponding period 

for 1934. The charges to this account are, of course, affected by the fluctuation in the 
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price of gasoline. The chart shows a fairly uniform increase from J l7,630 in 1924 to 

il05,000 in 1930, declining to 1932, then increasing again to ~102,500 in 1934. The total 

charges over the entire period are shown on the table following, as well as cost per coach 

mile and cost per coach hour. 

Cost Cost 
Year Amount Index Percent Per Coach Per Coach 

1924. 100 Group Total Mile Hour 

1923 $ 5,150.30 29% 16.77'1~ 11.0'1'% 1.75¥ 15.4¢ 
1924 17,629.69 100 15.25 10.60 1.70 17.0 
1925 34,352.01 195 15.69 11.01 1.77 18.6 
1926 65,036.19 3o9 17.69 11.54 2.17 22.9 
1927 80,744.93 458 17.14 10.67 1.99 22.0 
1928 89,551.16 508 20.57 12.17 2.07 24.0 
1929 95,546.32 542 21.34 12.71 1.97 23.2 
1930 104,807.94 594 21.62 13.12 1.98 23.8 
1931 86,529.37 491 18.79 10.87 1.65 20.0 
1932 82,770.44 469 20.01 11.99 1.58 20.3 
1933 88,983.28 505 22.20 13.59 1.63 21.6 
1934 102,555.54 582 19.25 12.07 1.59 21.4 

The trend of the cost of fuel for power follows very nearly parallel with that 

of coach miles operated, which increased uniformly from 1924 to 1930, leveled off to 1932 

anu then increased slightly in 1933 and more rapidly to 1934. The reaently purchased motor 

aoaches give a higher fuel economy per passenger mile operated than do the older types. 

Gasoline, at the present time, is purchased under a contract with the Associated 

Oil Company dated lJay 1, 1931, to run for a period of three years and continuing there

after until terminated by a six months' written notice by either party. The contract pro

vides that the price of gasoline, including State tax, shall be one cent less per gallon 

than the price charged resellera if delivered in quantities less than 3,000 gallons and 

one and one-half cents per gallon if delivered in quantities over 3,000 gallons. The price 

shall not be in excess of llt¥ per gallon nor less than 8¢, except by increase or decrease 

in local, state, or governmental tax or taxes. However, if the price to resellers is below 

8¥ the price shall be the same as to resellers. In no event shall the price per gallon be 

wore than the retail price less 4¢. The minimum purchase is 750,000 gallons per year and 

the seller is not obligated to sell or deliver in excess of 3,000,000 gallons in any rue year. 

As of September 5, 1935, all the motor coaches of the Los Angeles Railway Corpor

ation are powered by gasOline as fuel with the exception of eight ~odel 54 coaches. These 

eight are equipped for use of Butane gas and are operated on the Florence-Soto No. 50 line, 

Alvarado No. 41 line, and the East Ninth Street No. 47 line. The use of this gas is still 

in the experimental stage and the results so far point to it as having a satisfactory place 

for this type of service. The experiments were started in July of 1934, and at the present 

time three different types of carburetion are being used, that being the most difficult 

problem at the present time. The fuel is carried in liquid form in steel tanks tested for 

175 pounds per square inch pressure and maintains its pressure as it gasi f ies within the 

tank. The tanks hold enough fuel to run a coach about 300 miles, which is well within the 

crUising range of one day's operation. Up to the present time no extensive tests have been 
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made in connection v1i th the economy of this type of fuel as compared with gasoline al

though the general impression is that it ~ill be cheaper. However, one of the main advan

tages to the use of Butane is the elimination of obnoxious fumes which are almost always 

present, to the discomfort of the passengers, in the gasoline coaches. The fumes from 

Butane are harmless. 

Account llo. 610 - Garage Labor and Expense 

To this ace ount are charged the wages of foremen, power, motor and brake in

spectors, watchmen, car placers, shifters and cleaners, oilers and other garage employees 

not engaged in making repairs. It also includes the cost of fuel, light, water, ice, and 

other garage expenses of a similar nature. The account represented in 1934 11.5)b of the 

group total and 7.~~ of the total coach division expense. The charges reached the peak 

in 1927 of ~95,518.46, dropping off uniformly in that year to ~54,231.95 in 1933, fol

lowed by an increase to .,)61,294.80 in 1934. The first six months of 1935 show an increase 

of 11~· over the corresponding perioil for 1934. 

Account No. 611 - Other Transportation Expenses 

To this account are charged costs in connection with rent, heating and lighting, 

replacement of lamps, water, sanitary supplies, and janitor and coach operators' head

quarters located at 758 East Sixteenth Street; salaries of secret operatives, and physical 

examination of applicants; repairs to loading zones and signs; first filling of coach 

gasoline tanks; and rent, supplies for, and cleaning of outside coach operators' toilets. 

GROUP II - MAUTE!IANCE 

To this account are charged all costs in connection with the maintenance of 

buildings, machinery and tools, equipment, etc., as well as depreciation. There are ten 

accounts in this group used by the company, five of which represent depreciation. This 

group of accounts, exclusive of depreciation, represents 25.27~ of the total coach divi

sion operating expenses, the largest account in the group being Uo. 632-2, Passenger Car 

Repairs, which !ll8.kes up 68.2io of the group total and 17.~::, of the total coach division 

expense. No charges were made to Account No. 629, Superintendence of Equipment, until 

1925, and none to .Accotu1t No. 630, Buildings, Fixtures, and Grounds, until 1927, and none 

to Account No. 631, Machinery, Tools, Etc., until 1927. Accumulation of depreciation re

serve on buildings was started in 1927 and on machinery and tools in 1928. 

Of the five expense accounts oth'3r than depreciation, Account r;o, 629 represents 

8.8-,o , No. 630 .ft;o , No. 631 .4;~ . No. 632-1 22.2';~, and llo. 632-2 68.15,, , The total 

charges to the group increased uniformly from ~92,967.66 in 1924 to ~461,846.38 in 1927, 

dropping off somewhat uniformly to ~274,540.34 in 1933, followed by an increase of about 

.;250, 0C •C' i n 1 934. The entire group for the first six months of 1935 shows an increase 
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of 21~ over the corresponding period in 1934. 

The following table shows charges to this group by primary accounts for the 

years 1931 to 1934, inclusive. 

Acct. Percent of 
lJ 0. Account 1931 1932 1933 1934 Total EX}).* 

629 Superintendence ~ 17,848 ·'· 16,980 $ 16,162 ~ 18,843 2.22% -lil 
630 Bldgs.,Fixturee & Grounds 1,595 1,534 1,031 1,034 .12 
631 Llachinery, Tools, etc. 1,201 1,121 639 769 .09 
632-1 Tires and Tubes 41,063 41,228 39.771 47,595 5.60 
632-2 Car Repairs 152,514 138,964 122,165 146,269 17.21 

Sub Total 214,221 199,827 179,768 214,510 25.24 

633-A Depree. of Bldgs. 7,557 7,554 7,554 7,557 
633-B II Machinery & Tools 3,333 3,344 3,583 3,592 
633-C " Coaches 82,973 83,382 82,129 73,188 
633-D " Service Care 1,203 960 1,506 2,263 

Total Depreciation 95,066 95,240 94,772 86,600 

Total Maintenance $309,287 jp295,067 -~274,540 ~30l,ll0 

* 1934 Coach Division expenses excluding depreciation. 

The following table shows charges to the group by years from 1923 to 1934 and 
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the corresponding cost per car mile and per car hour, excluding depreciation in all oases: 

Percent Cost Cost 
Year Amount Index of Per Coach Per Coach 

1924 # 100 Total Mile Hour 

1923 $ 8,558.32 25% 18.39-J{, 2'. 90t/ 25.6t/ 
1924 34,793.67 100 20.91 3.36 33.5 
1925 71,314.31 205 22.85 3.68 38.7 
1926 158,414.02 455 28.11 5.28 55.8 
1927 243,830.01 701 32.23 6.00 66.5 
1928 245,298.95 705 33.33 5.67 65.7 
1929 243,065.06 699 32.33 5.01 59.1 
1930 224,619.26 646 28.13 4.24 51.1 
1931 214,220.46 616 26.92 4.07 49.5 
1932 199,827.49 574 28.96 3.81 48.9 
1933 179,767.70 517 27.45 3.30 43.7 
1934 214,509.94 617 25.24 3.33 44.7 

Aocog.nt llo. 629 - Superintendence of Equipment 

This account has been introduced by the company in addition to those prescribed 

under the uniform classification of accounts and includes the supervision at the Sixteenth 

Street Garage as well as a certain portion of the salaries of the general office force. 

The garage force consists of a general, day, machine shop, P.M., and night foreman, three 

clerks, and one stenographer and switchboard operator. The entire salary of the automotive 

engineer of the executive staff is charged to this account, as well as a small charge in 

the way of structures department for timekeeping, a portion of the salary of the superin

tendent of equipment, and portions of the salaries of the general engineering department 

for work done in connection with the coach division. The charges to the account increased 

from .,}700 in 1925 to a peak of ._;22,566.29 in 1927, followed by a decline to ,Wl7,778.99 in 

1930, with an increase of only ~100 in 1931, and decre ased in 1932 by about ~800. In 1933 

there was a further decrease of about .,;800, followed by an increase i n 1934 of .;;> 2, 700. The 
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first six months of 1935 show an inarease of 2~~ over the corresponding period in 1934. 

Account l~ o. 632-1 - Passenger Car 'rires and Tubes 

~o this account is charged the cost of rental of tires and tubes for use on 

motor coaches. The company does not purchase these items but rents them from an agency 

on a mileage basis. The tire contract with the Firestone Tire & Rubber Company dated 

August 10, 1932, and extended to December 31, 1940, provides that tires on all coaches 

operated from the Sixteenth Street Jarage shall be payed for by the operator on or before 

the tenth of each month for mileage run on tires furnished during the preceding month at 

.the following ra tea: 

Single Deck Coaches - .007r/ per coach mile 
" " " (40 Passenger) .01 II " " 

Double Deok Coaches - .01 " " " 
T'f9in C oaohea (Large) .01 " " " 
T'f9in Coaches (Small) .005r/ " " " 

Beginning January 1, 1935, the :!!'irestone Tire & Hubber Company are to pay all taxes aris

ing under the lt'ederal ::tevenue Act of 1932, the Los Angeles nai lway Corporation to pay all 

other tax or excise levied or imposed upon the manufacturer and all property taxes on tires. 

The charges to the account increased from ~17,402.51 in 1924 to a peak of 

~5~,483.85 in 1927, dropping off about ~8,000 in 1928, followed by an inarease of ~4,500 

in. l929 and another decrease in 1930 of ~2,500, decreasing to ~41,062.74 in 1931, from 

which figure it changed only a few dollars in 1932, decreasing again in 1933 about ~1,500, 

followed by an increase in 1934 of ~7,800, which increase followed the curve of coach 

miles operated, which also increased in 1934. The first six mQntha of 1935 show a further 

increase of l~S above the corresponding period in 1934. 

Aoo ount Ho. 632-2 - Passenger Car Repairs 

The company breaks this account down into twelve sub-accounts for the purpose 

of aooounting, whioh include all labor and material used in repairing the coach bodf and 

all its appurtenances, brakes, chassis, driving gear, electrical system, batteries, motor, 

fare boxes. tires and tubes, and miscellaneous repairs suoh as bumpers, exhaust pipes, 

gas tanks, license brackets, mirrors, radiators, windshield wipers, etc., and repairing 

of wreaks. 
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The foregoing chart shows the charges to the account by years to have incr~ased rapidly 

from 1924 to 1927, then only slightly in 1928, followed by a very gradual decrease in 1933, 

and an increase of about 2~ in 1934. 

For the first six months of 1935 there was an increase of 35'}~ over the corres -

pending period in 1934, which is in part due to the increase of wages and the program of 

bringing up deferred lllll.intenance. The following table shows the charges to t he account by 

years. the cost per coach mile, and the cost per coach hour. 

Cost Cost Year Amount Index Percent Per Coach Per Coach 
1924 = 100 Group Total Mile Hour 

1923 $ 5,237.42 3a% 61.2(};~ 11.25'% 1. 78s{ 15.67s{ 
1924 17,391.16 100 49.98 10.45 1.68 16.77 
1925 38,045.17 219 53.35 12.20 1.97 20.63 
1926 97,538.63 561 61.57 17.31 3.25 34.38 
1927 158,757.30 913 65.11 20.99 3.91 43.28 
1928 166,375.10 957 67.83 22. 60 3.85 44.56 
1929 161,904.29 931 66.60 21.53 3.34 39.34 
1930 149,806.73 861 66.69 18.76 2.83 34.08 
1931 152,513.96 877 '71.19 19.17 2.90 35.28 
1932 138,963.98 799 69.54 20.14 2.65 34.05 
1933 122,165.23 702 67.96 18.65 2.24 29.69 
1934 146,269.3'7 841 68.19 17.21 2.27 30.50 

GROUP III - TRAFFIC 

There are three accounts in this group only, one of which } s used by the company; 

namely, Account No. 651, Advertising. The charges to this account have been very small and 

have not been made each year. In 1924 there was ~168.00 charged to the account, $287.80 

in 1925, $275.05 in 1926, nothing in 1927 and 1928, ~18.75 in 1929, nothing in 1930 or 1931, 

$57.00 in 1932, ~137.23 in 1933, and ~527.27 in 1934. 

GROUP IV - GENERAL Alm MISCELLANEOUS 

To this group of accounts are ordinarily charged salaries and expenses of 

general officers, salaries and expenses of general office clerks, general office supplies 

and expenses, stationery and printing, stores expense, insurance, injuries and damages, 

legal expense, taxes applicable to operation of rented facilities and equipment, and mis-

cellaneous general expenses. However, inasmuch as the coach division is part of and in 

most oases an extension of the rail system, no elaborate system of proration is used in 

allocating salaries and expenses of general officers and general office clerks to the coach 

division. Of the total coach division operating expenses, this group of accounts repre

sented 1~; in 1934, salaries and expenses of general officers and office clerks making up 

only 2.6% of the total coach expense, as compared with 3.g% for the rail division. 
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'The following table shows charges to this group by primary accounts for the 

years 1931 to 1934, inclusive. 

Acct. Percent of 
no. Account 1931 1932 1933 1934 Total ExE·* 

660 General Officers ~ 8,386 .,p 7. 680 ~ 6,234 .,; 8,081 • 95/; 
661 Gen. Office Clerks 16,659 15,221 13,180 13,712 1.61 
662 Gen. Office Supplies,etc. 1,820 1,927 1,784 1,398 .16 
663 Stationery & Printing 3,544 3,422 4,716 5,096 .60 
664 Stores Expense 5,958 5,553 5,616 6,789 .80 
665 Insurance 3,306 3,215 2,422 1,519 .18 
666 Injuries & Damages 57 , '458 24,583 36,168 60,437 7.11 
667 Law Expense 3,856 1,285 216 .03 
669 Rent of Facilities 1,800 1,800 
670 Rent of Equipment 36 10 
671 Misc. General Ex-pense 325 387 457 1,687 .20 
672 Pensions & Gratuities 17 I 7 53 11,506 3,436 3,282 .39 

Total .Jl20,865 ~76,615 .;74,013 ~102,227 12 .o~s 

* 1934 Coach Division expense excluding depreciation. 

The following tabulation shows the total charges to the group by years from 

1923 to 1934, inclusive, and the cost per coach mile and per coach hour for each of the 

same years. The cost per mile has increased from 1.117¥ in 1925 to 2.299¢ in 1931, de

creasing to 1.36¢ in 1933, followed by a slight increase in 1934. The first six months of 

1935 show an increase over the corresponding period in 1934 of 64;~ • 

• Percent Cost Cost 
Year Amount Index of Per Coach Per Coach 

1924. 100 Total W.le Hour 

1923 i 7,260.15 46j~ 15.60% 2.46¢ 21.73¢ 
1924 15,818.68 100 9.51 1.53 15.25 
1925 21,608.41 137 6.92 1.12 11.72 
1926 37,177.91 235 6.60 1.24 13.11 
1927 41,650.92 263 5.51 1.02 11.36 
1928 55,259.56 349 7.51 1.28 14.80 
1929 61,166.26 387 8.13 1.26 14.86 
1930 89,155.87 564 11.16 1.69 20.28 
1931 120,864.78 764 15.19 2.30 27.96 
1932 76,614.48 484 11.10 1.46 18.77 
1933 74,012.70 468 11.30 1.36 17.99 
1934 102,227.78 646 12.03 1.59 21.32 

Account li o. 660 - Salaries and Expenses of General Officers 

The charges to this account represent the salary of J.lanag:e r of coach division, 

one-half the salary of the assistant to the General ,.:anager of the railway company and 

one-half the salary of his personal secretary, ~50 of t he Auditor's salary, ~50 of the 

Secretary and ~reasurer's salary, and a portion of the salaries of the executive staff in 

amount of .~111.50 for t he month of • .lay, 1935. The charges to this account have increased 

from ..,1,800 in 1923 to )8 ,385.69 in 1931, dropping off to .,;;6,233.62 in 1933 and increasing 

about ~1,800 in 1934. 

Account :~o . 661 - Salaries and Ex-penses of General Offic e Clerks 

To this acc ount are charged a portion of the salaries and expenses of the audit-

i ne d apartment. which is determined on an actual ti1..e basis by use of time cards; a 
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portion of the salary and expenses of the money-counting bureau of the treasury department 

in connection with counting of the money collected by the coach division; and a small por

tion of the salaries of four persons whose time is divided between coach division and the 

Los Angeles wotor Coach Company. The charges to this account represent l.e% of the total 

coach division operating expenses and 13.4~ of the group and have varied from ~5,322.95 

in 1924 to $17,660.64 in 1930, followed by a decrease to ~13,180.08 in 1933 and about ~500 

increase in 1934. 

Account Uo. 665 - Insurance 

This aocount is charged with the premiums on public liability and property dam

age insurance carried on service cars; excess public liability, fire, theft, and riot, 

insurance on motor coaches; fire insurance on garage buildings; and cost of bonds of 

employees . 

Account No. 666 - Injuries and Damages 

This account includes expenditures on account of persons killed or injured; 

property damage, compensation paid employees injured while in performance of their duties; 

salaries and expenses of claim agents, investigators, adjusters and others engaged in the 

investigation of accidents and adjustment of claims; salaries, fees, and expenses of 

surgeons and doctors; medical and surgical supplies; nursing and hospital attendance, 

witness fees, etc. All injury and damage claims in connection with operation of the coach 

division are handled through the same channels as those in connection with rail operation. 

The following chart shows the erratic nature of annual charges to this account, and the 

accompanying table shows the total annual charges by years from 1923 to 1934, as well as 

the cost per coach mile, cost per coach hour, and percent of gross coach revenue. 
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Cost Cost Percent 
Year Amount Index Percent Per Coach Per Coach Of Gross 

1924 = 100 Group Total ~;;ne Hour !\avenue 

1923 ~ 2,672.75 53)~ 36. 82"/; 5. 74~~ • 91¢' 8.00¢' 8.41% 
1924 5,045.63 100 31.90 3.03 .49 4.87 3.32 

1925 8,096.85 160 37.47 2.59 .42 4.39 2.46 

1926 18,637.82 367 49.87 3.29 .62, 6.54 3.30 

1927 16,480.32 :327 39.58 2.19 .41 4.49 2.06 

1928 :31,849.11 631 57.65 4.3:3 .74 8.53 4.01 
1929 28,207.0:3 559 46.12 3.75 .58 6.85 :3.40 

19:30 26,6:36.74 528 29.88 3.34 .50 6.06 3.14 
1931 57,457.97 1,139 47.54 7.22 1.09 13.29 7.23 

1932 24,582.92 487 32.09 3.56 .47 6.02 3.63 

1933 36,167.81 717 48.87 5.52 • 66 8.79 5.53 

1934 60,437.17 1,198 59.12 7.11 .94 12.60 7.20 

The charges were not very heavy until 1931, in which year they about doubled 

those of the previous year, dropping off again in 1932 and building up in 1933 and 1934 

to ~60 ,4:37.17 in the latter year. The large increase in 1934 was due particularly to the 

violence in connection with the strike and the increased number of accidents resulting 

from the use of new operators in replacement of those out on strike. For the year 1934 

charges to this account represented 7.1% of the total coach division expense and 5~o of 

the charges to the group. 

All Other Accounts 

All other accounts under the coach division are charged similarly to the cor

responding accounts in the Rail Division and are not very large in comparison with those 

accounts which have been discussed. 

SECTION E 

OPERATING EXPENSES 

PACIFIC ELECTRIC RAILWAY 

Operating Expenses of the Los Angeles Local Service rendered by the Pacific 

Electric Railway (excluding depreciation) have been as follows: 

Pacific Electric Share of 
Year Rail lliotor Coach L.A.M.C.Co . Total 

1924 $2,140,792.07 .jjl 4,902.66 .~179,527.73 ;$2,325,222.46 
1925 2,122,059.73 9 '751.26 226,992.41 2,358,803.40 
1926 2,157,077.34 12,879.34 272,873.48 2,442,830.16 
1927 2,204,208.35 13,394.84 282,746.38 2,500,349.57 
1928 2,123,681.50 18,342.23 397,440.25 2,539,463.98 
1929 2,191,289.02 24,587.48 487,088.71 2,702,965.21 
19:30 2,112,922.34 25,962.69 533,211.41 2,672,096.44 
1931 1 • 882 • 7 32 .11 32,648.67 499,215.65 2,414,596.43 
1932 1,595,849.82 21,184.94 479,988.36 2,097,023.12 
1933 1,413,357.80 14,321.55 454,567.24 1,882,246.59 
1934 1,451,376.98 14,274.86 514,438.38 1,980,090.22 

As has previously been stated, the expenses of operation of the rail lines in 

many instances represent an allocation or segregation of book figures. In the case of 

motor coach operation the expenses are to a large extent direct charges, except, of course, 

t ha t the share of the Los An~eles i.1otor Coach Company represents in most instances one-
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halt of the total expenses of that agency. The following chart sets forth the foregoing 

tabulation in graphic form. 

OPERATING EXPENSES 
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The detail of expenses (excluding depreciation) for -the year 1934 tallows: 

Pacific Electric Share of 
Rail Motor Coach L.A. lil .C.Co. Total 

Way and Structures ;,p 64,946.20 $ $ 1,839.13 $ 66,785.33 
Equipment 107,175.25 2. 750.20 108,767.60 218,693.05 
Power 204,019.16 204,019.16 
Conducting Transp. 594,436,04 10,032.47 329,508.34 933,976.85 
Traffic 32,120.48 154.02 268.24 32,542.74 
General & 1-tl.sc. 241,415.70 1,338.17 74,055.07 316.808.94 
Hent of Equipment 207,264.15 207,264.15 

Total $1,451,376.98 .fl4,274.86 ~514,438.38 ~1,980,090.22 
Depreciation 33,913.61 190.68 37,330.33 71,434.62 

Total $1,485,290.59 ~14,465.54 ;ji551, 768.71 ,;2,051,524.84 

Depreciation and Taxes are considered separately in later chapters. Likewise 

the Loa Angeles Motor Coach Company's operations are considered as a whole in a following 

section. It remains therefore to show certain further detail respecting the Pacific 

Electric local operating expense, and since the motor coach operations are relatively un-

important such further discussion is confined to the rail operations. 

In the statements on the following pages the detai l by accounts for the last 

three years is shown. Coats per car mile are a lso shown. 

Way and Structures expense to a large extent is an allocated fig~re as between 

local and interurban operations of the track sections involved. Equipment expense except 

for Supervision iB largely direct. Power is allocated based on studies of energy con-

sumption of various classes of equipment. Transportation expense except Supervision is 

largely direct. General Expense is in the main a prorated cost, except for Injuries and 

Damages and Rent of Equipment. 
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G~OUP I - ·:iAY AND STRUCTURES 1934 
Acct. Cost per 

l:o . Name 1932 1933 1934 Car Mile 

1 .:>upt. ;,'ay & Struc. $13,474.76 ~12,831.50 $ 8,994.51 .17r/ 
2 Bal l a st 224.83 1,342.51 171.48 
3 :'ies 3,048.06 2,504.18 '701.02 .01 
4 •. ai l 2,038.00 3,247.00 537.42 .01 

5 i(a il Fs t g .& Jts. 4,070.68 2,062.65 1,354.28 .03 
6 Special ,'/ ork 2,090.00 3,185.82 1,267.41 .02 
8 7r a ck & ~dway Labor 25,536.53 24,142.73 19,045.63 .36 
9 j,;i sc • 7r. &Rd way :i!:xp. 346.62 545.65 219.73 

10 Paving 20,151.35 12,860.56 5,797.17 .11 
11 Clean.&Sand. Track 3,276.44 1,977.66 1,245.88 .02 
13 7unnels &. Subways 1,854.01 538.21 992.47 .02 
15 Bridges,Tres.& Culv. 403.80 799.53 2,050.01 .04 
16 Cross.,Signs,Fences 1,629.83 2,147.01 1,544.59 .03 
17 Signal & Interlocking 1,643.84 3,651.15 3,984.33 .08 
18 Teleph.& Telegr. Lines 29.27 72.73 123.51 
19 r.a sc. Way Expense ( 2.66) 233.33 1.25 
20 Poles & Fixtures 2 '573.34 1,950.49 1,938.30 .04 
22 Distribution System 13,499.61 12,803.23 12,737.08 • 21: 
23 lJisc.Elec.Line Exp. .94 97.38 30.94 
24 Bldgs. ,l!'ixt. ,Grounds 3,217.93 2,524.92 2,209.19 ~ 

Total $99,107.18 $89,518.24 $64,946.20 1.22r/ 

Total Cost per Car Mile 1. 76r/ 1.65r/ 1.22r/ 

Car Miles 5,623,236 5,426,582 5,311,053 

GROUP II - EQUIPMENT 1934 
Acct . Cost per 
~ Name 1932 1933 1934 Car Mile 

29 Superintendence of Equip.$ 10,632.80 $ 6. 934.87 $ 7,369.08 .14r/ 
30 Passenger & Comb. Cars 77,300.06 46,431.59 59,581.77 1.12 
32 Service Equipment 807,02 591.22 1,169.04 .02 
33 Elec.Equipment of Cars 27,347.82 14,560.01 19,212.16 .36 
36 Shop Equipment 2,188.00 1,709.06 2,126.96 .04 
37 Shop Expenses 17,917.27 12,088.02 15,151.68 .29 
38 Vehicles 2. 591.44 2,023.65 2,564.56 .05 
39 W.sc.Equipment Expense 22.40 ---

Total $138,806.81 $84,338.42 $107,175.25 2.02¢ 

Total Cost per Car Mi le 2.47rf l.55r/ 2.02r/ 

GROUP III - POWER 

1932 1933 1934 

Total .,ii232,529.88 $228,427.29 :jp204,019.16 

Total Cost per Car Mile 4.14r/ 4.2lr/ 3!84r/ 

.;.aou.P rv - OONDUC TIN"G TRANSPORTATI CN 
1934 

Acct. Cost per 
Il 0. Name 1932 1933 1934 Car Mile 

63 Supt .of Transp. $ 44,428.44 of 35,963.99 $ 36,854.02 .69r/ 
64 Psgr .Cond .ll!' men& T'men 500,028.95 453,759.02 462,557.61 8.71 
66 ~i s c.Car Serv.Employees 13,290.58 16 '575.49 17,172.76 .32 
67 ~i sc.Car Serv.Exp. 15,556.49 14,621.88 14,842.55 .28 
68 Station Employees 5,165.28 2,531.46 2,363.54 .04 
69 Station Expenses 1,304.60 776.40 630.10 .01 
70 Car House :Employees 46,989.67 42,425.80 42,919.47 .81 
'i Car House Expenses 1,220.76 1,149.11 907.67 .02 
72. Oper . Sig .& Interlocking 18,589.58 13,720.26 13,727.86 .26 
? !; uper.Teleph.& Telegr. 351.02 352.98 483.48 .01 
78 Other Transp.sxpenses 1,144.50 1,832.23 1,976.98 .04 

Total ~648,069.87 ~583,708.62 i594,436.04 11.19r/ 

-~t~: Cos t per Car Mile 11. 52r/ 10. 76¢ 11.19¢ 



GROUP V - TRAFFIC 

Acct. 
H o. 

79 Supt. & Solicitation 
80 Advertising 

Total 

Total Cost per Car Mile 

OPEi.U\ TING ~l,ENSES 

Traffic 

1932 

;,j;l5,lltl.20 
26,086.68 

.j4l,204.88 

• 73c/ 

1933 

:Hl l3,315.79 
17,7:;5.54 

<jji3l,051.33 

.57c/ 

GROUP VI - GENERAL AND ADMINISTRA~IVE 

Acct. 
No. 

83 Sal.& Exp.Gen.Officers 
84 Sal.& Exp.G.O.Clerks 
85 G.O.Supplies & Exp. 
86 Law Expenses 
88 Pensions & Grat. 
89 M.isc.Gen.Exp. 
90 Valuation ~. 
91 Amortization of Fran. 
92 Injuries & Damages 
93 Insurance 
94 Stationery & Prtg. 
95 Store E:xp. 
96 Garage & Stable Exp. 

Sub Total 
98 Rent of Equipment 

Total 

Cost per Car Mile 

~ent of Equipment 
Injuries & Damages 
All Other G.& A. Exp. 

Rent of Equipment 

1932 

'iP 8,173.41 
44,450.18 
4,306.20 
6,511.93 

18,256.71 
7,753.05 

85?.27 
2,268.10 

95,207.64 
2,742.06 

12,901.54 
14,648.80 
4,876.38 

222,948.27 
213,182.93 

~436,131.20 

7. 76c/ 

3.79c/ 
l. 69 
2.28 

1933 

.;;) 7,517.12 
48,896.80 
4,053.43 
6,905.37 

21,277.12 
6,526.02 
2,157.04 
2,341.91 

53,186.96 
2,356.87 

10,485.99 
11,653.14 
4,742.61 

182,110.38 
214,203.52 

.j395,313.90 

7. We/ 

3.95c/ 
.98 

2.37 

1934 

~12,874.57 
19.245.91 

.jp32,120.48 

.50c/ 

1934 
Cost per 

1934 Car Mile 

$ 5,693.71 .13c/ 
50,328.60 .95 
4,122.99 .08 
6,375.38 .12 

18,898.80 .36 
5,994.68 .13 

852.83 .02 
21331.78 .04 

115,280.63 2.17 
2,149.44 .04 

10,411.89 .20 
12,155.62 .23 

4.819.35 ~ 

241,415.70 4.56 
207.264.15 3.90 

ijl448,679.85 8.46c/ 

8.46c/ 

3.90c/ 
2.17 
2.39 

This account includes the depreciation and interest charges for the equipment 

in service on the Los Angeles local rail lines which is leased from the Southern Pacific 

Company. The charges for rent of equipment from 1930 have been as follows: 

Year Interest DeEreciation ~ 

1930 ~144,893.67 .,1;144,733.77 .~289 ,627.44 
1931 130,131.98 115,289.28 245,421.26 
1932 112,666.08 100,516.85 213,182.93 
1933 110,561.07 103,642.45 214,203.52 
1934 103,938.33 103,325.82 207,264.15 
1935(7 mos) 58,492.72 43,592.09 102,084.81 

The above charges include payments for rental of the major portion of the 160 

cars of the Ho. 600-No.759 Series. Until 1932 in addition to the abov-e, care of the 

No. 50 Class were used on the Edendale line and rental on such equipment was included. 

153 

The assignment of cars to Los Angeles Local lines varies slightly month to month. 

For the month of July, 1935, the following assignment was made: 

::)aries 

600-649 
650-699 
700-749 
750-759 

Year .Built 

1922 
1924 
1925 
1928 

Total Cars 

50 
50 
50 
10 

Local Lines 

154 
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The contract under which the No.600-759 Series are rented from Southern Pacific 

Company was amended January 1, 1935. 

Prior to January 1, 1935, the rental comprised an interest charge of 6% of the 

depreciated value and an annual depreciation charge of ~~ of the cost of the body and 5% 
of the cost of the electrical equipment. Effective January 1, 1935, the modification in 

the contract provided for an interest rental of 3M; of the original cost and an annual 

depreciation charge of 2.66% of the cost. When the equipment is fully depreciated it may 

be purchased by the Pacific Electric Railway for its salvage value. 

The average monthly charges on the old and new contracts follow: 

Old Contract (Average Month - 1934) 
New Contract (Average first 7 mos. 1935) 

Interest 

$8,662 
8,356 

Depreciation 

$8,610 
6,227 

Total 

$17,272 
14,583 

It will be noted that the interest at ~b on the original cost is nearly as great 

as a% Of the depreciated cost. The original cost of the entire 160 oars is ;$3.-088,302, 

as of August 31, 1936. The depreciation accrued as of that date was ~1,379,924, or 44.?%. 

SECTION '1 

OPERATING EXPENSES 

LOS ANGELES MOTOR COACH C(].{FANY 

Operating Expense and Cost per Coach Gile for the ~os Angeles Motor Coach 

Company is shown by the following table for the years 1923 to 1934, inclusive. 

Year Uperating Index Coach Cost per 
E;Qense 19:34 = 100 Miles Coach Mile 

1923 ..; 67,060.21 6.~o 326,892 20.5r/ 
1924 487,706.74 45.9 2,071,999 23.5 
1925 624,590.61 58.8 2,146.629 29.1 
1926 731,335.22 68.8 2,366,745 30.9 
1927 722,853.67 68.0 2,406,327 30.0 
1928 1,016,021.54 95.6 3,421,927 29.7 
1929 1 ,194 • 519. 50 112.4 4,260,498 28.0 
1930 1,249,790,39 117.6 4,474,216 27.9 
1931 1,062,064.63 99.9 4,558,415 23.3 
1932 1,008,275.14 94.9 5,210,459 19.4 
1933 954,983.68 89.9 5,268,450 18.1 
1934 1,062,460.32 100.0 5,410,832 19.6 

The operating expense has remained Temarkably con stant si nee 1928 when the 

Wilshire line was transferred to the Coach Company, despite an increase in coach mi~ s 

operated of over 5~h . Conversely, the cost per coach mile has decreased from about 30r/ 

per mile to about 20r/ per mile. These trends are illustrated by the following charts. 
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OPERA TING EXPENSE 
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OOST PER COACH hliLE 

Operating Expense comprises four major groupe of expense as follows: 

Group 

I uonducting ~ransportation 
II Maintenance - Hepairs 
II .Maintenance - Depreciation 
III 'l'raffi o 
IV General and Miscellaneous 

Total 

1934 

i 619,566.94 
216,162.77 

77,689.60 
536.49 

148,504.62 

~1,062,460.32 

i'eroent 
of 1'otal 

66.$ 
20.3 
7.3 

.1 
..ll& 
100.0'/o 

For purposes of analysis, depreciation has been set forth separately for the 

purpose of later detail oonsideration. 

The expense of operation by lines, excluding depreciation and taxes, for the 

year 1934 follows: 

Line uonducting Maintenance· 1'raffio General Total 
Tr&nSE• lRe]2airs! 

Hollywd-~.Beach-S.Pedro ;,; 7,463.23 i 2,346.52 ~ 59.66 f 1,572.15 iJ 11,443.78 
Wilshire Houlevard 231,866.71 66,959.86 247.06 60,612.03 379,907.66 
Sunset Houlevard 140 ,150.19 47,361.53 29.69 33,707.63 221,269.24 
Western Avenue 64,662.70 32,225.44 24.22 17,654.90 134,'167.26 
urenshaw-Yine-~Brea 86,603.93 31,323.45 35.36 23 , 515.88 143,678.62 
Vt.-~lendale-Hiverside 25,324.30 6,181.23 50.56 4 ,462.08 36,016.19 
Sil verlake-.tiyp.- 'l'almadge 24,622.10 6,151.73 12.95 3,854.95 34,641.73 
Olympic Houlevard 15,567.05 3,267.89 76.47 2,766.49 21,677.90 
School .Lines 884.73 323.12 .28 158.31 1,366.44 
Undistributed 

Total ~619,566.94 iii216,162.77 .:,?636.49 -if) l48,504 . 62 ~984,770.82 

166 
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Certain operating data pertinent to a consideration of operating expense 

follows; likewise being for the year 1934. 

Coach Coach Coach Coach Operator Coach 
Line Miles Hours Miles Per .Miles Per "llage Repair 

Hour Gal.Gas .i:'er Mile .Per Mile 

Hollywd-L.Beach-S.Pedro 115,032 5,558 20.70 4.89 2.7¢ 1.2¢ 
Wilshire Boulevard 1,786,006 128,693 13.88 3.95 7.7 3.4 
Sunset Boulevard 981,138 77,742 12.62 3.63 9.0 3.6 
Western Avenue 800,234 67,025 11.94 2.91 4.8 2.8 
Crenshaw-Vine-LaBrea· 952,267 69,714 13.66 3.88 4.2 2.1 
Vt.-Glendale-Riverside 283,218 22, .757 12.45 6.34 4.6 1.2 
Silverlake-Hyp.-Talmad ge 291,715 20,226 14.42 6.10 3.9 1.1 
Olympic Boulevard 183,970 12,385 14.85 6.31 3.9 .a 
School Lines 9,719 753 12.9! .3.78 4.3 2.2 
Undistributed 7 533 - ---- -- --

Total 5,410,832 404,853 13.35 3.88 6.3¢ 2.8¢ 

The operating expenses per coach mile in 1934 by lines were as follows: 

Cost EElr coach lii le in Cents 

Line Conducting Maintenance Traffic General Total 
TransE. IReEairsJ .h:!}!ense E!l;!ense 

Hollywd.-L. Beach-S.Pedro 6.4¢' 2.0¢ .lr/ 1.4r/ 9.9¢ 
Wilshire Boulevard 13.0 4.9 .o 3.4 21.3 
Sunset :a oulevard 14.5 4.8 3.4 22.5 
We.stern Avenue 10.6 4.0 2.2 16.8 
Crenshaw-Vine-LaBrea 9.3 3.3 2.5 15.1 
Vt.-Glendale-~iv erside 8.9 2.2 1.6 12.7 
Silverlake-Hyp.-Talmad ge 8.4 2 .1 1.5 12.0 
Olympic :aoulevard 8 .5 1.8 1.5 11.8 
School Lines 9.1 3.3 1.6 14.0 
Undistri buted - --- -- -- ---

Total 11.4r/ 4.0rf .lr/ 2.7 r/ 18.2r/ 

GROUP I - CONDUC TI NG TRANSPORTATICN 

The expense classified as "conducting transportation" is shown in detail for 

the last three years in the acc ompanying statement, together with derived costs per coach 

mile. 

Cost per 1lile 
' •. in Cents 

~ 0. Ace ount 1932 1933 1934 1932 l933 19:34 

600 Superin tendence ii 22,125.08 ~ 22,698.61 .j 25,663.87 .4rf .4r/ .5¢' 
601 Operators & Conductors 335, 685.53 308 ,766.02 338,031.63 6.5 5.9 6.3 
604 Fuel fo r .!:'ower 100,989.60 111,312.63 110,688.21 1.9 2.1 2.0 
605 Lubri cants & Supplies 12,399.58 10,642.51 12,144.07 .3 .2 .2 
606 dervic e Car hxpens es 5,071.39 6,655.80 6 ,573.02 .1 .1 .1 
607 St at i on Employees 450 .90 370.18 389.58 .o .o .o 
610 Garage ~abor & Expenses 83,679.92 77,737.20 77,267.48 1.6 1.5 1.4 
611 Other ·.•ransp. Expenses 12,595.75 10,316.60 48, 809. 08 __.:.£ __.:.£ ---:.2 

Tota l .j,i 572,997 . 75 . i 548. 499. 55. :;} 619,56 6 .94 ll.Or/ 10 .4r/ 11.4r/ 

The charges to Acco un t No. 600 - Superintend ence , i nc lude the salaries of the 

s upe rv isors and a porti on of ca sh receivers· salari es. 'Nag es of operators and conductors 

make up t h e char ges to Acc ount ll o. 601. 
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Aooount No. 604, Fuel for Power, covers purchase of gasoline. The contract 

dated May 1, 1931, with Tide 'Nater Associated Oil Company provides for minimum purchases 

of 400,000 gallons per year at lt cents less than price charged retailers when delivered 

in quantities of over 3,000 gallons. The effect of the oantraot is to provide for pur

chase at 4¢ less than the retail price. There were 1,391,807 gallons of gasoline consumed 

in 1934. Operations show a consumption of one gallon for 3.88 passenger coach miles 

operated. The standard grade of gasoline is used. 

Account No. 610 covers garage labor incident to operation. 

Account No. 611 in 1934 includes ~36,752.73 due to strike expense. The expense 

of checking coach operators is also included in this account, being performed by the 

Pacific Electric Railway organization and billed the Los Angeles Motor Coach Company. 

GROUP II - MAINTENANCE 

Maintenance Costs, exclusive of depreciation, are recorded in five classifica-

tiona as follows: 
Cost Eer Mile in Cents 

No. Aooount .Name 1932 1933 ~ 1932 1933 1934 

629 Supt.of Equip. $ 14,979.75 $ 14,703.74 '"' 13,641.49 .3¢ .3¢ .3¢ 'i 
630 Bldgs. ,Fix. -Gr. 387.38 1,068.37 1,786.41 .1 
631 Mchy.,Tools,etc. 550.26 773.13 304.27 
632-1 Tires & Tubes 56,705.37 49,515.38 51,089.11 1.1 .9 .9 
632~ Coach Repairs 148.445.12 149.321.41 149.341.49 2.8 2.8 ~ 

Total $221,067.88 $216,382.03 $216,162.77 4.2¢' 4.1¢ 4.0¢ 

Account No. 629, Supervision, covers the salaries of the Master Meohanio, 

General Foreman, and Mechanical Clerk. 

1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Coach Repairs 
per Mile 

6.2¢ 
5.7 
6.3 
3.9 
4.2 
4.2 
3.5 
2.9 
2.8 
2.8 

Coach Repairs, Account No. 632-2, have averaged about 2.8¢ per 

mile during the past three years, a substantial decrease from 

former years, the highest cost per mile being in 1927 when 

repairs oost 6.3¢ per mile. 

Tire and Tube rental costs are largely governed by contract with Goodyear Tire 

& Rubber Company dated September 27, 1932, and extended to December 31, 1936. Under this 

contract tires and tubes are rented by the company at the following rates: 

GROUP III - TRAFFIC 

Single Deck Coaches 
Double Deck Coaches 
Twin Coaches (Large) 
Service Truck 

- .007rjper 
.OlOrj " 
.OlOrj " 
o QQ7rj II 

coach mile 
" " 
" " 
" " 

The charges to traffic expense have been nominal, being for advertising 
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(Account No. 651) in the amount of ~1,568.92, $568.03, and $636.49 in the years 1932, 1933, 

and 1934, respectively. 

GHOUl> IV - GENERAL 

The largest item in general expense comprises Injuries and Damages, as indicated 

in the following tabulation: 

Acct. 
~ 1932 1933 ~ 

Cost ~er Mile in Cents 
193 1933 1934 

660 Sal.& Exp.Gen.Officers 
661 Sal.& Exp.G.O. Clerke 
662 Gen.Office Sup.& Exp. 
663 Sta~ionery & Prtg. 

t 10,280.54 $ 10,044.00 $ 9,272.30 0.2¢ 
.5 
.1 
.1 
.1 

0.2¢ 
.6 
.1 

0.2¢ 

664 Store Expenses 
666 Insurance 
666 Injuries & Damages 
667 Law Expenses 
669 Rent of Facilities 
670 Rent of Equipment 
671 Misc.Gen. Expenses 
672 Pensions & Gratuities 

26,494.99 
3,948.29 
7,204.05 
4,433.15 
3,132.59 

49,14'1.60 
1,471.01 

16,746.63 
36.00 

1,336.01 
2.594.65 

23,870.82 
3,995.31 
6,273.99 
4, 561.02 
3,191.24 

37,003.72 
2,120.00 

15,810.73 
216.00 

1 .,224.73 
1,432.74 

24,197.11 
3,676.11 
6,964.10 
4,268.61 
2,758.58 

76,867.78 
2,465.34 

16,460.30 
24.84 

2,310.68 
1,348.87 

.1 

.9 

.3 

.1 

.1 

.1 
• 7 

.3 

.4 

.1 

.1 

.1 

.1 
1.4 

.3 

Total $126,825.51 $108,744.30 ~148,504.62 2.4¢ 2.1¢ 2.7¢ 

.A segregation of general expense by lines, as between Injuries and Damages, 

Rent of Facilities , and all other general expense follows for the year 1934: 

Line 

Hollywood-LongBeaoh-SanPedro 
Wilshire Boulevard 
Sunset Boulevard 
Western .Avenue 
Crenshaw-Vine-LaBrea 
Vermont-Glendale-Riverside 
Silverlake-Hyperion-Talmadge 
Olympic Boulevard 
School Lines 

Total 

Injuries 
and 

Damages 

$ 313.90 
27,096.56 
23,746.46 

8,202.32 
13,076.87 

1,685.36 
892.79 
892.26 

61.27 

$76,867.78 

Rent 
of 

:Pacilities 

$ 460.30 
13,900.00 

1,327.01 
772.99 

$16,460.30 

All Other 
General 
Expense 

$ 797.95 
19,816.47 

9,961.38 
8,126.57 
9,666.02 
2,876.72 
2,962.16 
1,874.23 

97.04 

$66,176.54 

Total 
General 
Expense 

$ 1,572.16 
60,812.03 
33,707.83 
17,664.90 
23,516.88 
4,462.08 
3,854.95 
2,766.49 

158.31 

$148. 604. 62. 

Account No. 660, Salary and Expense of General Officers, includes the salaries 

of the Manager and Assistant Manager, both being also on the payroll of the Loa .Angeles 

Railway Coach Division. .Also included are payments to the owning companies for services 

at the follOWing rates per month. 

Treasnrer 
Auditor 
l>urohasing Department 

Total 

- $ 50.00 
60.00 
60.00 

$150.00 

Los Angeles Railway 
" " " 

Pacific Electric Railway 

In Aooount No. 661, General Offi ce Clerks, the salaries of the Chief Clerk and 

three clerks are included. Billing to the parent companies is also made as follows: 

Cashier 
Paymaster 

Total 

- # 26.00 
26.00 

• 60.00 

Loa Angeles Railway . " . 
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In addition the actual clerical forces o! the Auditing Department o! the Loa 

Angeles Railway and the Purchasing Department o! the Paci!ia Electric Railway are included, 

approximately $1,200 monthly. 

Insurance, Account No. 666, includes the following items in 1934: 

Employees Bond 
l!'ire 
l!'ire - Garage and Equipment 
Riot 
Burglary 
Forgery 

Total 

$1,081.19 
23.52 

1,388.21 
223.24 
44.86 
(!:"«) 

$2,768.68 

Injuries and Damages, Aooount No. 666, includes salaries, expenses, and alaim 

payments. An analysis o! Injuries and Damages expense !or the past three years shows a 

substantial increase in alaims paid as follows: 

follows: 

Item 1932 1933 1934 

Claims Settled $34,910.74 t23,8l7.78 $68,978.72 
.U:iscellaneous 2,293.85 1,621.68 3,286.63 
Payroll 11,943.01 11,664.36 13,602.53 

Total $49,147.60 $37,003.72 $76,867.78 

Account No. 666 also inaludes monthly billing from Pacific Electric Railway as 

Legal Department 
Claim Department 

" " 
Legal Department 
Claim Department 

- Claims 
- SuperTision 
- Clerical 
- Clerical 
- Expense-Auto 

Total 

26.00 
60.00 

600.00 
460.00 

50.00 

$1,076.00 

In addition Claim Case direot axpaaee is billed, aeing $387.60 in June, 1936. 

Account No. 667, Legal Expense, includes supervision o! $26.00 a month billed 

by the Pacific Eleotrio Railway. 

The charges to Account No. 669, Rent of Facilities, during year 1934 includes 

rent space !or storage of coaches at Sixteenth Street Garage of the Los Angeles Railway, 

this amount being classified to the Wilshire line. The total charges for the year are 

as follows: 

Rent Space !or Storage of Coaches at 16th St. Garage 
Rent Space for Storage of Coaches at Div. #5 Car Barn 
Station Facilities at Hollywood Stage Terminal 

Total 

~13,900.00 
2,100.00 

460.30 

$16,460.30 
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CHAPTER XI 

TAXES 

Taxes assignable to operation of the Los Angeles Local Transportation Services 

are discussed in three sections, as follows: 

A. Taxes - Los Angeles Railway Corporation 

B. Taxes - Pacific Electric Railway Company 

C. Taxes - Los Angeles Motor Coach Company 

SECTION A 

TAXES 

LOS ANGELES RAILI'I'AY CORPORATIOn 

Taxes as paid by the Los Angeles Railway Corporation during the years 1920 to 

1934 are shown by the following table and chart. Included in these figures are taxes 

levied by City, County, State and Federal governments covering, respectively, franchises, 

licenses, etc.; franchises, flood control, etc.; gross receipts, gasoline, license, 

sales, etc.; and income, capital, stock, etc. 

Percent of Percent 
Year Amount Index Operating of 

1924- 100 ExJ2ense Revenue 

1920 $396,000 45. 8'/o 6.1% 4.4% 
1921 480,000 55.3 6.6 4.8 
1922 809,000 93.2 12.2 7.4 
1923 832,726 95.9 10.6 6.7 
1924 868,054 100.0 10.1 6.7 
1925 820,316 94.5 9.1 6.5 
1926 807,926 93.1 8.6 6.3 
1927 814,347 93.8 8.6 6.2 
1928 833,676 96.0 8.8 6.2 
1929 997,392 114.9 10.3 6.8 
1930 953,714 109.9 10.0 7.0 
1931 812,866 93.6 8.8 6.7 
1932 678,296 78.1 8.7 6.6 
1933 598,368 68.9 8.8 6.4 
1934 589,410 67.9 7.5 6.1 
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TAXES 

For the year 1934 the following table shows ihe tax burden segregated between 

Rail and Motor Coaoh operations and share of Los Angeles Motor Coaoh Company. The gross 

revenue tax of 4t% makes up the most important tax item, representing about 72% of the 

total for the year 1934. 

T&xea Assignable to Railwal Operations 
(looount No. 21 ) 

CjtY 
anchise-City of 

Licenses -City of 
Franchise-City of 
Franchise-City of 

Los Angeles 
Los Angeles 
Vernon 
Huntington Park 

Total City Taxes 

County 
franchise 
Flood Control 
Spur Track Franchise 
Other 

Total County Taxes 

State 
--rrroes Receipts 

Gasoline 
Licenses 
Sales 
Other 

Total State Taxes 

Federal 
Income 
Capital Stock 
Licenses-Bus 
Other 

Total Federal Taxes 

Total Operative Taxes 

Year 1934 

Rail Coaoh Share of 
Division L.A.M.C.Co. 

t 62,074.66 $ 
60.00 

326.81 
69.41 

62,529.88 

2,115.37 
24,166.66 

10.00 
320.32 __ ...;;;.__ 

26,612.35 

114.00 

114.00 

43.39 

43.39 

Total 

$ 62,074.66 
174.00 
325.81 

69.41 

$ 62,643.88 

2,116.37 
24,210.06 

10.00 
320.32 

26,666.74 

362,898.33 $30,344.28 $27,426.63 $420,669.24 
3,261.36 39,246.76 21,066.36 63,574.46 

60.60 60.60 
5,250.03 1,822.41 1,233.47 8,306.91 

294.44 11.72 10.92 31'1.08 

371,'164.66 71,425.16 49,'137.37 492,92'1.19 

6,554.00 6,554.00 

442.68 11.'12 175.08 629.48 

Percent 

10.6~ 

4.6 

83.7 

6,996.68 11.72 175.08 7,183.48 1.2 

$467,903.57 $71,436.88 $50,069.84 $589,410.29 100.~ 

State taxes are paid semi-annually. The tax for the year July, 1934, to June, 

1935, is based on 4i% of 1933 Gross Receipts. The first half of this tax was paid in 

July, 1934, and charged to expense during the last six months of 1934. The last half 

of the payment was made in January, 1935, and charged to expense during the first half 
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of 1935. Under the new advalorem basis of taxation the first payment is due in December, 

1936, and the second in April, 1936. 

SECTION B 

~ 

PACIFIC ELECTRIC RAILWAY 

TaXes assignable to operation of the Los Angeles local lines have comprised 

largely the State Gross Receipts Tax together with a franchise tax. 

1924 for the local operations follow: 

Taxes paid since 
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Year 

1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

with 

last 

TAXES 

Taxes 

Rail Motor Share of Total Percent of Index 
Coach L.A.M.C.Co. Reven11e 1924=100 

$150,788.22 $ 376.05 $ 7,509.49 $158,673.76 5.2% lOO.CJ% 
140,144.13 393.69 11,875.12 152,412.94 6.2 96.1 
143,344.62 304.73 19,657.70 163,307.05 5.7 102.9 
136,195.01 633.52 23,798.62 159,527.15 5.5 100.5 
133,530.46 798.11 30.717.47 165,046.03 5.5 104.0 
133,023.18 995.56 40,422.29 174,441.03 6.4 109.9 
131,901.46 1,296.41 61,864.43 185,062.32 5.9 116.6 
117,401.94 1,661.74 53,112.99 172,176.67 6.2 108.6 

96,382.66 776.07 31,367.81 127,526.73 6.3 80.4 
83,920.60 406.62 29,401.66 113,728.88 5.1 71.7 
73,700.64 337.20 27,637.84 101,675.68 4.5 64.1 

These taxes in recent years ~re largely the State Gross Receipts Tax, together 

Oity lranchise Tax. The segregation of taxes as between these two items for the 

three years follows, 

State 
Franchise 

Total 

for the rail lines: 

1932 

$94,223.46 
1,159.39 

$96,382.86 

1933 

$82,956.60 
964.00 

$83,920.60 

1934 

$72,887.38 
813.26 

$73,700.64 

The Pacific Electric Railway classifies gasoline taxes to "l11el for Power" 

account, so that the share of Los Angeles Motor Coach Company taxes shown is largely re

presented by one-half of the State Gross Receipts Tax. 

SECTION C 

TAXES 

LOS ANGELES MOTOR COACH COMPANY 

Taxes assignable to operation (Accotlnt No. 668) d11ring the past three years 

were as follows: 

1932 
1933 
1934 

Amount 

$101,131.36 
100,377.56 
100,151.08 

The taxes recorded for the year 1934 were: 

Item 

State Tax. ( 44% of Grose Reven11es) 
Gasoline (3¢ Gallon) 
Sales (21'%) 
Flood Control 
Cheak (2¢ each) 
Sightseeing License 
Cotton Processing 
Agent's License 
~ (Insurance) 

Total 

The tax items are largely self-explanatory. In 

Per Mile (Cents) 

1.94¢' 
1.90 
1.86 

Amount 

t 64,858.63 
42,132.70 

2,466.96 
104.114 

50.74 
228.00 
287.68 

10.00 
11.84 

$100,151.08 

Peroent 

64.~ 
42.1 
2.5 

.1 

.2 

.3 

---
100.~ 

the Pacific Electric Railwa.Y 

records, many of the above items are classified to other &ccoa.nts, as, for e:xample, gaso

line tax is included as a cost of conducting transportation. 



CHAPTER XII 

DEPRECIATION 

The subject of Depreciation involves several elements such as the aoorual, the 

reserve, and the accounting methods. These matters will be considered in the following 

order: 

A. Depreciation Reserve - Los Angeles Railway 
B. Depreciation Expense - Los Angeles Railway 
C. Depreciation - Motor Coach Equipment - Los Angeles Railway 
D. Depreciation - Pacific Electric Railway 
E. Depreciation - Los Angeles Motor Coach Company 

SECTION A 

DEPRECIATION RESERVE 

LOS ANGELES RAILWAY 

The reserve, of course, is in respect of all depreciable properties, including 

rail, motor coach, and the company's properties assignable to Los Angeles Motor Coach 

Company. 

AB of March 31, 1923, the properties of the company were valued by the Joint 

Committee, comprising engineers of the railway, Board of Public Utilities of Los Angeles, 

and the California Railroad Commission. In oonnection with Application Ho. 13323, the 

valuations were brought up to date of December 31, 1926, by the Commission's Engineering 

Department as follows: 

Historical Reproduction Cost 
Historical Reproduction Cost Leas Depreciation 

Accrued Depreciation 

(a) Based on 4 year life for motor coaches 

$40,900,951 
29,927,402 (a.) 

;,p1o,97:3,549 

The Accrued Depreciation was determined on a straight line age life basis and 

may therefore be used as a test of the reserve. The reserve as of this date was 

~7,252,604, or approximately ~2,720,000 under the determined aoorued depreciation. 

If the net increase in the reserve during the period 1926 to 1934 of ~7,682,100 

be added to the accrued depreciation found to exist as of Deoember 31, 1926, of 

~10,973,549, then the accrued depreciation as of December 31, 1934, would be ~18,655,649, 

or 4~~ of the historical cost, indicating a percent condition of 58%. 

Jor rate making purposes or purposes other than as put to in this report, these 

values do not express our opinion or conclusion as to the present value of this property. 
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The Reserve for Accrued Depreciation stated in summary form beginning with 1919 

is as follows : 
DeEreciation d eserve Account 

rlail ilotor Coach ana Share o~ I.A. :Il .C. Co. 

Uhargea ilet l:redi t 
·rotal Tota l Total l: redit .t:lalance 

Year l:redits \7 ross ::ialvage 1J et to at End of 
uharges Uharges .rteserve Year 

1919 ;;p 518 , 234 .,> 34,817 ~ iii 34,817 .;;; 483,417 ·~ 2,657,794 
1920 835.713 100,769 100,769 734.944 3,392,738 
1921 915,680 369,878 369,878 545,802 3,938,540 
1922 97?,442 591,400 591,400 386,042 4,324,582 
1923 1,082,383 841,810 1,141 840,669 241,714 4,566,296 
1924 1,279,387 402,608 4,051 398,557 880,830 5,447,126 
1925 1,466,496 649,201 84,623 564,578 901,918 6,349,044 
1926 1,565,900 575,394 17,955 557,439 1,008,461 7,357,505 
1927 1,558,381 931,055 133,796 797,259 761,122 8,118,627 
1928 1,570,954 643,144 246,633 396,511 1,174,443 9,293,070 
1929 1,563,829 817,355 149,345 668,010 895,819 10,188,889 
1930 1,585,122 436,98 6 127,824 309,162 1,275,960 11,464,849 
1931 1,446,928 1,326,497 195,013 1,131,484 315,444 11,780,293 
1932 1,457,810 62?,873 116,229 511,644 946,166 12,726,459 
1933 1,455,699 517,060 83,003 434,05? 1,021,642 13,748,101 
1 934 1,433,217 189,630 47,916 141,714 1,291,503 15,039,604 

DEPRECIATION RESERVE 

Hi ..-rrredits 
~ Salvage 

II) 14 I77ZI Ne 
~ 
r-1 

1 r-1 
0 
A 

od 10 1=1 
Ill 
II) 

1'1 8- -0 

ti 
od 
<D ... 
od 

3 
~ 

0\ 0 r-1 C\J tQ 
r-1 C\J C\J C\J C\J 

0 r-1 
tQ tQ 

C\J tQ 
tQ tQ 

0\ 0\ 0\ 0\ 0\ 0\ 0\ 0\ 0\ 
r-1 r-1 r-1 r-1 r-1 r-1 r-1 r-1 r-1 

Analysis of Retirements 

It will be noted that total annual retirements credited to capital accounts as 

reflected by the above table do not agree with the gross charges as shown to depreciation 

reserve aocount. This condition may be due to several causes, one of which is retirement 

of automotive equipment on which full depreciation has not been accrued. Khan such occurs 

capital accounts are credited wi th the full value of the item, depreciation reserve is 

charged with the amount actually accrued thereto, plus salvage (salvage from depreciable 

items being retired is in all oases credited to depreciation reserve), and the remaining 

value is charged to operating expense. Also, when the accrued depreciation plus salvage 

ie greater than the book value , depreciation reserve is charged with the accrual plus 
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salvage, capital is credited with the book value, and the difference is credited to profit 

and lose. When an item of property is retired on which depreciation is not set up, capi

tal is credited with the book value and profit and loss is charged with the amount. Such 

items are land and Account No. 550, General Administration. Another accounting practice 

affecting the difference is to credit depreciation reserve with the scrap value of items 

removed from the field and taken into stock for later reclamation. Yhen such items are 

reclaimed and ready for re-use, stock is credited and depreciat~on reserve charged with 

the scrap value. Depreciation reserve is then credited with reclaimed value of the 

article and stock charged. 

Year Way_ & Struct. 
l924 i 448,326 
1925 422,898 
1926 711,137 
1927 540,583 
1928 338,031 
1929 '729,321 
1930 316,354 
1931 426,572 
1932 436,155 
1933 174,512 
1934 86,130 

$4,636,618 
Percent 62. &% 

Retirements to CaEital 
EguiEment 

i 54,297 
261,936 

65,335 
227,953 
11,075 
51,849 
70.695 

627,613 
99,868 

267,617 
7'1, 670 

~1,815,908 
24.6% 

Power General 
$ 12,361 $ 

43,957 130 
14,007 234 
10,277 812 
41,486 200 

7,792 1,611 
10.712 923 
88,117 1,741 
25,330 3,130 
3,089 1,060 
2,243 7,305 

4259,371 $17,~6 
3. fijb o. 

SECTION B 

DEPRECIATION EXPENSE 

LOS ANGELES RAILWAY 

Motor Coach Total 
t i "55"4,983 

37,300 766,221 
49,842 840,555 
22,817 802,442 

241,3.52 632,144 
22,785 813,358 

9,483 408,167 
149,989 1,294,032 

64,785 629,268 
42,826 489,104 
14,273 187,621 

$665,452 $'7,377,895 
e.g% lOO.a'f, 

Prior to 1921 depreciation expense was charged according to the gross revenues 

available. Beginning in 1921, an accrual basis was established computed by the applica

tion of rates based on estimated service lives and applied to primary capital accounts. 

With the completion of the 1923 appraisal made jointly by engineers of the Railroad Com

mission, the City, and the Company, the service lives and salvage were re-studied and 

rates based thereon have been used for computing depreciation expense beginning 1924, for 

all accounts other than automotive equipment, lives of which have been adjusted from 4 

years in 1924 to 7 years since January 1, 1931. 

The following table shows company's oaloulation of depreciation expense for 1936 

for all properties except automotive equipment, (~coount No.633C and Aooount No. 633D, 

oo&ohes and service cars in coach operation, and a part of Account No.40 covering automo

tive equipment in rail operations). 

Track and Roadway 
OVerhead Distribution 
Buildings 
Equipment 
Power 

Total 

Aoct.25 
$678,102 

64,146 
66,356 

-· 
10,343 

$807.946 

Acot.40 

t 

-434,264 
53,63'7 

$487,901 

Acot.633A Acot.633B Total 
$ t $ 678,102 

64,146 
9,~64 66,119 

3,681 437,946 
- 63,980 -- -

$9,764 $3,681 $1,309,292 

On the following page is shown the depreciation schedule for 1935 for all 

depreciable property except motor coaches. 
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LOS ANGELES RAIL . .'IAY CORPORA TI Oli AND CITY RA IL.NAY CO. OF 
DEPRECIATI ON SCHEDULE FOR YEAR 1935 

(Work in Progress excluded) 
(Motor Coaches excluded) 

LOS AUGELES 

Acc oun t name 

Track end n oadway 
501 Engi neering & Superint endence 
5040 Dr:J.in .'ile 
505 Ballas t 
506 Ties 
507 Rail , Rail Fas tenings and Joint s 
508 Special ·.vo rk 
510 Tr a ck and Headway l..abor 
511 Paving 
512 ·: oadway :.lachi ner y &: Tools 
515 Br idges , ~rest l e s and Culverts 
516 Cr ossings , l!'ences and Si gn s 
517 Si r nals & Int erlocki ng Apparatus 
518 Telepho1 e &: Telegr aph l..ines 

~o tal Tr a ck and Roadway 
Overhead ~l e ctric Distribution 
519 ~ a l e s and Fixtures 
521 Di s tributi on System 

Tot~ l Ov er h ea d Di stribut i on 
Buildi ngs 
522 Gene r~l Of f i ce Build i ng 
523 Shops and carhouses 
524 i.li sc. Bldgs . "' Structures 
524 W " ~ " ~ - hlotor Coach 
524.X " " " " -Coach Divi sion 
529 Othe r Expendi t ures- .'/ay & Structures 

To t a l Buildings 
Equipment 
530 ~asse nee r and Combinati on Oars 
532 Service Equip~ent 
533 Ele ctric ~quipment 
536 Shop Equi oment 
536.X " " 
53 7 Furniture & Fixtures 
538J J,lis cellaneous Equipment 

Total Equipment 
Power 
~Substa tion Huildings 
543 Substation 3quipment 
544 Transmission System 

Total Power 

GRAJ!D 'l'O:'AL 

Depreciable 
L'r operty 
12/31/34 

.Ji 1,155,529 
86,609 

1, 039,157 
1,008,390 
3,681 ,887 
1 ,248 ,654 
1,943,508 
3,514, 2 72 

10 6,626 
1, 0 12. 952 

149.958 
8 ,117 

61,197 
15,016,856 

432,559 
1.460, 232 
1, 892,791 

817, 981 
1,232,417 

335, 884 
64,54 6 

223 ,495 
10,616 

2,6 84,939 

6,170, 304 
205,910 

3,557,042 
4 31,675 

77, 490 
1 61, 93 7 

7 343 
10,611,701 

329,170 
1,440 , 301 

220,598 
1,990,069 

~32,196 , 35 6 

Estimated dalvage 
_! Amount 

35.42 

28 .31 
1 2 . 0 0 

18. 87 
20.92 

5.00 
2.48 

5.06 
5. 00 
5. 00 
5.00 
5. 00 
5.00 
5. 00 

4.68 
5. 00 

40. 0 0 

368,069 

1,042,342 
149,838 

1,560,249 

81,624 
305,481 
387 , 105 

40 ,899 
30,564 

71,463 

312,217 
10,296 

177, 852 
21,584 

3, 8 75 
8, 0~7 

367 
534, 2 88 

15,405 
72,015 
88,239 

175,659 

Depreciable 
!'roperty 

Less 
Salvage 

.j,6 1,155,529 
86,609 

671,088 
1, 008,390 
2,639,545 
1,098,816 
1,943,508 
3,514,272 

106,626 
1, 012,952 

149,958 
8,117 

61,197 
13,456,607 

350,935 
1,154,751 
1,505,686 

777_,082 
1,201,853 

335,884 
64,546 

223,495 
10,616 

2,613,476 

5,858,087 
195,614 

3,379,190 
410,091 

73,615 
153, 840 

6 976 
10, 077,413 

313,765 
1,368,28 6 

132,359 
1,814,410 

~2 .72 8 ,764 ~29,467,592 

Average l..ife 

Years 

21.72 
45. 00 
35 . 06 
14.75 
26.72 
14.51 
21.12 
15.83 
10 .56 
39.54 
18 .82 
24.99 
20.00 

21.80 
24.03 

47.50 
44.53 
29.47 
29.47 
29.47 
20. 00 

23.58 
19.97 
23.20 
20.00 
20.00 
18. 00 
5. 00 

47.84 
25.49 
35.00 

Hate 

4.60 
2.22 
2.85 
6.78 
3.74 
6.89 
4.73 
6.32 
9.47 
2 .53 
5.31 
4.00 
5. 0 0 

4.59 
4.16 

2.11 
2. 25 
3.39 
3.39 
3.39 
5.00 

4.24 
5. 01 
4.31 
5.00 
5. 00 
5.55 

20 . 00 

2.09 
3.92 
2. 8 6 

Amount 

53,154 
1,923 

19,12 6 
68 , 369 
98 .719 
75,708 
91,928 

2 22,102 
10 , 097 
25,628 

7 '963 
325 

3,060 
678,102 

16,10 8 
48,038 
64,146 

16,396 
27,042 
11,386 
2,188 
7,576 

531 
65,119 

248,383 
9,800 

145,643 
20,505 
3,681 
8,538 
1,395 

63,980 

$1,309,292 

Aoct. 

25 
" 
" 
" 
" 
" 
" 
" 
" 
" 
" 
" 
" 

" 
" 

" 
" 
" 

633-A 
633-A 

25 

40 
" 
" 
" 

633-B 
40 
" 

25 
40 
25 

0> 
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The following tabulation shows annual depreciation charged to operating expenses 

in percent of gross revenue. 

Year 
1911 $ 
1912 
1913 
1914 
1916 
1916 
1917 
1918 
1919 
1920 
1921 
1922 

Gross Percent Total Gross Percent 
Revenue of Gross DeJ2r.Exp. Year Revenue ot Gross 
6,843,378 4.0% • 232,703 ~ $12 '660. 853 a. 6~~ 
6,616,026 7.6 600,000 1924 13,100,809 9.8 
7,005,433 7.0 489,851 1926 12,854,020 11.4 
6,762,123 7.0 473,225 1926 13,022,522 12.0 
6,137,964 4.0 245,514 1927 13,288,068 11.7 
6,864,561 4.0 234,652 1928 13,626,939 11.6 
6,148,012 7.0 430,361 1929 14,881,122 10.5 
6,680,508 7.0 460,635 1930 13,735,603 11.6 
7,338,175 7.1 618,234 1931 12,231,996 11.8 
9,038,488 9.2 730,813 1932 10,340,370 14.1 

10,125,995 9.0 915,680 1933 9,464,506 15.4 
11,138,519 8.8 977,442 1934 9,804,928 14.6 

The following chart shows the above percentages in graphic form. 

16 

10 

5 

0 
.-f (;\l 
.-f .-f 
0> 0> 
.-f .-f 

DEPRECIATION CHARGES 
Percent of Gross Revenue 

I I I I I I I I I 
I I ~ I I I I I I I I I I I I I I I I I 

tQ tQ ~ LQ <D 1:-CO 0> 0 .-f c:\1 tQ ~ IQ <D 1:- COO> 0..-fc:\l 
.-f .-f .-f .-f .-fri .-f c:\1 c:\1 c:\1 c:\1 c:\1 c:\1 (;\l c:\1 (;\l(;\l tQt<)t<) tQ 
0> 0> 0> en· 0> 0> 0> 0> 0> 0> 0> 0> 0> 0> 0> 0>0> 0>0>0> 0> 
rl rl .... .-f .-fri rl .... .-f .... rl rl .... rl rl rlri ririri rl 

~ 
0> 
rl 

Total 
DeJ2r·~· 
$1,082~3 
1,279,387 
1,466,496 
1,565,900 
1,658,381 
1,670,964 
1,563,829 
1,586,122 
1,446,928 
1,457,810 
1,466,699 
1,433,217 

A summary of the street oars owned by the Los Angeles Railway Corporation is 

shown on the following page. As of June 30, 1935, there were 1081 oars owned by the 

company, 775 of which were in active service and 306 in temporary or permanent storage. 

The ages of these oars range all the way from 1896 to 1930, during whioh last year two · 

Type M oars were purchased. This tabulation is based on the year of original acquisition 

of the equipment and does not in all oases mean that the entire oar is as old as indicated, 
inasmuch as many of the older oar bodies have been rebuilt several times and the electri
cal equipment on many of the cars is of a more modern date than the oar bodies and trucks. 

Due to this continual program of rebuilding oars and replacement of equipment on them it 
is not possible to definitely group the oars into age classes. However, the faot still 

remains that the date of original acquisition does determine the age of some portion of 

the oar, either the trucks, the bodies, or some of the equipment on them. In 1924 when 

the valuation of the Los Angeles Railway Corporation properties was made by the Joint 
Committee ot Engineers, an historical reproduction oost was placed upon the passenger oars, 

Aocount No. 630, as ot December 31, 1923, of i6,024,103, and for electrical equipment of 

oars, Aooount No. 533, the cost was set at $2,422,648; and less depreciation, these 

amounts were determined as being i3,674,650 and il,805,639, respectively. This plaoed a 

cOndition percent on these aooounts of 73.1% and 74.5%, respectively, which would give a 

remaining average life of 17.3 years. 
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LOS ANGELES RAil ."/A Y CO!ll'Oi:lA 1'1 ON cr 
SUi.lM.A3Y OF l'ASSEliGEH CARS 

JUNE 30, 1935 

Bodies Electrical Egui:Ement Co:nbined 
Year l umber 1!otora Control Unit :'otal 
Purchased Purcha sed ~ l..)ost Year l~ 0. TYJ?e Year llo. ~ Cost Co s t Cos t 

1896 5 A) iii 24,392 1903 4 3811 2 K28) ~ 24,864 .., 6,157 ·~ 49,256 
1910 3 A) 1903 4 38B 2 K28) 
1896-1898 14 B) 61,170 1907 2 101 2 .Kll) 20,700 5,45& 81, b 70 
1902 1 B) 190 7 2 101 2 .Kll J 
1902-1908 106 B 4-32,268 1922 2 269 1924 2 K68 341,850 7, 30 3 774,11 U 
1906 1 B 6,105 1922 2 269 1924 2 K68 3,225 9, 330 9 . ~s::>o 
1904-1908 42 B 171,276 1922 2 269 1924 2 .!i.68 135,450 7, 30 3 30 6,726 
1 898-1910 14 B 57,092 1907 4 101 1930 2 K35 49,560 7,6Hl 106 , 652 
190 6 1 B 4,078 1903 4 38B 2 K28 3,459 7,537 7, 537 
1906 41 B 167,198 1911 4 306 1924 2 K28&35 129,675 7, 241 296 . b73 
1 90 6 5 B 20,390 1903 4 38B 1924 2 K35 18,775 7,833 6~ . 165 
1906 17 B 69,326 1923 4 265 1924 2 K35 76,381 8,571 145 . ?07 
1903-1910 6 B) 685,104 1911-12 2 306 2 .K11) 243,600 5,528 92 b , 7U4 
1910 -1911 112 B) ) 
1912 50 B) ) 
1911 100 B 407,800 1903 2 38B 2 Kll 177,100 5,849 584, 900 t:: 
1911 1 B 4,078 1917 2 249 2 Kll 1,991 6,069 6, 069 t>-J 

'U 
1896-1910 40 C) 173,150 1922 4 526 1924 2 ~5) 300,500 9,473 473, c> so ::0 

t>-J 1913-1914 10 ) ) 0 
1903-1905 5 c 17,315 1917 4 249 2 K28 18,140 7, 0 91 35,455 H 

> 1903 1 c 3,463 1911 4 306 1924 2 K35 2,996 6,459 6,459 >) 
H 1 896-1910 FE 10 c 34,640 1911 4 306 2 K28 26,850 6,149 61,4':10 fi 1902-1906 9 C) 34,640 1907 4 101 1931 2 K35) 33,780 6, 842 6l , 420 

1915 1 C) ) 
1 896 -1906 21 c 72,723 1903 2 38B 2 Kll 35,259 5,142 10 7. 9b2 
1910 rE 5 C) 242,410 1911 2 306 2 .Kl1) 101,290 4, 91 0 343 .7 00 
1913 24 C) 1913 ) 
1 914 41 C) 1914 ) 
190 9 1 D 3,288 1917 2 249 2 Kll 1,899 5,187 5 , 1&7 
1911 1 E 3,930 1922 2 269 1924 2 K68 3,214 7,144 7,144 
1896-1910 PE 16 F 81,696 192 3 4 265 1923 2 HL 80,320 10 ,126 162 , 016 
1920 43 G 218,770 1920 2 508&264 1920 2 K63 77,400 6, 888 2%,170 
1921 21 G 112,686 1921 2 508&264 1921 2 K63 38,094 7,1 80 150 ,7 80 
1921 25 H 262,035 1924 4 514 1921 2 HL 127.343 15,575 3b9,378 
1922 50 H-1 455,965 1924 4 514 1922 2 HL 231,100 13,741 6b7,065 
1923 17 H 159,868 1924 4 514 1923 2 HL 80,597 14,145 240 , 4 65 
192 3 58 H 532,782 1923 4 514&265 1923 2 HL 276,695 13,957 809,477 
1924 65 H 570,318 1924 4 514 1924 2 HL 310,895 13,557 81.31.213 
1924-1925 34 H-3 363,460 1924 4 514 1924 2 HL 162.622 15,473 526,082 
1925 1 II -3 10.756 1924 4 514 1924 2 PCL 4,915 15.671 1 5 , 671 
1923 -1924 60 K 442,680 1924 4 514 1924 2 HL 286,860 12,159 72 9 ,540 
1925 1 L 11,228 1925 4 514 1925 2 HL 5,150 16,378 16. 37 b 
1930 1 !I! 16,768 1930 4 516 1930 VA 6,737 23,505 23,505 
1930 1 .M 16,653 1930 4 701 1930 2 .l:'CM 6,368 23,021 23 . 021 

Total 1, 081 ~5.951,501 ·,~3 . 445 . 654 .,;9 , 3\:1 7,15 5 



DEPRECIATI ON 

SECTION C 

DEPRECIATIOn OF MOTOR COACH EQUIPMENT 

LOS ANGELES RAILWAY 

Depreciation Expense - Coach Division 

The following chart shows the annual charges to Coach Division operating 

expenses covering depreciation of buildings, machinery and tools, coaches and service 

oars. Of these four sub-accounts, depreciation on coaches makes up 93.4% of the total. 

accounts 

Year 
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The accompanying table shows the annual charges separately for the four sub-

as reflected in operating expenses. 

Buildings Machinery Coaches Service Total 
and Toole Cars ---

$ - $ - $ 11,188.00 $ - $ 11,188.00 
- - 66,462.69 1,711.30 58,1'73.99 
- - 108,960.28 2;053.56 111,003.84 
- - 186,10'7.21 3,228.9'7 188,336.18 

2,'7'72.00 - 211,443.62 3,800.85 218,016.3'7 
6,684.00 480.00 1'77,618.46 2,729.13 187,511.59 
'7,332.00 2,9'76.00 151,186.45 2,'724.74 164,219.19 
'7. 521.00 3,261.00 1'75,52'7.41 1,828.95 188,138.36 
7,55'7.00 3,333.00 82,9'73.64 1,203.1'7 95,066.81 
7,554.00 3,344.00 83,381.64 960.00 96,239.64 
'7,554.00 3,583.00 82,129.43 1,606.21 94,'7'72.64 
7,657.00 3,592.00 '73,188.39 2,262.4'7 86,599.86 

$54,631.00 $20,569.00 $1,399,16'7.12 $24,009.35 $1,498,266.4'7 

3.64% 1.3'7% 93.39% 1.6CJ%, lOO.O<J% 
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Prior to January 1, 192'7, depreciation expanse on coaches was computed on the 

basis of a four year life. From January 1, 192'7, to December 31, 1930, a five year life 

was used. On January 1, 1931, the undepreciated balance of investment in coaches then on 

hand was depreciated over the remaining number of months yet to expire on the five year 

life basis plus 24 months. Depreciation on all coaches purchased subsequent to January 1, 

1931, has been computed on a seven year life basis. As of December 31, 1934, a reserve 

in respect of Coach Division had been accumulated i~ amount of yl,498,266.4'7, gross. 
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The tables following list the motor coaches owned by the Los Angeles Railway 

Corporation and used in their Motor Coach Division, as well as those used by the Los 

Angeles l4otor Coach Company. Inasmuch as depreciation is set up on motor coach equipment 

on a unit basis it was possible to determine the accrued depreciation on each unit of 

equipment, the age as of June 30, 1935, and the remaining service life. For those coaches 

used in the coach division the average age was 7.3 years . 7 coaches having been in use llt 

years and 14 coaches having been in use 12 years. 78 of the 136 coaches have been in use 

longer than 7 years, which is the average life used for setting up depreciation. 64 

coaches owned by the Los Angeles Railway Corporation are used by the Los Angeles hlotor 

Coach Company. The weighted average age of these 64 coaches as of June 30, 1935, was 7.1 

years. The oldest of these coaches is lot years, there being 14 of that age, 5 ~years, 

32 having been in service longer than 7 years. Depreciation is no longer being accrued 

on those coaches which have been in service longer than 7 years. However, there has been 

no depreciation reserve fund established for the replacement of these coaches and any re

placement which is made will have to be financed out of current earnings or by outside 

money. The total cost of motor coaches as of June 30, 1935, was $1,923,645, excluding 

the two coaches jointly owned by the Los Angeles nailway Corporation and Pacific ~ectric 

Railway Company. Depreciation has been accrued thereon in the amount of $1,623 ,537, 

leaving an undepreoiated balance of $290 ,107. 

All properties other than automotive equipment are depreciated on a group basis 

under the straight line method. The Uniform System of Accounts of the Interstate Commerce 

Commission provides as follows respecting depreciation accounting: 

"Depreciation accounts in which to include monthly chargee to cover 
depreciation of way and structures, equipment, power plant buildings, and 
power plant equipment are provided in order that carriers may create reserves 
which will meet or reduce the amounts otherwise chargeable to Operating 
Expenses or to Profit and Loss Account to cover the cost of the renewal or 
retirement of property. Such depreciation charges should be upon a basis 
determined to be equitable according to the carrier's experience and best 
sources of information as to the actual accruals of current loss from depre
ciation. Depreciation charges with respect to property or equipment shall 
cease when the difference between the ledger value (estimated if not known) 
and the estimated scrap value shall have been credited to the depreciation 
reserve account. A statement of the bases used by the carrier for computing 
these charges shall be included in its annual report to the Commission . 

Commencing July 1, 1914, carriers shall accrue depreciation on 
equipment (included in accounts llos. 530 to 535), but the accrual of depre
ciation on way and structures, power plant buildings, and power plant and 
substation equipment is left optional with the carrier until such time as 
the Commission shall direct otherwise. 

When equipment (included in accounts Nos . 530 to 535) is retired 
from service and proper charges for depreciation have not been made during 
its life, the ledger value of such equipment, less salvage and depreciation 
accrued to the date of retirement, shall be charged as follows: That portion 
of the actual loss from depreciation equitably assi~nable to the period prior 
to July 1, 1914, shall be charged to .L-rofit and Loss and the remainder shall be 
charged to operatin;~; expense account .l o. 41, 'Equi )Jment reti.red. '" 



LOS ANGELES RAILIVAY CORPORATION 

:.:OACHES USED IN COACH DIVISION 

JUNE 30, 1935 

Book 
Year No. Make Type Seat, Original Cost Cost Salv. Depre'ble Accrued Undepre. Age Rem. 

~ Total Unit 6L3oL35 Value :Je:erec't'n Balance Life 

1926 3 Yel. SD 21 $ 16,247.52 ... 5,415.84 .$ 16,603.24 ~150 \7 16,453.24 .; 16,453.24 at !lil 'i> 
1927 4 " " 21 23,988.32 5,997.08 24,463.98 200 24,263.98 24,263.98 8 (.l.._l 

1926 1 " " 29 7,705.66 7,705.66 8,422.94 50 8,372.94 8,372.94 9t \Ul 
1926 1 " " 29 11,355.69 11,355.69 9,894.80 50 9,844.80 9,844.80 ~ IPl 
1927 3 " " 29 27,356.06 9,118.69 29,143.38 150 28,993.38 28,993.38 !ill 1927 4 " n. 29 38,971.53 9,742.88 39,113.96 200 38,913.96 38,913.96 8 ( 1 l 
1927 1 " " 29 9,991.92 9,991.92 10,026.93 50 9,976.93 9,976.93 7t Cfl 
1934 6 " " 41 73,330.21 12,221.70 73,335.49 300 73,035.49 6,672.00 

"' 
66,363.49 t 6t 

1926 1 :h'ag. " 21 6,436.21 6,436.21 6,448.42 50 6,398.42 6,398.42 at !Ill t::J 
t.xJ 

1923 14 " " 29 116,141.88 8,295.85 116,669.93 700 115,969.93 115,538.34 431.59 12 !5l 1-0 
~ 1923 7 " " 29 57,747.06 8,249.58 58,013.46 350 57,663.46 57,447.09 216.37 11t !!Il ~ 1925 6 " " 29 49,335.08 8,222.51 49,397.94 300 49,097.94 49,085~46 12.48 10 (3 l H 

1925 9 " " 29 73,837.00 8,204.11 73,930.38 450 73,480.38 73,461.66 18.72 g !2-1=) :>-
1-) 1926 9 " " 29 80,055.87 8,895.10 82,757.02 450 82,307.02 82,127.15 179.87 (~l H 

1927 6 " " 29 54,823.66 9,137.28 55,199.34 300 54. !:i99 .34 54.799.39 99.95 '=f ~ 
1927 5 " " 29 45,694.53 9,138.90 45,926.33 250 45,676.33 45,676.33 ( l 
1928 3 " " 29 27,521.77 9,173.92 27,651.85 150 27.501.85 26,535.00 966.85 
1930 6 II " 29 42,259.12 8,451.82 42,485.15 250 42,235.15 30,420.00 11,815.15 5 2 

1928 4 " SDTC 40 46,095.84 11,523.96 47,754.98 200 47,554.98 47,554.98 

~ (il 1928 2 If " 40 23,915.98 11,957.99 24,038.86 100 23,938.86 22,356.00 1,582.86 
1929 8 " " 40 95.781.01 11,972.63 96,234.94 400 95,834.94 86,944.00 8,890.94 

1934 4 T.C. SD 23 19,194.75 4,798.69 19,227.79 200 19,027.79 2. 736.00 16,291.79 1 6 1932 1 White " 21 5,027.10 5,027.10 5,030.61 50 4, 980.61 2,400.00 2,580.61 3t :3t 1928 6 " " 29 58,211.18 9. 701.86 60,841.65 300 60 ,541.65" 57,844.98 2,696.67 6 1 
1928 3 " " 29 29,230.27 9,743.42 29,520.21 150 29,370.21 27,729.49 1,640.72 ~t ~t 1929 4 " " 29 39,395.76 9,848.94 39.717.73 200 39,517.73 31,492.32 8,025.41 
1930 3 " " 29 29,686.52 9,895...50 29.920.53 150 29,770.53 22,433.49 7,337.04 5t 1930 4 II " 29 39,560.36 9,890.09 40,273.58 200 40,073.58 28,714.32 11,359.26 6 2 1930 1 " " 29 9,875.28 9,875.28 10,354.53 50 10,304.53 6,389.83 3,914.70 4t 2t 

1934 6 " " 30 49,725.49 8,287.58 49,725.49 300 49,425.49 4,158.00 45,267.49 t 6t 
1929 1 " " 38 11,446.49 11,446.49 11,499,25 50 11,449,25 9,660.83 1,788.42 6 1 1929 1 " " 38 111137.09 111137.09 111141.61 50 111091.61 8,824.83 2,266.78 5j 1i 

Ttrtal 136 $1,231,082.21 $1,244. 766. 30.,;;6. 800 ~1,237. 966.30 $1,044.219 .14 $193,747.16 7.2u (.28) 

I-' 
~ 
I-' 



.LOS ANGELES RAIL\'IAY COn.l:' OnATI O!I 

COACHES USED BY LOS ANG EU:S I.W TOi\ COA CH COMfANY 

JUNE 30, 1935 

Book 
Year No. .i.iake Type ::i eat. Original :Jost Cost i3 a l v . Depre'ble Aoorued Undepre. Age Rem. ~ Total Unit 6/_30/_3 5 Value De12reo't'n Bab.nce l ife 
1931 7 Yel. SD 25 $ 42,848.58 ~ 6,121.23 ;;; 42, 848.58 .,; 350 i 42,498.58 ..,; 22,680. 0 0 .;,;19,818.58 3t 3+. 1 934 4 " 41 49,390.19 12,347.55 49, 390 .19 200 49,190.19 4,704. 00 44,486.19 .l. (it) 2 1925 1 II DD 63 10 ,150 . 20 1 0 ,150 .20 10 , 506 . 61 50 10 ,456.61 10,456.61 9.1. 1926 2 II " 63 22,528.39 11,264.19 23 , 525 . 23 100 23,425. 2 3 23,425.23 gf (4) 1927 2 " " 63 23,2 23.40 11,611,70 23 , 2 83 . 40 100 23,183 .40 23,183.40 8t ( 1 - ) t ) 1928 2 II " 63 24,273.30 12,136 .65 21 , 333 . 30 100 24 , 233.30 23,248. 00 985.30 6-f,- t-J 

>-d 
~ 1928 2 ~'ag. SDTC 40 23,478,78 11,739.39 24 , 0 80 . 4 7 100 23,980 .47 23,792.00 188 .47 7 L~j 
0 1928 3 II II 40 35,882 .46 11,960.82 36 , 00 6 . 97 150 35,856.97 33,660 .00 2,196.97 6t ..L ..... 

2 :r-192 9 2 II " 40 23,923.11 11,961.55 24 , 006 . 10 100 23,906.10 20,916.00 2,990.10 6 1 'J 192 9 6 II " 40 71,746.47 11,957.74 71 ,7 66 . 2 6 300 71,466.26 57,16 8 . 00 14,298.26 5i l t f-' 1930 1 II II 40 11,940.28 11,940 . 28 11, 9 43 . 59 50 11,893.59 8,744. 00 3,149.59 5 2 f: 1924 13 " DD 58 145,928.85 11, 22 5.30 146 , 877. 8 3 650 146,227.83 146,227.83 igf {~ ) 1925 1 II 

" 58 11,198.99 11,198 . 99 11, 495 . 3 5 50 11,445.35 11,445.35 (~) 1925 3 " II 58 33.851.25 11,283.75 33 , 982 .68 150 33,832.68 33,832.68 10 (3 ) 1925 2 " " 58 22,313.72 11,156.86 22 , 906 .44 100 22,806.44 22,806.44 9t (~) 1926 5 " " 58 54,545.05 10,909. 0 1 55 .714.73 250 55,464.73 55,464.73 9 ( 2 ) 1 926 2 II " 58 21,864.61 10,932.31 22 ,457.33 100 22,357.33 22,357.33 81 tiT) 1927 1 II " 58 10,918.62 10 ,918 . 62 10 ,950 .53 50 10,900.5:3 10,900.53 7 -z t3l 1928 2 " " 58 22,458 .07 11,22 9 .04 22.521. 8 9 100 22,421.89 22,361.95 59.94 7 
1933 2 Uty " 21 6,273.76 3,136:88 6,27 3 .76 100 6,173.76 1,368.00 4,805.76 lt 5t 
19M 1 GMC " 23 4,007.27 4,007. 2 7 4,007.27 50 3,957. 2 7 576.00 3 381.27 1 6 

Sub Total 64 :if 672,745. 35 ,ji 678 .878.51 $3,200 $675,678.51 ;j; 579,318.08 .iji96, 3 60.43 7.06 ( .06) 
1932 2 .. ACP SD 21 3,232.67 1,616.34 3,232.67 100 3,132.67 1 526. 00 1,606.67 3t 3t 

Total 66 ~ 675.978.02 .,?6 82 ,111.18 $ 3,300 .,>678,811.18 )?580 ,844.08 ·,j97. 967 .10 

,. Owned jointly by ~acific Electric rlailway and .Los Augeles Railway. 
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SECTION D 

DEPRECIATION 

PACIFIC ELECTRIC RAILWAY 

Under the uniform classification of accounts as provided for electric railways 

by the Interstate Commerce Commission, depreciation accounting is not req~ired for all 

depreciable accounts. The Pacific Electric Railway follows, as nearly as it may under 

the electric classification, the steam railroad practice. Accordingly, the depreciation 

charges as such are carried only for eq~ipment and certain large structures. 

The reserve for accrued depreciation as of December 31, 1934, for the Pacific 

Electric System was ;?9,015,020.44. The reserve has not been allocated as between the 

Los Angeles local lines and other operati ons of the company. 

The depreciaticn charges included in the operating expense apportioned to the 

Los Angeles loca l rail lines for t h e last three years is as fallows: 

Acct. 
No. Name 1932 1933 1934 

25 .'lay and Structures i,il21,280.7l $21,784.82 $21,595.90 
40 Equipment 7,680.46 3,023.86 2,329.58 
50 Power 10,871.56 10,449.48 9,988.13 

Total ~39, 832.73 $35,258.16 $33,913.61 

Char ges to Account No. 25 includes the pro rata charges assignable to the Los 

Angeles loca l lines for depre ci at i on expense of the followin g structures: 

Structure 

Pacific Electric Building 
Subway and Terminal 
Pacific Electric Club 

Rate 

3 percent per annum 
2 percent per annum 
2 percent per annum 

It will be noted that these charges when allocated to the Los Angeles local 

lines approximate $21,500 per annum. In Account No. 40 , Equipment. the charges include 

depreciation for the owned equipment which is assigned to the Los Angeles loca l lines . 

173 

At the present time there is a limited amount of such equipment. In the case of the rail 

lines there are two units of Class 320 (Birney 1-man) equipment, together with other 

miscellaneous equipment and such equipment as is specially assigned during the ' year . The 

depreciation charge on Class 600 and Class 700 center entrance ca rs us ed in the Los 

Angeles local service, however, is included in general expense under rent of eq~pment 

for the reason that all such cars are leased by the ?acific Electric from the Southern 

Pacific Company. 
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In the case ot Account No. 40, Depreciation of Power Plant and Equipment, such 

equipment is depreciated on the basis of 4-17~ per annum, which is the result of an esti

mated 20 year life with 10% salvage. The amounts of such depreciation allocated to the 

Los Angeles local ra~ser~ioe approximate $10,000 per annum. 

It will be noticed that there are no depreciation charges covering track and 

roadway accounts. Where replacements are made in kind, the cost of material used in re

placement is charged to operating expense, irrespective ot a change in the prioe level 

from the original cost of installation. Track and roadway labor coste incident to re

placement whether in kind or involving a betterment, are charged to operation. It there

fore reqUires a special study to determine a reasonable level of ordinary maintenance 

expense, together with a reasonable allowance for depreciation expense. These studies 

were made in 1927 and 1928 in connection with Application llo. 13460. 

In connection with the leased equipment, the contract prior to 1935 provided 

for an interest rental of 6% of the depreciated value, together with depreciation at the 

rate ot ~ of cost for the body and 5~~ of cost for the electrical equipment. On January 1, 

1936, thiS rate was changed to ~& of cost for interest rental and 2.66% of cost for 

depreciation. The rate used by the Commission in connection with Application No. 13460 

was 2.857% for both body and equipment on a straight line basis and 1.107% on a 5% sinking 

fund basis. 

Kotor Coach Egqipment 

The unit method is used for depreciation of motor coach equipment, a 4 year 

life haTing been used until January 1, 1931. Since that date a 7 year life has been 

used with zero salvage providing for a depreciation rate of 1~-2/7%. Coaches assigned to 

Los Angeles Motor Coach Company are practically the same as has been detailed in the pre

ceding section for the Los Angeles Railway. 

SECTION E 

DEPRECIA7I ON 

LOS ANGELES MOTOR COACH COMPANY 

The annual chargee for depreciation during the past three years by sub-accounts 

of ~ccount No. 633 have been as follows: 

Acct. Cost per Mile in Cents 
~ lfame 1932 1933 1934 1932 1933 1934 

633-~ Depre.of Bldge. $ 2,174.00 ~ 2,174.00 -i 2,174.00 .04rf .04rf .04r/ 
633-C Depre.of Coaches 83,038.94 79,275.86 75,152.32 1.60 1.50 1.39 
633-D Depre. of Serv.Cars 602.14 339.91 363.18 .01 .01 ~ 

Total i85,815.08 :,P81,789.77 !;77,689.50 1.65rf 1.55r/ 1.44rf 
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In respect of coaches, depreciation has been fully accrued in certain instances 

so that the foregoing depreciation expense covers only those coaches which have not been 

fully depreciated. The following statement shows the results of depreciation accounting: 

Average Depreciation Percent Depr ecia ti on 
Year Investment Expense (a) of per 

in Egui!!!!!ent(b) Acct. No.633 Investment Coach !Aile 

1923 ·• 237,035.49 .;p 20,348.39 8. 58i~ - ¥ ~ 
1924 572,227.51 127,294.86 22.25 6.2 
1925 691,661.97 169,305.73 24.48 7.9 
1926 750,967.61 186,879.26 24.89 7.9 
1927 790,882.58 156,813.29 19.83 6.5 
1928 1,001,024.49 222,295.22 22.21 6.6 
1929 1,347,571.18 215,733.84 16.01 6.0 
1930 1,498,584.49 176,296.48 11.76 3.9 
1931 1,467,331.01 81,393.44 5.55 1.7 
1932 1,381,120.63 85,815.08 6.21 1.6 
1933 1,318,038.46 81,789.77 6.21 1.5 
1934 1,333,548.52 77,689.50 p.83 1.4 

Total :;?1,601,654.86 12. 9~;~ 

(a) Amount in Acct. No. 633-A has not been eliminated due to small amount involved. 
(b) Amounts carried on books of parent companies, Land and Buildings, not included. 

Depreciation expense on motor coach equip !r: ent was canputed on the basis of 

4, 6, and 7 year life since operations were started. The 7 year life has been used 

since January 1, 1931. Depreciation on buildings at the rate of 3.3~~ for Los Angeles 

Railway portion only. 

The ledger value and depreciation accrued to date on the equipment operated at 

this time is as follows: 

Pacific ~1ectric ~y. 
Los Angeles Ry. 
Jointly Owned (Pacific Electric Ry. 

(Los Angeles Ry. 

Total 

Ledger 
Value 

$ 631,906.74 
678,878.51 

3,254.36 
3,232.67 

$1,317,272.28 

Accrued 
Depreciation 

~ 537.401.86 
579,318.08 

1,686.47 
1,526.00 

$1,119,832.40 

As of 

(Aug. 31, 1936) 
(June 30, 1935) 
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CHAPTER XIII 

RATE BASE 

The rate base !or the various properties is discussed in three sections as 

follows: 

~. Rate Base - Los Angeles Railway 
B. Rate Base - Pacific Electric Railway 
c. Rate Base - Los Angeles Motor Coach Company 

SECTION ~ 

LOS ANGELES RAILWAY CORPORATION 

Prior Findings of Cost 

'!'here have been several detailed valuations made of the physical properties 

of the Los Angeles Railway Corporation i n the past. The valuation upon which the 

.i.\ai1road Commission has based subsequen t findi ngs of Historic .aeproduction Cost was pre

pared in 1924 as of March 31, 1923. This valuation was made jointly by engineers of 

the State Railroad Commission, the Board of ?ubl ic Uti lities of the City of Los Angeles, 

and the Los Angeles nailway Corporation. The value established in that proceeding for 

Historic Reproduction Cost in amount of ~32,597,715 was defined as follows: 

"The estimated market value of land as of the date of valuation 
plus the estimated cost of the other physical properties of the utility 
at the time of the installation of the various items to which are added 
overhead expenditures for engineering , law, interest, and similar items." 

Subsequent to the establishment of the above va lue as of March 31, 1923, 

Railroad Commission engineers made a thorough study of overhead allowances which were 

made therein. As a result an adjustment was made to the above figure, reducing it to 

~31,666,656, which amount was used as a base in the proceeding before the Railroad Com

!llission under Application No. 13323, Decision 1'o. 18531,1n the year 1927. In preparing 

the Historic Reproduction Cost used in that proceeding the revised 1923 value was brought 

forward by adding net Additions and Better~ents to the property during the period March 

31, 1923, to December 31, 1926, arriving at a value as of that date in amount of 

~41,914,052, including Material and Supplies, and Construction Work in Progress, the 

former in amount of ~756,142 and the latter ~256,959. Exclusive of those two items the 

Historic nep roduotion Cost as of December 31, 1926, was set at ~40, 900,951, and less de

preciati on, at ,.29,927,402. The neproducti on Cost Hew as of the same date was deter

mined to be y53,040 ,648, and less depreciation, J36, 159,547. 
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Historic Reproduction Cost 

The table on the second page following showsthe steps taken in bringing the 1923 

valuation up to December 31, 1926. To those values so established for use in Application 

No. 13323 have been added net Additions and Betterments as recorded by the company Valua

tion Department, bringing the value forward to a Historic ~eproduction Cost as of December 

31, 1934, in amount of ~44,678,378. It should be olearly understood that this figure was 

derived by adding Addi tiona and Betterments reflected b~ the company records to a value 

established by the Railroad Commission in 1926, and should be considered as subject to 

possible revision upon a more thorough analysis of the overhead charges, retirements, and 

non operative property included in the Additions and Betterments from 1926 to 1934. Addi-

tions and Betterments, as recorded by the Valuation Department, are not entirely in agree

ment with those reflected by the Accounting Department records due to the different pre

mises upon which the two departments record such transactions, the former being on a physi

cal basis and the latter an accounting basis. Certain adjustments were made by the 

Valuation Department representing transfers between accounts, transfers between operative 

and non operative property, and minor corrections in the records. The value of Historic 

Reproduction Coet arrived at by using Valuation Department Additions and Betterments is 

$44,678,378, whereas that arrived at by using Additions and Betterments as reflected by 

the books is ~44,393,333, making a difference of $285,045. In order to effect a recon

ciliation between the two it is necessary to add to the book figures the Construction Work 

in Progress as of December 31, 1926, in amount of $256,959, representing Additions and 

Betterments prior to December 31, 1926, which were undistributed to the separate accounts 

as of that date. There should also be deducted from the total as of December 31, 1934, 

arrived at by using book figures, an amount of $8,660, which represents the Construction 

Work in Progress as of that date not included in the Valuation Department's fi gures as of 

December 31, 1934. After these adjustments are made there remains a small difference 

which consists of net transfers as noted above. The principal item included in the adjust

ments column of the foregoing table represents an item of land in an amount of ~150, 000 

which wae listed in the 1926 valuation and later duplicated in the company records when 

the work order was closed. It was thersfore deducted when discovered. 

Percent distribution of total historic fixed capital as of December 31, 1934, by 

items of property is shown by the following table. 

Land and Right of Way 
Track and Roadway 
Electric Distribution 
Buildings 
Motor Coaches 
Street Cars 
Shop Equipment 
Substation Equipment 
Other Equipment 
OVerheads 
Miscellaneous 

Total 

Amount 
~ 6,256,073 
15,701,269 
2,137,461 
2,989,912 
1,964,534 
9,654,378 

509,467 
1,435,967 

568.765 
3,286,115 

174,43'1 
.Jii44,678,378 

Percent 
14.00{~ 
35.14 
4.78 
6.69 
4.40 

21.61 
1.14 
3.22 
1.27 
7.36 

. 39 

100. OOj't, 
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The accompanying chart shows the foregoing percentage graphically. 

.Land and Right of .Va y 
Track and Roadway 
Electric Distribution 

Street Cars 
Motor Coaches 
Sub Station Equipment 

Shop Equipmsnt 
Other Equipmen t 
Buildings 
OVerhead Charges 
Miscellaneous 

CAPITAL DISTRIBUTION 

0 10 20 30 40 

Percent 

Retirements, and Additions and Betterments_for Aooounts 1\os. 501. lmgineering, 

and 602, Miscellaneous and General Expense, for the purpose of this study,are the actual 

chargee to those accounts as reflected by the company records. 

The following table shows net additions and betterments to fixed capital during 

the years 1927 to 1934, inclusive, segregated between accounting groups, Equipment being 

set up separately for rail and motor coach, as reflected by accounting records. 

Year : Way and : Street Car 
:structures: Equipment 

1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

$ 723,049 
676,013 
315,463 
393,625 
378,606 
11,612 

( 46,403) 
103,063 

Total $2,666,028 

Percent 73.16% 

$( 3,663) 
3,698 

15,085 
132,300 

( 406,223) 
( 4,460) 
(174,043) 

3,055 

i(434,251) 

( 12 .43)% 

Motor Coach: 
Equipment 

$265,305 
24,687 

312,031 
131,908 

(100,350) 
( 64,660) 
( 29,992) 
188,122 

$727,051 

20.81% 

Other Power :Gen.&Misc. 
~quipment :Facilities :Investment 

~ 51,996 
42,714 
49,578 
22,413 
27,295 
1,n8 
( __ 2) 

$195,302 

5.59% 

$ 32,517 
128.144 
26,791 

6,988 
117,977 
lO,~~g ( ) 
(36'6) 

~321,845 

9. 22')~ 

$ 27,865 
22,801 
23,658 
19,169 
18.933 
12,263 
5544 
(~) 

~127,406 

3.65% 

Total 

1!>1,097,069 
898,057 
742,606 
706,403 

36,238 
( 33,318) 
(245,721) 
291,047 

$3,492,381 

lOO.Oofo 

The above tabulation shows an average of 7~; of total net additions as having 

been .invested in Way and Structures over the period of ei ght years. Street car equipment 

oTer the period shows a net retirement of ~434,251 and motor coach equipment a net addi

tion of ~727,051. During the period there were only two new cars purchased. Those were 

the two Type M oars which were acquired in 1930. Motor ooaoh equipment account reflected 

substantial net additions for the years 1927, 1929, and 1930, net retirements during the 

following three years, and a net addition during 1934. 



Los Angeles Railway Corporation 
0Eerative ProEerti 
•Dec. 31, 1934 

: : Sl s :A s s: 
:Aoct: Account 3/31/23 Total 12/31/26 Total 
: No.: to as of to : as of 

12L31L26 12L31L26 12L31L34 : 12L31L34 

502 Right of Way ,!\ 2,872,316 J 1,501 $ 60,213 ~ 2,931,028 $ 82 $ 33 $ 17,641 ~ 2,948,718 ., 
503 Other Land 2,519,953 323 422,961 2,942,591 (151,789) 12,200 333,552 3,112,154 
504 Grading 1,568,697 10,231 180,056 1,738,522 22,107 48,625 315,176 2,027,180 
505 Ballast 803,450 59,875 185,461 929,036 (33,187) 105,407 206,626 997,068 
506 Ties 775,448 130,365 237,469 882,552 236 197,298 321,393 1,006,883 
507 Rails 2,358,855 242,469 733,113 (3,288,391 (34,354) 320,619 709,657 3,643,075 
507 Rail Fastgs.& Jts. 438,892 ( 
508 Special Work 1,120,456 261,878 332,365 1,190,943 43,207 471,363 546,462 1,309,249 
510 Track & Rdwy.Labor 1,583,816 290,067 568,156 1,861,905 8,352 406~306 502,758 1,966,709 
511 Paving 2,805,228 347,177 689,993 3,148,044 19 382 615,047 981,280 3,533,659 
512 Road Machy.& Tools 73,007 14,242 87,249 ( 2)37) 31,098 50,838 104,852 
515 Bridges & Culverts 388,442 19,861 19,366 387,947 (1,537) 143,382 768,852 1,011,880 
516 Cross.Signs &Fences 56,332 1,763 19,423 73,992 (15,017) 15,016 94,497 138,456 
517 Signal .Apparatus 7,190 1,250 1,417 7,357 11721 2,488 862 5,559 
518 Telephone Lines 48,182 3,897 8,498 52,783 230 6,246 14,784 61,561 
519 Poles & Fixtures 241,350 39,683 124,910 326,577 1,615 196,393 307,868 439,667 ~ 521 Distribution System 1,214,513 162,188 357,226 1,409,551 9,957 347,675 410,873 1,482,706 ~ 

1-:3 522 General Office Bldg. 817,665 817,665 - 371 818,036 l>:J 
523 Shope & Car Houses 870,710 95,465 431,243 1,206,488 110,771) 15 '940 43,895 1,223,672 tJ:j 
524 Stations & Misc.Bldgs. 146.708 9,395 320,701 458,014 ( 9,34'7) 51,441 220,974 618,200 :» 

Ul 529 Other Expenditures 47 8,533 8,486 ( 4,779) 549 2,725 5,883 t>-J 
530 Passenger Cars 4,387,651 92,052 2,193,219 6,488,818 (48,409) 929,774 610,170 6,120,805 
532 Service Equipment 179,871 18,810 42,036 203,097 31,279 50,714 29,327 212,989 
533 Eleo. Equipt.of Cars 2,073,509 211,102 1,792,979 3,655,386 ( 9161:!>) 314,322 202,124 3,633,673 
536 Shop Equipment 246,193 25,667 157,045 377,571 989) 33,457 166,342 509,467 
637 Furniture 60,080 159 31,756 91,677 9,802 12,893 79,968 168,554 
538 Busses 1,263,423 1,263,423 (24,63!)) 586,610 1,312,356 1,964,534 
538 Miscel. Equipment 128,148 89,884 155,628 193,892 26 '714 133,689 164,007 250,924 
540 Sub Station Bldgs. 215,246 5,011 70,513 280,748 (971) 18,263 68,490 330,004 
543 Sub Station Equipt. 964,624 59,443 299,585 1,204,766 255 134,286 365,232 1,435,967 
544 Transmission System 141,092 10,393 43,794 174,493 449 29,732 69,878 215,088 
545 Franchises 197,459 550 3,997 200,906 16 12,369 6,648 195,201 

Sub Total 29,305,083 2,190,506 10,769,321 37,883,898 (1'74,026) 5,243,235 8,926,626 41,392,263 

647 Interest Du.r. Const. 1,034,267 98,148 402,790 1,338,909 1,338,909 501 Engineering 711,693 73,110 217,892 856,476 5,017 137,144 '986,602 546 Law Expenditures ) 
548 Injuries & Damages) 615,613 56,544 262,600 821,669 6,786 143,'721 968,604 549 Taxes ) 
550 Miscellaneous ) 

Total $31,666,656 $2,418,308 $11,662,603 $40,900,951 $(174,026) $6,266,038 $9,206,491 $!!,6'78,378 

.... 
-.1 
<D 
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Historic fixed capital by years from 1926 to 1934 is shown by the following tabu

lation built up by adding net additions as reflected by the accounting department records 

to the cost established by the Commissi on Eng ineers in Application No. 13323 as of 

December 31, 1926. There is,als o shown Historic Reproduction Cost Less Depreciation as 

established in that proceeding, which has been brought forward by annual depreciation ac

cruals as reflected by the books. 

Year 

1926 $ 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Historic Reproduction Cost 

Beginni!lg 
of 

Year 

40,900,951 
41,998,020 
42,896,077 
43,638,683 
44,345,086 
44,.381,324 
44,348,006 
44-; 102 '285 

Net 
Additions 

During 
Year 

$ 
1,097,069 

898,05'7 
742 , 606 
706,403 
36,238 

(33,3!8) 
(24!>,721) 
291,047 

End 
of 

Year 

.;?40,900,951 
41,998,020 
42,896,077 
43,638,683 
44,345,086 
44,381,324 
44,348, 006 
44,102,285 
44,393,332 

~ 

Historic Reproduction Cost Less Depreciation * 

Accrued Depreciation 
3nd 

of 
Year 

End 
of 

Year 

'i ~ $10,973,549 $29,927,402 
10,973,549 761,122 11,734.671 30,263,349 
11,734,671 1,174,444 12,909,115 29,986,962 
12,909,115 895,818 13,804,933 29,833,750 
13, 804,933 1,275,960 15,080 , 893 29,264,193 
15,080,893 ,..'315 ,445 15,396,338 28,984,986 
15,396,338 946,166 16,342,504 28,005,502 
16,342,504 1,021,642 17,364,146 26,738,139 
17,364,146 1,291,503 18, 655,649 25,737,683 

* Straight line basis as computed by Company. 

Rate Base 

The Historic Reproduction Cost of t he fixed capita l for the years 1924, 1925, 

and 1926 were those determined by Railroad Commission engineers under Application No.l3323. 

To those amounts have been added an allowance for Material and Supplies for use in opera

tion and maintenance, the segregation between New Construction, and Operation and Mainten

ance being made on the basis of 59% for the former and 41% for the latter, which ratios 

were established by Railroad Commission engineers for use under Application No. 13323. 

This proration apPlies only to the years 1924 to 1926, inclusive. 

In the determination of the value of operative property for the years 1924, 

1926, and 1926 there was added to the cost of Additions and Betterments overhead allowances 

including Interest During Construction, which was to cover the cost of money prior to the 

time the new property was placed in operation and earning a return. Such being the oase, 

it seems proper to exclude from the base on which a return is to be calculated, Work in 

Progress, and Material and Supplies to be used in construction. 

To the value of Historic Reproduction Cost as of December 31, 1926, which was 

established under Application No. 13323 there have been added annual net Additions and 

Betterments for the years 1927 to 1934, inclusive. Inasmuch as the company charges no 

Interest During Construction it is proper to make an allowance for Construction Work in 

Frogress, and Material and Supplies when adding annual net Additions and Betterments, which 

has been done in computing the rate base herein. 
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The following tabulation sets forth the rate base by yea~s from 1924 to 1934, 

calculated by the usual forT!lula. 

Amount 

1924 ·j37,21B,OOO 
1925 39,740,000 
1926 41,120, 000 
1927 42,224,000 * 
1928 43;365,000 
1929 44,164,000 

1930 
1931 
1932 
1933 
1934 

Amount 

~44,850 ,000 
45,213,000 
45,259,000 
45,043,000 
44,990,000 
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* In its Decision ~r o. 19521 dated l.Jarch 
rate base at ; 42,000,000 for the year 

26, 1928, the Commission established a reasonable 
1927. 

System 

SECTION B 

RATE BASE 

PACIFIC ELECTRIC RAILiVAY COMPANY 

An inventory and appraisal of the company's system on the Historical Reproduc

tion Coat basis was made in 1914. This valuation has been brought forward by the 

Commission's Engineering Department on two occasions; namely, as of December 31, 1920, 

and as of December 31, 1926. The latter figure is shown by Exhibit no. 2 in Application 

No. 13460, and an estimated rate base for the system of $76,530,437, as of Deoember 31, 

1927, was developed. If the original cost of leased equipment is included, the rate base 

becomes $88,103,479, as follows: 

Valuation as of December 31, 1926 
Estimated Net Additions & Betterments for 1927 
Overhead portion of Pacific Electric Building 
l.Iaterials and Supplies &: ·,vorking Capital 
Total Less Leased Equipment · 
Original Cost of Leased Equipment 

Total Estimated Rate Base 

~70,618,279 
3,032,250 
1,679,908 
1,200,000 

76 '530 ,437 
11,573,042 

,;;88,103,479 

If the leased equipment is included, then the expenses must be adjusted to 

include depreciation expense for same and exclude the rental charges. 

For the system, these fi gures have been brour,ht up to 1934 by net book additions, 

with the result that the system rate base for 1934 (excluding leased equipment) has been 

determined to be approximately ~77,779,000 , compared with the December 31, 1927, rate base 

of ~76,530,000. These bases for each year from 1914 to 1934 are shown in connecti on with 

the rate of return studies. 

Land figures are market value as of December 31, 1919, with subsequent trans-

actions at recorded cost. 

Los Angeles Local Lines 

In connection with Application No. 13460. a detail stud y of the rate base for 

the Los Angeles Local Service was made. This study necessarily involved a number of 

allocations of property as betwe en local passenger, i n ter urban passenger, and frei~ht 

operati ons. The first step insofar as truck structure was concarn ed was to aJloo~te 
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valuation sections as between sections having local service operations and those not 

having such operation. ~e next step consisted of allocating the total value of the por

tion of each section having local servioe as between local and other services on a use 

basis. Other capital items requiring allocation were segregated on a use basis, the 

detail depending on the nature of the property involved. 

In preparin~ the present study, at our request, the company has added net book 

additions to the various local service sections to bring these ac~ounta to August, 1935. 

~e percentages based on use, however, have not been changed from the 1926 figure because 

dt the detail studies required. At this time certain of these percentages may be aon

aiderably at variance from the 1926 study. ~e results of this study follow: 

Historical Cost of Nieratin~ Properties 
Pacific Electric ilway ocal Lines 

August, 1935 

Total Percent 
Val. ValJle of to 

Lin! or Ihm Beet. Item Looal Lines 

Hollywood-Cahuenga Pass 3 • 185,649 62'% 
l'ratl.klin Ave. Line 6 269,292 100 
Hollywood Line 'I 2,002,085 90 
Elysian Line 8 84,549 100 
Hill St. Terminal-Subway 10 3,69'1,890 49 
Colegrove Line 13 6'14,'199 '19 
West 16th St. Line 14 1,146,529 40 
6th E. Kain Terminal 26 3,241,940 16 
East 9th St. Line 2V 168,20'1 41 
Watts Line 28 1,916,826 21 
Whittier Line(To Walker) 30 446,294 '14 
East 6th St. Line 61 66,639 98 
Edend8le Line 62 611,803 59 
Sierra Vista Line 64 1,'103,243 34 
aouth Pasadena Line 66 44,990 100 
San Pedro St.Wunicipal Ry. 113 47,161 26 
Sherman Car House Site(Ac.503) 7 60,991 60 

" " " " ( " 523) 7 133,465 60 

" " " " ( ... 536) 7 45,780 60 
Watts Car House " ( " 523) 28 8,195 100 
Kacy St. Oar House " ( " 523) 64 98,902 22 

" " Shop.Equip." ( " 536) 64 28,943 22 
Torrance Shops-L&nd,Equip.&~ac. 42 2,342,13'1 17 
Substation B1dgs.(Efuip.Ac.540-543) Various 1,137,903 41 
~ansmission Linea Ac.544T 156,599 34 
OVerheads (Ac.523) 33,826 46 

" ( " 536) 6,785 47 
" Torrance Shope 269,276 17 
-" Substa.B1dgs.& Efuip. 96,958 41 
• (Ac. 544 22,080 34 

Kotor Coach Equipment 
L.A.M.O.Oo.-L&nd,Garagee,etc. 
Service Equip.-Rai1 & Auto 345,370 18 
P.S.Kotor Coach-Land,Garage,etc. 
Katerials & Supplies-Rail & Auto 764,924 18 
OVerheads-C&r,Auto & Serv. Equip. 

Total excluding Leased Equipment 

Local car Equipment -Rail (154 oars) Leased 

Total including Leased Equipment 

Amount 

• 115,102 
269,292 

1,801,8'1'1 
84,549 

1,811,966 
533,091 
468,612 
518,'110 

68,966 
402,533 
332,489 
64,326 

360,964 
5'19,103 
44,990 
12,262 
36,595 
80,079 
27,468 
8,196 

21,758 
6,36'1 

409,874 
466,586 

52,960 
15,563 

3,202 
47,123 
40,219 

7,429 
674,325 
100,580 

63,893 
5, 716 

141,511 
19.466 

9,686,729 

21977.00'1 

$12,663,736 



RATE BASE 183 

It will be noted that this rate base is substantially the same as found in 1927; 

namely, ~12,694,000, including leased equipment. 

In comparing these •fi~nres with those pertaining to the Los Angeles Railway it 

should be pointed out that while both are on an historical reproduction cost basis, the 

additions to the valuations are on a different basis. In the case of ~he Pacific Electric 

Railway, the additions have been used since 1914, and for the Los Angeles Railway since 

1923. The Los Angeles Railway, in reconstructing a section of track, credits capital 

with the entire original cost of the track and charges capital with the entire cost of re

constructed track. The Pacific Electric Railway, under similar circumstances, charges 

only the difference in cost of material as between original conatruction and reconstruction. 

Any additional labor cost is charged to operation. Lands are included at market value as 

of December 31, 1919, for the Pacific Electric Railway , and March 31, 1923, for the Los 

Angeles Railway, with subsequent transactions at recorded ~ost. 

SECTION C 

RATE BASE 

LOS ANGELES MOTOR COACH COMPANY 

The investment in equipment and facilities of the parent companies assigned to 

the Los Angeles Motor Coach Company as of December 31, 1934, was $1,556,000. To this 

should ~e added an allowance for materials and supplies and other working assets as follows: 

Equipment and Facilities 
Working Assets 

Rate Base 

Dec. 31, 1934 

$1,556,000 
50,000 

$1,606,000 

It should be pointed out that the rate base as developed herein is the his~orical 

investment, undepreciated. A depreciated base, at the present time, would be unduly low 

because the age of much of the equipment in relation to its anticipated life is quite high. 

The above figures do not include a proration of investment in executive offices 

of either of the parent companies. 

Prorata amounts of the above rate base are included in the rate bases for the 

Los Angeles ~ailway and Pacific Electric Railway previously shown. 

---000---
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CHAPTER XIV 

RATE OF RETURN 

The Rate ot Return calculated in accordance with the Commission's traditional 

historical cost method for all of the looal properties in the area under consideration 

for the year 1934 may be briefly summarized as follows: 

Los Angeles Railway 
Facific ~lectric Railway 

Entire Service Area 

Net Revenue 

.,;338,718 
287,000 

$625,718 

Rate Base 

;?45,000,000 
12,500,000 

oi57,500,000 

Rate of Return 

0. 7fl% 
2.30 

The Los Angeles Motor Coach Company operations are included in the above results. 

The detail of these fi Bures is presented in three sections as follows~ 

A. Rate of Return - Los Angeles Railway 
B. Rate of Return - Facific Electric Railway 
C. Rate of Return - Los AnBeles Motor Coach Company 

SECTION A 

RATE OF RETURN 

LOS ANGELES RAILWAY CORFORATION 

The following table shows the rate base and rate of return for the Los Angeles 

Railway Corporation including both rail and motor coach operations for the years 1924 to 

1934, inclusive. 

1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Operating 
Revenue 

~13,097,426 
12,852,119 
13,021,482 
13,287,600 
13,626,231 
14,874,309 
13,732,651 
12,229,222 
10,338,587 

9,464,252 
9 ,804, 745 

Operating 
Expense 

$8,575,060 
9,040,893 
9,365,098 
9,503,632 
9,431,621 
9,659,033 
9,553,016 
9,239,154 
7,777,217 
6,811,465 
7,842,441 

Depreciation 

$ 862,140 
919,147 
964,474 

1,009,808 
1,036,490 
1,081,636 
1,108,015 
1,104,407 
1,102,435 
1,093,448 
1,117,989 

;;868,oM 
820,316 
807,925 
814,348 
833,675 
997,392 
953,714 
812,866 
678,295 
598,368 
589,410 

Operating 
Income 

$2,792,172 
2,071,763 
1,883,985 
1,959,812 
2,324,445 
3,136,248 
2,117,906 
1,072,795 

780,640 
960.971 
254,905 

Rate 
Base 

$37,200,000 
39,700,000 
41,100,000 
42,200,000 
43,400,000 
44,200,000 
44,800,000 
45,200,000 
45,300,000 
45,000,000 
45,000,000 

Rate of 
Return 

7.ff/o 
5.2 
4.6 
4.6 
5.4 
7.1 
4.7 
2.4 
1.7 
2.1 
0.6 

In computing the rate of return for the years 1924 to 1934, inclusive, for the 

Los Angeles Railway Corporation, operating revenues, operating expenses, and taxes have 

been taken from the Consolidated Statement of Income end Frofit and Loss. Depreciation 

has bee n calculated on a 8% sinkin g fund basis, using a 7-year life on motor coaches. On 

properties other than motor coaches an average life of 21.8 years was used. This life was 

established in the joint report prepared by the engineers of the City ox Los Angeles, Los 

Angeles Hai lway Corporation, and the Railroad Commission. The rate base used was computed 

by th e Railroa d Commis s ion's usual formula, as explained in the preceding chapter. Had a 
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10-year life for motor coach equipment been used in 1934 the rate of return would have 

been 0. 75'/{, . 

The following chart shows in graphic form the trend of operating income, the 

rate base, and the rate of return for the ten year period from 1924 to 1934, inclusive. 
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SECTIOO B 

RATE OF RETURN 

PACIFIC ELECTRIC RAILWAY 

-

A statement ot tinancial results of operation for the Entire System ot the 

Pacific Electric Railway taken from the company's records shows the following results: 

Operating Expense Net Approximate Approximate 
Year Revenue and Income Rate Rate ot 

Taxes Base Return 

*1914 t 9,467 ,48:i $ 7,100,572 $2,366,911 $67,609,000 4.1% 
*1916 8,874,507 6,523,279 2,351,228 58,809,000 4.0 

1916 8,664,467 6,402,644 2,261,823 69,342,000 3.8 
1917 9,267,130 6,776,817 2,490,313 60,336,000 4.2 
1918 10,331,916 8,639,727 1,692,189 61,666,000 2.7 
1919 11,278,016 10,38(',244 897,772 62,933,000 1.6 
1920 15,346,346 12,631,935 2, 714,411 63,727,000 4.3 
1921 17,096,117 13,903,693 3,1·92 ,424 64,360,000 5.0 
1922 18,307,733 14,765,526 3,642,207 64,704,000 6.5 
1923 21,641,554 17,177,802 4,463,762 66,248,000 6.8 
1924 20,729,483 17,015,132 3,714,361 69,273,000 6.4 
1925 19,514,326 17,157,743 2,356,682 71,697,000 3.3 
1926 19,111,164 17,548,003 1,663,161 71,858,000 2.2 
1927 19,614,541 17,465,120 2,149,421 74,667,000 2.9 
1928 18,310,988 17,014,784 1,296,204 76,671,000 1.7 
1929 18,417,335 16,611,931 1,805,404 78,782,000 2.3 
1930 15,692,360 15,081,848 610,512 78,164,000 .8 
1931 13,281,619 12,989,431 292,188 78,662,000 .4 
1932 10,633,656 10,664.810 (121,164) 78,289,000 (:2) 

1933 9,062,840 9,219,826 (166,986) 78,419,000 (:2) 

1934 9,004,701 9,328,512 (323,811) 77,'79,000 ( .4) 

* l!'isca1 years ending June 30. 

185 
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RATE OF RETURN 

In these computations, leased equipment is not included in the rate base, b~t 

rental expense including interest is included in operating expense. 

The rate base is computed from the Commission's study of December 31, 1926, 

together with net book additions as shown by the annual reports. No detail analysis of 

these figures has been made at this time, nor has depreciation expense been adjusted in 

any way. The followi ng chart shOW! graphically the rate of return since 1914. 

RATE OF RETURN 
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Local Linea 

There have been changes in the Los Angeles Local Service within the last year; 

for example, the abandonment of the South Pasadena line and the inauguration of Walker 

local service. D~e to the detail involved, a rate base was developed only for the most 

recent condition as regards phys ical properties, in total amount of $12,553,000, which 

includes leased equipment. However, the allocation of properties between local and inter

urban was made largely on the basis of percentages determined for ~sa in 1926, based on 

the then existing operations. 

In considering expenses, rental of leased equipment has been eliminated and 

depreciation expense recalc~lated to allow for such equipment as if it were owned. Depre

ciation expense for equipment and large buildings has been included on the ~~ sinking 

fund basis for comparat i ve purposes, although, of course, the present rate of return does 

not justify ita use. The company uses the retirement method of depreciation accounting 

for plant other than equipment and large buildings, and no endeavor has been made to 

restate the figures for that class of property. 



RATE OF RETURN 

For the Pacific Electric Railway Local Lines the income, rate base, and rate 

of return for the year of 1934 follow: 

Operating Revenue 

Operating Expense 
Taxes 
Depreciation 

Total Expense 

net Revenue 

Rate Base 

Rate of Return 

~ 1,773,000 
102,000 

97,000 

:jji 2,259,000 

1,972,000 

287,000 

$12,500,000 

2.3% 

The rate of return as computed above is not entirely comparable to the 

calculations for the Los Angeles Railway in respect of depreciation. This matter is 

more fully discussed in Chapter XXII, Financial Requirements. 

SIDTION C 

RATE Ol!' RETURN 

LOS ANGELES MOTOR COACH COMPANY 

The financial results of operation for the Los Angeles Motor Coaoh Company 

expressed in rate of return is as follows: 

Investment - Dec. 31, 1934 
Material and Supplies and Working Cash 

Rate Base 

Revenue - Year 1934 

Expense (excl. Taxes & Depreciation) 
Taxes 
Depreciation Expense 

Total Expense 

Net Revenue 

Rate of Return 

$1,556,000 
50,000 

1,606,000 

1,327,000 

984,000 
100,000 
111,000 

1,195,000 

$ 132,000 

8.2'% 

187 

These results are not entirely indicative of the earnings of the company if it 

had operated as an independent company, as the rate base includes no allowance for general 

office investment and the expense contains nominal amounts for management expense. Depre

ciation has been computed on a 30-year life for buildings and a 10-year life for coaches 

and equipment, all calculations being on a~~ sinking fund basis. The results for Los 

Angeles Iilotor Coach Company are included in the respective rates of return for the parent 

companies previously shown. 
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CHAPTER XV 

EARNINGS BY LINES 
This chapter deals with earnings of the individual lines of the operating 

companies. The material is presented in the following sections: 

A. Los Angeles Railway 
,B. Rail Lines of Los Angeles Railway 
c. Motor Coach Lines of Los Angeles Railway 
D. Pacific Electric Railway 
E. Rail Linea· of Pacific Electric Railway 
F. Motor Coach Lines of Pacific Electric,Railway 
G. Lines of Los Angeles Motor Coach Company 

SEOTICN A 
EARNINGS BY GROUPS 

LOS ANGELES RAILWAY 

Operating income earned by the Rail Division, Motor Coach Division, and one-half 

Los Angeles Motor Coach Company, as reflected by the books for the years 1924 to 1934, is 

as follows: 
Operating Income* 

Year Rail Motor Coach Share of Total 
Division Division L.A.M.C.Co. 

$ 1924 i 2,470,682.64 ( 76,865,84) i(26,341.18) $ 2,367,475.62 
1925 1,657,788.17 1:[03,198.91) i3I,22o.22l 1,523,364.04 
1926 1,542,005.75 (211,193.50) (49,304.14) 1,281,508.11 
1927 1,649,099.01 (214,223.98) (24,684.60) 1,410,190.38 
1928 1,978,387.11 (186,456.54) ( 2,049.93) 1,789,880.64 
1929 2,710,293,07 (152,189.76) 95,853.29 2,653,956.60 
19:30 1,776,893.67 (207,694.81) 71,500.43 1,640,699.29 
1931 761,827.59 (162,993.42) 131,340.98 730,175.15 
1932 484,317.68 (160,589.81) 101,437.80 425,165.67 
1933 647,554.30 (150,863.81) 101,929.43 598,619.92 
1934 18,356.45 (160,076.34) 81,296.07 (60,42:3.82) 

Total $15,697,205.44 $(1,786,346.72) $449,752.88 il4,360,611.60 

There being no exact method of prorating revenues and expenses to the individual 

linea, the tables below were o cmputed by applying system averages to the total number of 

passengers carried and to the number of car miles and car hours operated. Revenues were 

distributed on the basis of total passengers carried and the expenses on the basis of the 

amounts of service as reflected by car miles and car hours; or, in greater detail, the 

total passe~ger revenue for the rail lines (Account No. 101) was divided by the total num

ber of passengers carried, and the average fare thus obtained was applied to the total 

number of passengers carried on each line. Way and Structures expense, including the de-

preoiation, was divided by the total oar miles operated, and the average cost per oar 

mile thus obtained was applied to the number of car miles operated on each line. Equip

ment expense and Power expense were handled in a similar manner. Conducting Transportation 

expense (Account No. 64) was handled differently. The one-man hours were multiplied by 

the prevailing hourly rate and the result of the total subtracted from the total cost of 

Account no. 64. The remainder was divided by the two-man hours, from which was developed 

an average hourly two-man rate. This average rate was then applied to the two-man hours 

for each line, and the resulting cost was added to the one-man hour cost (if any) for that 

line. Conducting Transportation expense, other than Account No. 64, was arrived at by 

*Exoludin Miscellaneous Rents 
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subtracting Account :1 o. 64 fr.:rn the total, including traffic, and the resulting amount 

prorated on the same basis a s Nay and Structures exp ens e. 

General and Miscellaneous Expense was also prorated on the sa!ne basis as '.'fay and 

Structures; namely, on the basis of car miles. Acc ount i!o . 215. Taxes Assignable to Rail

way Operation. was divided by Account r:o. 101, Passenger nevenue, and the average percent

age so obtained was applied to the revenue developed f or each line as described above. 

The method of proration of revenues would essentially create a difference between 

the amount actually collected on the different lines and the amount allocated to those 

various lines on the proration basis. The rev enue ac tually collected on the oars and re

corded by lines makes up 9~~ of t he total passenger revenue as reflected by Account No.lOl 

for the year 1934. The difference of 7;~ in amount of ~562,259.94 for 1934 represents 

tickets, tokens, etc., sold tnrough the traffi~ departmen t ticket office, coach ticket 

sales, etc. ~ile in making the proration of revenue on a total passenger basis the 

above difference iS distributed, another complicati on arises in that some lines with a 

heavy transfer ratio are allocated more reven ue than actually collected, and so~e lines 

with a low transfer ratio and a hi gh percentage of the total collections are allocated 

amounts less than those actually collected. 

SECTI ON B 

EARNINGS OF RAIL LINES 

LOS ANGELES RAILWAY 

Results of operation by individual lines for the Rail Division of the Los Angeles 

Railway Corporation are shown by the following tabulation for the year 1934. 

Rail Line Net Revenue Year 1934 

Line Total Passenger Operating Net Revenue Depreciation Net 
Passengers Revenue Expense Before Revenue 

DeEreciation 

A 7,208,146 $ 303,849.78 $ 305,352.57 1tP (1,502.79) $ 55,553.99 $(5'1,~!'i6.'7Sl 
B 8,288,362 349,384.85 266,877.93 82,506,92 52,297.44 30,2~9.4S 
D 2,275,170 95,906.76 80,859.82 15,046.94 13,365.89 1,681.05 
11' 6,173,408 260,231.78 276,125.68 (i5,ti93.90) 61,468.13 (7'1,~1)lL~~l 
G 1,012,691 42,688.64 51,81L35 ( 9,I22.'1Il 10,757.71 (I9,880.42) 
H 8,077,665 340,503.20 298,675.66 41,827.54 53,525.71 (11,698.17) 
I 430,157 18,132.69 38,381.82 (20,249.13) 6,467.67 (26,7l6.80) 
J 11,798,866 497,365.46 376,653.34 120,712.12 68,378.00 52,334.12 
K 1,075,622 45,341.41 65,209.48 (19,ti6ti.07) 14,224.20 (~4,09~.211) 
L 9,581,169 403,881.40 333,031.73 '!0,849.67 60,098.59 10, 7!'il.OS 
N 5,188,662 218.721.13 166,892.60 51,828.53 31,780 .87 20,047.66 
0 5,202,628 219,309.85 185,613.78 33,696.07 39,420.79 ( 5,724.'12) 
p 16,742,047 705,738.67 446,042.00 259,696.67 77,006.99 182,689.68 
R 12,864,639 542,291.70 393,654.09 148,637.61 71,024.14 77,613.47 
s 14,167,616 597,216.96 438,963.47 158,253.49 78,838.45 79,415.04 
u 13,460,571 567,412.42 403,275.94 164,136.48 71,052.75 93,083.73 
v 12,035,160 507,326.12 431,710.15 75,615.97 80,247.48 ( 4,6~l.!'iil 
w 14,750,849 621,802.37 565,062.03 56,740.34 105,530.50 (48,790.16) 
2 2,086,239 87,942.62 116,867.41 iM,924.79l 24 ,956.83 (5:3,881.62) 
3/4 '7,324,419 308.751.11 217.941.01 90,810.10 39,194.61 51,615.49 
5/.6 11,453,078 482,789.23 551~091.97 (68,302.74) 110,236.09 (!78,5~8.83) 
'7/8 7,231,741 304,844.40 304,066.48 777.92 56,698.21 (55,920.29) 
9 8,744,54'7 368,614.72 345,648.05 22,966.67 63,981.90 (4i,~I5.~ 3 l 
10 5,098,476 214,919.46 204,391.45 10,528.01 37 '931.83 (27,403.82) 
Shut. 2,416,802 101,877.0'7 112,074.20 (10,197.13) 22,219.31 (32,416.44) 

Total 194.688.730 t>B.206. 843.80 $6,976,274.01 $1,230,569.'79 ~1.306,258.08 ~ ('75,688.29) 
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The preceding net revenue in amount of ~(75,688.29) reflects only passenger 

revenue and therefore differs from the operating income as shown for total rtail Division 

in the foregoing table. 

The followinp; chart shows passenger revenue by lines as actually collected on 

those lines and as a~located to the lines on the proration basis for rail operation. 

RAIL DIVISION 
Passenger Revenue 

Comparison of Proration and Collections 
1934 

~Prorated 
Ill 
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It will be noted from the chart that with exception of a few lines the proration 

method seems to be fairly equitable, the outstanding examples to the contrary being the 

"V" line, which was allocated revenue almost twice that actually collected, and the "5" 

line, which was allocated revenue about <jj)60,000 less than it actually collected. The "5" 

line is the longest line of the system and extends beyond the inner zone on both the north 

end and the south end. On the south end of the line there are three fare zones and on 

the north end two. This means that the average fare per passenger collected on this line 

is higher than the average tare collected on any other line of the system. 7.his accounts 

for the reduction in the amount of revenue prorated as compared to that actually collected. 

Operating income by linea for the years 1933 and 1934 as determined on the basis 

ot prorating revenues and expenses, as already described, is shown on the following chart 

for the Rail Division. On the sa~e ohart there is shown the total passengers carried by 

lines corresponding to the operating inoome, which gives a better understanding of the 

magnitude of operating income in relation to the total passengers carried by lines. The 

operating incomes as shown by the chart are those resulting after deducting operating ex

pense, depreciation and taxes from passenger revenue. It will be noted that those lines 

showing the heaviest patronage also show the largest income with exception of "A", "H", 

•5", "7" and "9", which, although relatively heavy lines, show losses. 
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For the year 19:3:3, as shown by the chart, there were only 14 lines of the 24 which 

showed an income, and in 19:34 there were only 10 linea showing an income. The "P" line 

shows the greatest income for both 193:3 and 19:34, the "R", "S" and "U" linea being very 

nearly on a par and each representing about nalf the income of the "P" line. The "5" line 

shows the greatest loss for both 19:3:3 and 1934, being $120,000 for 19:3:3 and $1,8,000 for 

1934. With the exception of the "G" line, all lines showing losses show heavier losses 

in 19:34 than in 19:33, and, correspondingly, those lines showing a gain show less for 1933 

than for 1934. The decreased income as a whole in 19:34 as compared with 19:33 was due to 

an increase of about one million dollars in operating expenses, the total operating revenue 

being only $340,:394 greater in 1934 than 193:3. This increase in operating expense was due 

mainly to increased wages during 1934, increased maintenance program, and ' to expenses aria-

ing in connection with the strike during the last part of the year. 

SECTION C 

lWlliiNGS OF MOTOR COACH LINES 

LOS ANGELES RAILWAY 

The followi~g chart shows a comparison of passenger revenue by motor ooaoh lines 

as allocated compared with actual collections on eaoh line. There appears to be no 
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outstand in"' incor~ i ste.r.c ;: of distributin~ the revcr.ue £or rnotor coach operation on the 

ba sis of prortition. :'he motor coach r oute numb ers an:i descriution nre as follows: 

Motor Coach ~cutes 

:10 . 41 - Alva rado llo . fil - Eollydale r:o . 61 - Ve r d Uf'O 

42 - Av r.l 0:1-S ' ?edro-::3. Main 52 - InR:lewood 62 - Jash .-;darns -Jef f. 
43 - Ave. 50 - El Paso 53 - Lincol n -':-a r k 63 - York 
44 - Bever l~· 54 - L~nc hester-::3anta Ana 9 - l!'lorence 
~!1 - ::':a;;-le :\ock 55 - L:.aywood - Bell 15 - i.:anchester 
46 - E'lst Jo'lorfmce 56 - Me lrose 26 - Ol~;nm ic 
47 - ~ · 9th - .7hi ttier 57 - llormand ie 24 - Soto 
48 - l<'a irvi E::7. HeiP;:hts 58 - Sl auson ( I.:i !'1cellaneol.;.S 
49 F l~roeroa 59 State - Sout:'lern " ( ;.i r r:ort Local & Sxp . 

"' 50 - Florence - So to 60 - Van Hess ( School :..ine s 

':'he following t a ble shows rev enues and expenses of motor .::oach operatiOI. by 

lines for l 9D4 : 

Coach Li ne Ne t Revenue Year 1934 

Line Tot!l. l Pa ssenger Operating I!e t nevenue Depr eciation n et 
Pass engers Reven ue Expense Be fore Rev enue 

De:ereciation 

41 1,435,921 .; 51 , 393 . 92 .;;> 42,463.40 ' 8,930 . 52 '( 5 . 734.25 .fr 3 ,196.27 " 42 846 , 614 27 ,131. 68 42,822.74 (15,691.06 ) 875 . 32 (1 6 ,5 66 . 38) 
43 154 , 677 4, 759 .44 6 ,504 . 89 ( 1,745.45 ) 122 .70 ( 1,868.15) 
44 2 ,400,262 183 , 683 .70 157,844.01 25 , 839 . 69 29 ,095 . 93 ( 3 256.24) 
45 157, 021 7 , 883 .79 13,512 .49 ( 5 , 628 . 70) 25& . 65 ( 5,887.35) 
46 48 , 942 2 , 533 .76 6,094.12 ( 3 ,560 . 36) 204 . 91 ( 3 ,7 65 .27) 
47 1,152,948 79 ,749.98 85, 978 . 84 ( 6 , 228 . 86) 3 ,7 22 .70 ( 9 19 51.56) 
48 61, 056 3 ,096 . 85 6,875.37 ( 3 , 776 ~52) 138 . 96 ( 3 ,915.48) 
49 780 . 670 67, 666 . 66 69,947.50 ( 2,278.84) 3 ,558 . 69 ( 5 , 837 .53 ) 
50 2,880 , 969 117,664.17 136 ,790.24 (19,126.07) 19,977.95 (39 ,104. 02) 
51 230 , 396 15,128 . 00 20,066 . 07 ( 4,938.07) 414.80 ( 5,352. 87) 
52 430 ,758 21,152.62 29,445.54 ( 8,292.92) 2 ,111. 85 (10,404.77) 
53 233,05 7 7, 290 . 87 9,372.59 ( 2 , 081.72) 878 .43 ( 2,960.15) 
54 559 , 854 30 ,635 .13 40,666. 87 110 ,031.74) 3,037.65 (13,069.39) 
55 762, 215 41,641.15 44, 264 .42 ( 2 ,623 .27) 1,221.85 ( 3,845.12) 
56 1,571,666 76 ,162 .7 8 58 , 882 .67 17,280 .11 9,383.62 7, 896 . 49 
57 904,143 34,772 .93 44,084 .94 ( 9, 312 . 01) 900.63 (10 , 212 .64 ) 
58 218,410 7,652 .16 13,685.53 ( 6,033.37) 337,18 ( 6,370.55) 
59 139 ,508 6 , 738 . 90 11,634.16 ( 4,895.26) 329.06 ( 5,224. 32 ) 
60 126 ,458 4,544.05 6,976.08 ( 2 ,432 . 03) 139.37 ( 2,571.40) 
61 116 , 301 4,065.13 7, 265 . 27 ( 3,200.14) 119.20 ( 3,319 . 34) 
62 418 ,95 0 18 , 020 . 46 34,128.21 (16 ,107.75) 1, 461. 60 (17 ,5S9 .35) 
63 148 ,244 3 , 993 . 09 5,624.09 ( 1, 631.00 ) 87.15 ( 1,718.15) 

9 59,438 2, 980 .7 8 3,132 . 98 ( 152 . 20) 480 .80 ( 633.00) 
15 32 ,364 1, 843.30 2 ,496.17 ( 652 . 87) 207.94 ( 860 .81) 
26 31,595 1,586 .96 2,666.24 ( 1,079.28) 85.97 ( 1,165.25) 
24 68,938 2 , 802 .20 2,889.91 ( 67 .71) 520.88 ( 608.5~) 
J.;iso . 1, 753 235 . 65 277.69 ( 42. 04 ) 36 . 80 ( 78 .84) 
School 243,204 20 , 200 . 55 15,041.97 5,15b .5 8 1,135 .02 4,023.56 
Und ist. 943 . 86 943 . 86 943.86 

':'otal 1 6 ,21 6 , 364 ,.:!:!47,95 8 . 52 .,ji92 1,435.00 .;,; (7 3 , 476 . 18) ,;;;86 ,599.86 .,? (160,076.!;4) 

?r o::: the foll077i ng c:ha.r t i t -,;il l be no te d th!:. t :. 0:1 te ;.; o . 44, Beverly Boulevard, 

i s t he !:lost ou:st:J.:::1ding as r egar ds passe:tger rev enue , v;i th ,.o . 5::J, ::'lore nce-Soto, being 

t he nex t in importance, follo7ed b ~ ~oa . 47, 56 and 9 , re spectively . 
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MOTOR COACH DIVISION 
Passenger Revenue 

Comparison of Proration and Colleotions 
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The net revenue as shown tor these lines was oomputed on the same basis as desoribed 
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heretofore in connection with the rail lines, on a proration basis. Separate records are 

kept by the company to account for the Motor Coach Division operations as regards revenues, 

oper&tinR expenses, taxes and depreciation. The actua l revenue collected on the motor 

ooach lines iS reflected by the records. Operating expenses in general are directly 

chargeable to the Motor Coaoh Division operations with exception of Sup&rvision and the 

General and ~iscellaneous group of accounts. There appears to be too small an amount of 

General and ;.aeoellaneous Expense prorated to the IJotor Coach Division operating expenses. 

If this distribution were made on a more equitable basis the losses as indicated by the 

ohart would be still greater. 

On the same chart with the operating income are shown for the purpose of compar

ing the relative importance of the line, the total passengers carried by each for the 

years 1933 and 1934. Routes No. 50 and 44 are shown to be the heaviest lines, they having 

carried 2,881,969 and 2,400,262 passengers, respectively, during the year 1934. These two 

lines carried almost one-third of the total passengers d~ring the year 1934, in spite of 

whioh faot they both show losses instead of a net earning during the year. The ohart shows 

Route No. 60 tor the year 1934 only, and Route Nos. 9 and 24 for 1933 only. The latter. two 

routes; namely, llorenoe Avenue and Soto Street wars combined in Januar y of 1934 into the 

Florenoe-Soto route, which was designated as No. 50 and eo shown on the chart. 

SECTION D 

EARNINGS BY GROUPS 

PACIFIC ELECTRIC RAILWAY 

The earnings of the lines classified as the Los Angeles looal lines of the 

Pacific Electric Railway have been as follows from 1924 to 1934: 

fear 

1924 
1925 
1926 
1927 
1928 
1929 
1930 
1931 
1932 
1933 
1934 

Rail 
Lines 

$531,096.77 
367,233.73 
222,500.90 
173,_094.26 
184,567.71 
132,118.80 

95,003.73 
15,762.15 

(10,811.25) 
48,319.34 
29,406.60 

Opera ting Income 

P.E. Motor 
Coach 

$( 1 ,478. 92') 
( 7,730.57) 
( 9,397 .42) 
( 9,096.74) 
(13,718.74) 
(16,478.52) 
( 12 1 551.19) 
(14,930.17) 
( 9 ,580.68) 
( 7 ,681.31) 
( 7,113.04) 

SEC TIOO E 

EARNINGS OF RAIL LINES 

PACIFIC ELECTRIC B.AIL'.'IAY 

Share of 
L.A.M.C.Co. 

$(28,253.54) 
(27 ,481.66) 
(46,147.12) 
(19,781.41) 
( 5,372.73) 
107,877.90 

84,104.21 
123,525.29 
108,008.78 
103,810.11 

83,205.49 

Total 

$601,364.31 
332.021.60 
166,956.36 
144,216.11 
165,476.24 
223,518.18 
166,566.76 
124,357.27 

87,616.86 
144,448.14 
105,498.95 

For the year 1933 a special study was made of the local rail lines of the 

Paci f i c Electric Railway, allocating t he expenses to t hes e lines. The result of this 

stud y follows: 
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Operating Operating Net Line Revenue Expense Depreciation Taxes Inoome 

Edendale-Central Sta. $ 119,488.62 $ 144,513.96 $ 2,009.02 ~ 6,926.31 :j;>(:5:3,9b0.b'7) Hill St.-Eoho Park 98,904.99 103,378.46 1,230.70 4,254.21 ( 9,958.3ri) S.Monioa-W.Hollywood 236,473.84 190,847.30 12,379.95 12,445.91 20,Soo.6S Sierra Vista 117,620.47 130' 782.59 1,549.45 6,423.43 (2I,I3o.oo) Subway-Beverly 77,180.04 47,506.78 1,785.00 1,081.24 26,rio'7.<52 Subway-Hollywood 223,470.58 165,542.39 8,708.95 13,334.37 35,884.87 Vineyard-Hollywood 398,564.18 287,524.44 3,147.78 20,671.57 87,210.39 Vlatts-S. Pasadena 264,068.84 301,884.63 3,716.76 14,076.49 (oo:6o9.o4l Western-Franklin Ave. 45,094.34 41,37?.25 730.55 4,707.07 ( X 72<5.63) 

Total $1,580,855.90 $1,413,357.80 $35,258.16 $83,920.60 $ 48,319.34 

The cost per oar mile for eaoh of the above lines follows: 

Operating Operating Depreciation Taxes Net Inoome 
Revenue per Expense per per per per 

Car Mile Car Mile Car Mile Car Mile Car Mile 

Edendale-Central Sta. 27.4t/ 33.lt/ .5t/ l.6t/ (?."S"l¢' 
Hill St.-Echo Park 25.4 26.5 .3 1.1 (2.0) 
s. Monica-W.Hollywood 27.0 21.8 1.4 1.4 2.4 
Sierra Vista 23.9 26.6 .3 1.3 (4."3) 
Subway-Beverly 43.4 26.7 1.0 .6 lo.T 
Subway-Hollywood 36.9 27.4 1.4 2.2 5.9 
Vineyard-Hollywood 38.6 27.8 .3 2.0 8.5 
Watts-S. Pasadena 22.5 25.8 .3 1.2 (~) 
Western-Franklin Ave. 24.1 22.1 .4 ...bE. ( • 9) 

Total 29.5t/ 26.3t/ .7t/ 1.6t/ • 9t/ 

Sinoe 1933, increased oosts have occurred because of inareases in platform 

men's wages. The new basis of taxation effective in 1935 has also tended to inarease 

the tax aoaruals chargeable to the looal lines .• 

Rental of Equipment is inaluded in the expense items, including depreaiation 

and interest factors. The total charge for 1933 was ~214,203.52, or 4t/ per oar mile. 

Bet Inoome is shown graphiaally in the following ohart for the year 1933. 

NET INCOME 1933 

Los~ I I E8 ~intS 

Edendale-Central Station - - -
Hill St.-Eoho Park Ave. - - - M Santa Monioa Blvd.-W.Hollywood 
Sierra Vista - - - - - - - - -
Subway-Beverly Hille - - - - -
Subway-Hollywood Blvd. - - - -
Vineyard-Hollywood Blvd. - - -
Watts-South Pasadena - - - - -
Western-Franklin Ave. - - - -

56 
I 

60 40 20 20 10 10 20 30 40 50 60 70 80 
Tho tis and Dollars 

Operation of the nine linea plotted on the foregoing ahart resulted in net 
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earr,ing on only four. The greatest income was earned by the Vineyard-rioll~~ood Boulevard 

li ne in amount of ~87,210, the other three having earned less than half that amount. The 

greatest loss was suffered by the ·,·:a tts-South Pasadena line in al!lount of .,P55 ,609. 

The following chart shows graphically the total passengers carried by the various 

lines during the year 1933. Again the Vineyard-Hollywood Boulevard line stands out as the 

most important line, it having carried in excess of six and one-half million passengers. 

None of the remaining lines carried passengers in excess of four million durine the year, 

the smallest volume having been on the :'/estern-Franklin line which carried less than one 

million. 

Edendale-Central Station - _ -
Hill St. Echo Park Ave. 

Santa 1lonica Blvd. -71 .Hollywood 
Sierra Vista - - - - -
Subway-Beverly Hills - -
Subway-Hollyw cod Blvd. -
Vineyard-Hollywood Blvd. -
'.'latta-South Pasadena - -

'i.'estern-Franklin Ave. 

0 

TOTAJ, PASSENGERS 1933 

1 2 3 4 5 6 7 
J,lillion Passen2:ers 

Income per passenger for the year 1933 is plotted below by lines and shows 

substantially the same division of lines as bet~een earnings and losses, although the 

Subway-Beverly Hills line exceeded all other in earnings. That line earned in excess of 

2~ per passenger, whereas the next in importance was the Vineyard-Hollywood Boulevard 

line which earned about li ¥ per passenger. 

Edendale-Central Stati on - - - ~ 
Hil l 3~.-Echo Pork Ave. - - -
Santa Monica 3lvd. -R.Holl yr:ood 
Sierra Vista - - - - - - - -
Subway-Beverly Hills - - -
Subway - Hollywood Blvd. - - - - I 
Vinerard -Hollywood Blvd. -
Natts -South Pasadena - - - -

= I 'Neste rn -Franklin f, ve. -

1.5 

lliC m.IE .l:'ER l' .A 3 S3il G .::R 
1 933 

I 
Loss I I 

I 
I 

i 

I 
1.0 . 5 0 

I 

~rnT 

I I 
.5 1.0 1.5 2.0 

Gent~ 
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SECTION 1!' 

EARNINGS OF MOTOR COACH LINES 

PACIFIC ELECTRIC RAILWAY 
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The earnings of the two motor coach lines of the Paoifio Eleotric Railway as 

operated in 1934 are as follows: 

1934 
Emer;,y: Park Hermon Diet. 

Total Per Total Per Total Per 
.Mile Mile Amount Mile 

Operating Revenue: 
$3,452.04 6.8¢ $4,175.87 7,6¢ ~ 7.2¢ 500 Passenger Revenue 'i' 7,627.91 

620 Station & Other Privileges 27.81 .1 26.82 .1 54.63 .1 
623 Rent from Properties 3.44 - 3.72 - 7.16 --- -- --

Operating Revenue 3,483.29 6.9 4,206.41 7.7 7,689.70 7.3 
Operating Expense: 

I Conduoting Transportation 5,067.47 10.1 4,966.00 9.1 10,032.47 9.5 
II Maintenance (a) 1,422.11 2.8 1,518.77 2.8 2,940.88 2.8 
III Traffic 70.01 .1 84.01 .1 164.02 .2 
IV General & Miscellaneous 683.16 1.4 655.02 ~ 1,338.17 ~ 

Operating Expense 7,242.74 14.4 7,222.80 13.2 14,465.64 13.8 
Taxes 173.64 ~ 163.56 ~ 337.20 .3 

Total Expense 7,416.38 14.7 7,386.36 13.6 14,802.74 14.1 

Net Operating Income $(3,933.09) {7.8)¢(3,179.95) (5.8)¢ $(7,113.04) (6~)¢ 

(a) Includes Depreciation 

Coach Miles 

Total Passengers 

Loss per Passenger 

$ 90.78 

50,224 

86,178 

4.6¢ 

$ 99.90 

54,543 

81,754 

3.9¢ 

$ 190.68 

104,767 

166,932 

6.8¢ 

The Hermon District line was discontinued January 2, 1936, and the South 

Pasadena-Monterey Road-Highland Park line substituted. The results of operation of t~is 

line for the first eight months of 1936 follow: 

Operating Revenue: 
500 Passenger Revenue 
520 Station and Car Privileges 
523 Rent from Pr~perties 

Operating Revenue 
Operating Expense: 

I Conduoting Transportation 
II Maintenance (a) 
III Traf:tio 
IV General and Miscellaneous 

Operating Expense 

Total Expense 

Bet Operating Inoome 

(a) Includes Depreciation 

Coach Miles 

liret 8 Months, 1935 
liDount Per 'ilile 

$11,483.87 
68.47 
15.79 

11,568.13 

12,804.02 
3,394.49 

224.74 
1,513.17 

17,936.42 
204.36 

18,140.77 

$(6,572.64) 

• 1,464.88 

147,662 

., • 7¢ 
.1 

7.8 

8.7 
2.3 

.2 
1.0 

12.2 
_.:.! 
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SECTICN G 

EARNINGS BY LINES 

LOS ANGELES MOTOR COACH COMPANY 

The operating results tor each line tor the calendar year 1934 follow: 

Operating Operating Depreciation Taxes Operating 
Line Revenue E~ense Income 

Hollywood-Long Beach-San Pedro $ 5,919 $ 11,444 $ 1,900 $ 1,005 $ (8,4~~} 
Wilshire Boulevard 567.987 379,908 15,267 38,187 134,6 
Sunset Boulevard 277,884 221,269 1,005 20,295 35,315 
Western Avenue 196,973 134,767 25,272 16,967 19,967 
Crenshaw-Vine-LaBrea 209,226 143,679 24,028 16,680 24,~5~ Vermont-Glendale-Riverside 33,669 36,018 3,842 2,918 (9 ) 
Silv erlake-Hyperi on- Talmadge 19,093 34,642 3,820 2,417 (21:786} 
Olympic voulevard (From 4-8-34) 11,884 21,677 2,301 1,487 ri~ 1 5tiil 
School Lines 2,682 1,366 255 1'95 866 
Undistributed 1 794 11794 

Total il,327,111 i984,770 ~77 .. 690 oil00,151 $164,500 

The coach miles operated in 1934, together with the operating revenue, expense 

and operating income per coach mile are as follows: 

In Cents Eer Coach Mile 0Eerated 
Total Operating 

Line Revenue Erpense DeEreciation Taxes Erpense Income 

Hollywood-Long Beach-San Pedro 5.1¢' 9.9¢' 1.6¢' .9¢' 12.4¢' (~)¢' 
Wilshire Blvd. 31.8 21.3 .9 2.1 24.3 73 
Sunset Blvd. 28.3 22.5 .1 2.1 24 . 7 3.6 
Western Avenue 24.6 16.8 3.2 2.1 22.1 2.5 
Crenshaw-Vine-La Brea 22.0 15.1 2.5 1.8 19.4 2.6 
Ver~ont-Glendale-Riverside 11.9 12.7 1.4 1.0 15.1 (z-:-2) 
Silverlake-Hyperion-Tal~d~e 6.5 11.9 1.3 .8 14.0 ('~{.'"b) 
Olympic Blvd. (From 4-8-34 6.4 11.7 1.3 .8 13.8 (7 .4} 
Sohool Lines 27.6 14.1 2.6 2.0 18.7 8.9 
Undistributed 23.8 - - - - 23.8 -- -- -- --

Total 24.5¢' 18. 2¢' 1.4¢' 1.9¢' 21. 5¢' 3.0¢' 

It Will be noted that the Nilshire Boulevard line is the outstanding line in 

all respects, considering gross revenue, mileage operated, net operating income and gross 

revenue and operating income per coauh mile. The operating expense per coach mile is 

slightly less than the Sunset line, both lines,however, being high because of the use of 

two-men crews in many i nstances. 

The depreciation expense included is that shown by the books, and in many in

stances is not representative because depreciation for many coaches i n service has been 

full y accrued. 
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The follo~ing charts show net i ncome, total passengers carried, and incOQe per 

passenger for year 1934. The Wilshire line is outstanding both in earnings and travel. 

Sunset Boulevard, Western Avenue and Crenshaw-Vine-LaBrea Avenue are all good earners. 

Hollywood-Long Beach-San Pedro 
Wilshire Blvd. 
Sunset Blvd. -
'rVestern Ave. _ 

Crenshaw-Vine-La Brea - - - -
Vermont-Glendale-Riverside - -
Silverlake-Hyperion-Talmadge -
Olympia Blvd. (From 4-8-34) - -

25 

Hollywood-Long Beach-San Pedro 

NET INCOME 
1934 

25 50 75 

Hundred Thousand Dollars 

TOTAL PASSEUGERS 1934 

100 

Wilshire Blvd. - - - - ~555i55i555if:-·r··,·· Sunset Blvd. - - - - - -
Western Ave. - - - - -
Crenshaw-Vine-L& Brea - - - -

Vermont-Glendale-Riverside 

Silverlake-Hyperion-Talmadge -
Olympia Blvd. (From 4-8-34) 

0 

Hollywood-Long Beach-San Pedro 
Wilshire Blvd. 
Sunset Blvd. - - - - -
·.vest ern Ave. - - - - -
Crenshaw-Vine-La Brea 

Vermont-Glendale-Riverside - -
Silverlake-Hyperion-Talmadge -
Olympic Blvd.(From 4-8-34)- -

5 

1 2. 3 4 5 
Million Passengers 

Cents 

125 

E ni gs 

5 1 

99 
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CHAPTER XVI 

PRESENT SERVICE 

In this chapter will be presented the principal characteristics of the present 

service rendered by the three transportation utilities inoluded in the study. The ohapter 

is in the following sections: 

~. General Statement of Routes 
B. Enti~e Operations - Los ~gales Railway 
C. Rail Routes - Los ~geles Railway 
D. Kotor Coach Routes - Los Angeles Railway 
E. Pacific Electric Railway 
P. Loa Angeles Kotor Coach Company 

The Route Map accompanying the report (last page Qf report} shows the present 

routes operated. 

SECTION A 

GEHRR.AL STATEI!ENT OF ROUTES 

Service is rendered in the Los Angeles Area by means of ZS main rail routes 

and 6 main coach routes entering the downtown business district of Los Angeles. In addi

tion there are a number of crosstown, shuttle and feeder, lines, both rail and ooach. The 

following shows the lines in the various classifications: 

IUIB ROU1'ES - BAIL 

Los ~gelee Railway 

~ Wast Adams Blvd.& Angeleno Heights 
B Brooklyn & Hooper Avenues 
D West 6th Street & Central Station 
P East 4th & Hoover Streets 
G Griffith Avenue 
H Maple Avenue and Heliotrope Drive 
I West let Street 
J West Jefferson Blvd.& Huntington Park 
L West 11th & West Temple Streets 
B West 9th Street & Civic Center 
0 Borth &: South Main 
P West Pioo & East 1st Street 

R lhittier Blvd. & West 3rd Street 
S San Pedro Street & Western Avenue 
U University & Central Avenue 
W West Washington Blvd. & Highland Park 
2 Griffin Avenue & Crown Hill 
3 West 6th Street & Larchmont Blvd. 

6-6 Eagle Rook & Hawthorne 
7 South Broadway &: Civic Center 
8 West 64th Street &: Civic Center 
9 West 48th Street & East 2nd Street 

10 Lincoln Park-Vernon & Arlington ~venues 

Pacific Electric Railway 

Edendale - Central Station 
Hill Street - Echo Park Avenue 
L.A.-Santa Konica Blvd.-West Hollywood 
L.A.-Sierra Vista 
Subway - Beverly Hills 

Subway - Hollywood Blvd. 
Vineyard - Hollywood Blvd. 
L.A. - Watts 
L.A. - Western-Franklin (peak service} 
J,.~. - Walker 

KAI11 ROUTES - MOTOR COACH 

Los Angeles Railway 

No.44 Beverly Blvd. 
47 East 9th & Whittier Blvd. 
49 ligueroa Street 

Los Angeles Motor Coagh Company 

Bo.82 Wilshire Blvd. 
83 Sunset Blvd. 
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CROSSTOWN_, SHU'i'::'LES & Fr::EDl<:RS 

Los Angeles Railway - ~ail 

V Vernon & Vermont Avenues 
K East Jefferson Blvd. & So.Vermont Ave. 
31 Boyle Avenue - Shuttle 

34 Gage Street - Shuttle 
35 Indiena Street " 
36 1Ja teo Street " 

32 Edgeware Hoad- " (part time) 37 6lst 3treet " 
33 Evergreen Ave.- " 

Los Angelee Hailway - :.!otor Coach 
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rlo.41 Alv~rado Street 
42 Avalon-San Pedro-S.Main Street 
43 Ave. 50 & El Paso Drive 

lio.54 ;.lanchester-Firestone-Santa Ana Street 
55 Maywood - Bell 

45 Eagle Rock 
46 Zast Florence Avenue 
48 Fairview Heights 
50 Florence-Soto 
51 Hollydale 
52 Inglewood 
53 Lincoln Park Avenue 

56 Melrose Avenue 
57 Normandie Avenue 
58 Slauson Avenue 
59 State - Southern 
60 Van Ness Avenue 
61 Verdugo Road 
62 ~ashington-Adama-Jefferson 
63 York Boulevard 
64 Highland Park 

Pacific Electric Railway 

Rail - L.A.-Western-Franklin 
Motor Coaoh - Emery Park 

- South Pasadena-Highland Park-Monterey Road 

Los Angeles Motor Coach Company 

No.Bl Hollywood-Long Beach-San Pedro 
84 Western Avenue 

No.86 Vermont-Glendale-Rivers ide 
87 Silverlake-Hyperion-Talmad ge 
88 Olympic :alvd. 85 Crenshaw-Vine-La Brea 

SECTION B 

ENTIRE OPERATIOUS 

LOS ANGELES RAILNAY 

The charts appearing on the two following pages show graph ically operating 

statistics for the years 1913 to 1934 and 1920 to 1934, respectively . The chart headed 

"Operating Statistics" shows car and coach hours, car and coach miles, and reve nue passen -

gers for Rail and Motor Coach Divisions and one-half of the Los Angeles Wotor Coach Com

pany. The set of curves shows cars and coaches in service for the rail and coach divi-

sions and those coaohes operated by the Los Angeles l.iotor Coach Company and owned by the 

Los Angeles Railway. n1e third set of curves shov.sroute miles for the two divisions and 

the entire Los Ang eles J.:otor Coach Company. It will be noted f rom the f i rs t t.-;o sets of 

curves that street cars in service followed in general the trend of revenue pass en~er s, 

reaching a peak in 1925 and dropping off to a low in 1932 . Coaches used in servi ce of 

the coach division and the Los Angel es Uotor Coac~ C o~pany , however, have in general in-

creased over that period of time. .Route miles as shown by the third set of curves re

flect a rapid increase for both the motor coach operatio~s from 1923 to 1934, whereas 

for the Hail Division route miles have been practically constant since 1914. 



202 PRESENT SERVICE 

1=1 OPERATinG STATISTICS Q 0 
0 ...t 

Q ...t rl 
0 rl rl Car and Coach 1liles 
...t rl 

4;1 rl 4 ...t 4 

I I I I ~·=:J~{~< rl ::II 
...t 'd 
:.:! ~ <P 

. ~ .......... 
G) "' car and Coach Hours ... , 

. ' I e.. 'd !..I/ 
I '\._ 

CD 'a 
§ r--- -·, .. .... , .. . . ...::: l'/ ",. 

~ 
3 t:d .:: """' Passengers 

CD Revenue 
0 G) I 

t:d rl v ..... -- ,.. 
~ 

\.o 

~ ..cl "' 0 Ql /' Ill 2 ..cl 2 ~ ~ 0 0 v 

""' 
0 Ql G) v 0 CD 
'd 0 Ill r-...........-
m al r-

""" -<d P-4 

"' 1 ~l ~ l al 
0 :3 ~ 

Q) 

0 I> ., 
~ 

(l n n . ... / ~ 12C 1~ - /" <d J " X'\ ~/ ..cl G) Rail Div. 0 "' 8 lOG '§1 
0 ~ VT / ........ ~ t:d 
'd &; t::l I Coach Div. 1 ' ~ Cll ""'1111111"./ t LAJLC "',,--

,... .. _ . j € 
CARS AND COACHJ<.:S 

_, .. 
0 6( 1- IN SERVICE 0 v· "' . 
0 . 4C rl 

__ , 
~ .... 1 . .. 
411 ~ 

2C . 
H <: 

!~R1 il D V. 

14() ..... 
'" ........... 

120 : " 
All LAMC / 

m rl ~I G) 

~ /; rl 
;1 lOC 00 I v' G) 

..cl ac "' .1--C) 

'§ ~ al I 
0 Motor Coach D)!.:. 1--/ 

0 t:d I 
6( I- ROUTE MILES 

"' I ~v 0 --~ 4C ~] / I 
0 ::. Cll .J-- _/ p:j -

2{ 
;~ 

c r 
tC) ...,. <0 a:> 0 C\l ...,. <0 GO 2 C\l ;!) 
rl rl rl rl C\l C\l C\l C\l C\l t<) 

a> a> a> a> 0> "' 0> 0> 0> 0> 0> 0> 
rl rl rl rl rl rl rl rl rl rl rl rl 

The ohart on the following page shows two sets of curves, one for oar and ooach 

hours and the other for car and coach miles segregated between rail and coach divisions 

and the entire operation of the Los Ange~es Motor Coach Company. These curves represent 

the component parts of the first set of curves on the foregoing chart. Although car and 

ooach miles for motor ooach operations have increased each year since the operations were 

started, car and coach hours dropped off slightly in 1930, 1931 and 1932, increasing 
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again in 1934. The year 1934 showed an increase tor oar hours and miles for the rail 

operations also. 
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SECTION C 

RAIL LINE SERVICE 

LOS ANGELES RAILWAY 
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HistorY of Rail Service Changes 

Changes from time to time have been made in the street oar routes. A general 

ohange in routing was made in 1920. Por the purpose of this report, important ohanges 

made since January, 1, 1929, are briefly listed as follows: 

"A" line formed June 12, 1932, from a combination of former "2" and "3" lines. 
On Nov. 11, 1934, half of the service on the Sunset and Beaudry (north ) end 
was rerouted to Edgeware Road Branch. 

"G" line terminated at Sunset and Beaudry July 20, 1930. Terminal changed to 
North Spring and Bellevue Streets on June 12 , 1932, and on J une 2, 1935, to 
North Spring and Macy Streets. 

203 
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"H" li .:1e - so ;~ of service turned back at Jefferson and Maple Avenue during base period. 

"L" line changed on June 12, 1932, to ita present route, combining portions of 
former "L" and "C" lines. 

"N" line changed on June 12, 1932, from service to Santa Fe Station to present 
terminus at Civic Center. 

"0" line extended August 9, 1931, on Main Street from Slauson Avenue to Florence 
Avenue. 

"R" line branch on Larchmont changed on January 11, 1931, to "3" line and all 
service operat~d to 3rd and La Brea Avenue. 

"3" line extended January 11, 1931, on Central Avenue from 77th Street to Manchester, 

and on Deoember 25, 1934, all service routed via Central Avenue, providing 
shuttle service on 6lst Street line. 

"2" line established June 12, 1932. 

"3" line established January 11' 1931. 

"7" and "8" line established June 12, 1932, absorbing portions of former "ll" and 
"N" lines. 

"7" line established November 11, 1934, from former "8"and"9" line. 

"8" line established november 11, 1934, from former "'1"and"9" line. 

"9" line established June 12, 1932, absorbing portions of former "I~ line. Line 
separated November 11, 1934, absorbing portions of "7"and "8" lines. 

"10" line established June 12, 1932, from portions of former "~ and "A" lines. 

Operating Statistics 

The following tabulation shows operating data for the Rail Division from 1920 

to 1934. 

Miles of Care Car lliles Total Total 

Year Revenue in Miles per Passengers Passengers 
Track Service Hour carried Per Car W.le 

1920 366.78 926 29,980,056 10.04 247,749,056 8.26 

1921 360.76 962 30,062,428 9.70 278,480,403 9.26 
1922 360.76 1,012 29,458,292 9.64 303,139,305 10.29 
1923 367.13 1,077 31,813,926 9.58 341,171,607 10.72 

1924 367.38 1,220 33,089,169 9.53 346,213,241 10.46 

1925 370.14 1,243 32,564,123 9.60 337,259,529 10.36 

1926 371.15 1,137 32,184,312 9.74 333,999,608 10.38 
1927 374.88 986 31,821,071 9.86 33£;351,789 10.44 
1928 375.07 1,000 31,532,662 9.88 323,244,398 10.26 

1929 373.61 1,000 32,996,047 10.23 289,938,238 8.79 

1930 373.27 950 30,485,617 10.47 264,725,465 8.68 

1931 376.05 895 29,123,452 10.65 234,215,637 8.04 
19.32 375.60 725 26,656,917 10.99 197,247,503 7.40 

1933 375.26 725 26,406,038 11.01 178,806,594 6.77 

1934 376.58 775 27,490,183 10.97 194,688,'730 7.08 

Cars in service decreased from 1243 in 1925 to 725 in 1933, or 41.6%; oar miles 

operated decreased from a peak of 33,089,169 in 1924 to a low of 26,406,038 in 1933, or 

20 ·2'i~ ; total passengers carried decreased from a peak of 346,213,241 in 1924 to a low of 

178 ,806,594 in 1933, or 48 . :3";~ ; and passengers per car mile decreased from 10.72 in 1923 

to 6.77 in 1933, or 36.8~~ . 
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The follo·.~ inp; charts show average miles per hour, pas sengers pe r car mi le, 

and transfer ratio for the period 1 920 to 1 934. 
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* After adjusting for weekly pass use. 

The average schedule s peed as shown by the above chart has been increasing 

gradually from 9.53 miles per hour in 1924 to 11.01 in 1933 , an increase of 16%. This 

increase in schedule speed has been accomplished in spite of the fact tha t automobile 

traffic on the streets of Los Angeles has also been rapidly increasing ov e r the same 

period of years, which would tend to recl uc e schedule speeds rather than increase them, 

othe r things being equal. The increase in schedule speed may be partially due to the 

decrease in passe ngers carried as shown by the foregoing chart of passengers per car 

mile. The transfer ratio as shown by the foregoing chart has not change d appreciably 
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since 1920, it having been 35.3 in that yea r and a maximum of 38.9 in 19 31, an increase 

of l~b. The transfer ratio as shown represents the ratio between free transfer passen-

gars and revenue passengers. 

Due to installing the weekly pass system the transfer r at i o as obtained from 

the number of transfers actually collected, dropped off in 1934. This condition, how

ever, was brought about thro u?h the use of weekly passes by passen~ers who would othe r-

wise have us ed transf ers. 7he dotted porti on of the bar for 1934 indicates the ratio 

after ad 'ust i ng to accoUilt for use of pusses . 
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Various operating and travel data are shown 

t1on and oharta for the year 1934. The letter "Z" has 

and miscellaneous. 

Line 

A 
B 
D 
r 
G 
H 
I 
J 
K 
L 
B 
0 
p 
R 
s 
u 
v 
w 
2 
3/4 
6/6 
7/8 
9 
10 
Shut.CZ) 

Total 

... 
g 10 

t:rl 

... ., 
Po 6 . 
Ill 
Cl 

~ 0 

Car 
:W.lee 

1,169,133 
1,100,599 

281,285 
1,293,596 

226,396 
1,126,448 

136,112 
1,439,014 

299,348 
1,264,774 

668,828 
829,610 

1,620,611 
1,494,702 
1,659,154 
1,495,304 
1,688,807 
2,220,888 

626,216 
824,850 

2,319,917 
1,193,213 
1,346,498 

798,276 
467,605 

27,490,183 

Car Miles Total 
Hoo.re per Passengers 

Hour 

107,706 10.85 7,208,146 
108,759 10.12 8,288,362 

36.710 7.66 2,276,170 
109,409 11.82 6,173,408 
. 26,703 8.48 1,012,691 
105,408 10.69 8,077,665 

16,050 8.48 430,157 
126,721 11.36 11,798,866 

29,452 10.16 1,075,622 
116,073 10.99 9,581,169 

76,399 8.76 5,188,662 
79,426 10.44 5,202,628 

155,246 10.44 16,742,047 
132,624 11.27 12,864,639 
149,839 11.07 14,167,616 
140,025 10.68 13,460,571 
143,322 11.78 12,035,160 
188,122 11.81 14,750,849 

63,696 9.78 2,086,239 
82,129 10.04 7,324,419 

169,654 13.67 11,4~3,078 
102,414 11.66 7,231,741 
118,321 11.38 8,744,547 

72,563 11.00 6,098,476 
61,087 7.65 2,416,802 

2,506,856 10.97 194,688,730 

AVERAGE MILES P.Ei\ HOUR 

by linea by the following tabula-

been used to indicate shuttle lines 

Percent Passenger Miles Run 
of Pick Up per 1000 

Total Eer Mile Passengers 

3.'7% 6.17 162 
4.2 7.53 133 
1.2 8.09 124 
3.2 4.77 210 

.5 4.47 224 
4.1 7.17 139 

.2 3.16 316 
6.1 8.20 122 

.6 3.69 278 
4.9 7.58 132 
2.7 7.76 129 
2.7 6.27 159 
8.6 10.33 97 
6.6 8.61 116 
7.3 8.54 117 
6.9 9.00 111 
6.1 7.13 140 
7.6 6.64 151 
1.1 3.97 262 
l5.8 8.88 113 
5.9 4.94 203 
3.7 6.06 165 
4.5 6.49 164 
2.6 6.39 157 

___!..4 5.17 ~ 

100.o% 7.08 141 

:ill A B D r G H I J K L N 0 I' R S U V W 2 3 5 7 9 10 z 

CAR MILES 

2.0----------------------------------------------

1.6--------------------~------------

0.6 

0 
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The average miles p~r hour on the various lines ranges from a low of 7.66 on 

the "D" line to a high of 13.67 on the "5/6" line, the average for all lines being 10.97%. 

In total car miles operated, the "5/6" and "",V" lines rank at the top of the list. 

TOTAL PASSENGERS 1934 
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Present Headways 

The following tabulation shows existing headways on rail lines as of August 13, 

1935, for the peak and base periods. The headways as shown in the various periods of the 

day represent inbound frcm terminal or district indicated in all period except the P.lil. 

rtlBh which represent the headways entering the congested district for the terminal or 

district indicated. 
Rail Line Headways 

Line District 

'A' Temple St.Branch 
'A' Sunset Branch 
'A' West Adams 

'B' Miller & Ramona 
'B' Alma & Ramona 
'B' Brooklyn Ave. 
'B' Hooper Avenue 

'D' Central Station 
'D' West 6th Street 

'F' East 4th Street 
·~· Hoover Street 

'G' Borth Spring 
'G' Griffith Avenue 

Average 
A.M.RUSH 

7:00am 
8:30am 

11 
11 

3 

4 
4 
4 
6 

10 
10 

6 
4t 
9 
8 

'H' Maple Ave.Pefferson St) 
'H' Maple Ave.63rd Street) 
'H' Heliotrope Drive 

'I' West 1st Street 

'J' auntington Park 
'J' West Jefferson 

'X' East Jefferson 
'K' Jefferson & Ve~ont 
'X' Vermont Avenue 

'L' fountain & Edgemont 
'L' Fountain & Virgil 
'L' West 11th Street 

'H' Civic Center 
'N' West 9th Street 

'O' North Main Street 
'O' South Main Street 

'P' East 1st Street 
'P' West Pico Street 

'B' Whittier Blvd 
'B' West 3rd Street 

'S' San Pedro Street 
'S' Western Avenue 

'U' Central Avenue 
'U' South Vermont (Branch) 
'U' 39th Street (Branch) 

'V' Vermont Ave. 
'V' Downey R4 Branoh 
'V' Santa !'e Ave Branch 

10 

4 
4 

12 
12 
12 

8 
4 
4 

4 
4 

6t 
7 

4 
4 

~ 
4t 
8 
8 

3t 
10 
5t 

DAY BASE 
8:30am 
4:30pm 

12 
12 

6 

(b) 
(b) 

7 
7 

12 
12 

8 
8 

14 
14 

12 
12 

6 

12 

6 
6 

12 
12 
12 

8 
8 
8 

6 
6 

8 
8 

5 
5 

6 
6 

6 
6 

6 
12 
12 

6 
12 
12 

Aver~e 
P.M.RUSH 

4:30pm 
6:00pm 

10 
10 

=* 
7 
4 
4 
5t 
7 
7 

6 
4t 
9 
7 

9 

4t 
4 

12 
12 
12 

8 
4 
5 

4t 
4t 
7 
7 

3 
2t 

4t 
3 

5 
8 
8 

EARLY. NIGHT 
6:00pm 
9:00pm 

(a) 
8 
8 

(b) 
(b) 

8 
8 

10 
10 

15 
15 

( o) 
(c) 

10 
10 

10 

8 
8 

20 
20 
(c) 

8 
8 
8 

8 
8 

10 
10 

10 
10 

10 
10 

7t 
15 
15 

7t 
15 
15 

NIGHT BASE 
9:00pm 

12: 30am 

(a) 
15 
15 

(b) 
(b) 
10 
10 

10 
10 

15 
15 

(c) 
( 0) 

12 
12 

10 

12 
12 

20 
20 
(o) 

12 
12 
12 

12 
12 

12 
12 

10 
10 

10 
10 

10 
10 

10 
20 
20 

10 
20 
20 
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Average Average 
A.M. RUSH DAY BASE P.M.RUSH EARLY NIGHT NIGHT BASE 

Line District 7:00am 8:30am 4:30pm 6:00pm 9:00pm 
8:30am 4:30pm 6:00pm 9:00pm 12:30pm 

'W' No Figueroa 6 10 6 12 16 
'W' York Blvd Branah 6 10 6 12 16 
'W' West Washington Street 3t 5 3t 6 8 

2 Griffin Avenue 9 10 10 10 15 
2 Crown Hill 8 10 9 10 15 

3 Central Station ;I 6 4 10 12 
3 West 6th Street 6 3t 10 12 

6-6 Eagle Rook City 41- 8 4 15 15 
fi-6 Hawthorne 6 8 ;I 15 15 
fi-6 Inglewood 4 8 15 15 

'1 Civio Center !t 8 5 15 15 
7 South Broadway 8 4 lfi 15 

8 Civio Center ~ 8 fi 15 16 
8 West 54th Street 8 4 16 15 

9 East 2nd Street &t 8 5 16 15 
9 West 48th Street 4 8 4t 15 15 

10 Lino o1n Park 10 10 10 10 12 
10 Vernon & Arlington 10 10 10 10 12 
10 54th & Crenshaw 11t (a) 10 (a) (a) 

Shuttle Lines: fZ) 
Boyle 9 12 '1 Co) (a) 
Edgeware Road 8 12 
Evergreen 6t 8 6t 10 15 
Gage 6 10 '1 15 10 
Indiana 8 12 8 15 16 
.llateo 8 20 '1 20 ( o) 
6lst Street 10 12 10 10 10 

(a) See Edgeware Road 
(b) See Evergreen 
( 0) No Servioe 

Bguipment Required to Fill Sohedule 

CARS IN SERVICE daily exoept Saturdays and Sundays as of September 26 , 1935 , 

are as follows: 

All RUSH MID-DAY PM RUSH EARLY NIGHT LATE NIGHT 
to to to to to 

Line 8:30AM 4:30 P.M 6:00 Pll 9:00 PM 12:30 

'A' 29 18 31 12 8 
'B' 2'7 15 26 12 9 
'D' 6 4 8 5 5 
'F' 29 1'7 30 8 8 
'G' 8 5 11 No Servioe No Servioe 
'H' 24 18 28 10 '1 
'I I 2 2 2 2 2 
I Jl 32 22 34 16 10 
'K' 6 6 6 2 2 
'L' 28 16 29 14 9 
'N' 1'7 13 1'7 8 '1 
'O' 1'7 13 1'7 10 9 
'P' 41 24 4'7 14 10 
'R' 31 20 35 11 10 
'S' 35 23 41 12 11 
'U' 30 22 3'3 17 12 
'V' 39 19 30 14 11 
'W' 50 30 52 21 16 

Sub Total 450 287 477 187 146 
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AM RUSH MID-DAY Pll RUSH EARLY NIGHT LATE NIGHT 
to to to to to 

Line 8:30 AM 4:30 PM 6:00 PM 9:00 PM 12:30 

J'wd. 450 287 477 187 146 

'2' 10 9 10 8 f> 

'3' 26 14 27 8 8 

5-6 46 24 66 12 11 

'7' 23 12 26 6 6 

•a• ~6 11 23 6 5 

'9' 22 12 22 6 6 
1 10 1 18 11 19 11 8 

Shuttle Linea: No,Service No Service 
Boyle 1 1 1 
Evergreen 3 5 3 4 3 

Gage 2 1 2 1 1 

Indiana 2 1 2 1 1 

llateo 2 1 2 1 No Service 

6lat St __ 1 __ 1 __ 1 __ 1 __ 1 

Total 629 390 670 261 199 

Assignment of Cars 

The assignment of oars, exclusive of spare equipment,to lines as of September 19, 

1936, follows: 

Line .lo4ax.Cars Body Motors Line Max.Cara Body Motors 
J'wd. 322 

'A' 31 c 2 'S' 42 B 2 
c 4 F 4 

'B' 2'7 B 4 H 4 
'D' 8 c 4 'U' 34 B 2 

B 4 'V' 39 c 2 
'11'' 30 B 2 'W' 56 B 2 
'G' 11 G 2 K 4 
'H' 28 B 2 '2' 10 B 2 
'I I 2 A 4 '3&4' 27 B 4 
'J' 34 B 2 H 4 

H 4 '6&6' 56 B 2 
'K' 6 B 2 H-3 4 
'L' 29 c 4 I 7 t 26 H-4 4 
'H' 17 ll 4 '8' 25 B 2 

H-4 4 K 4 
'0' 17 B 4 '9' 22 B 2 
'P' 47 :8 2 K 4 

H 4 '10' 19 B 2 
'H' 36 B 4 E Side 10 G 2 

H 2 Edgeware 1 G 2 
6lat 1 B 2 

Sub Total 322 Total 689 

SECTION D 

MOTOR COACH SERVICE 

LOS ANGELES RAILWAY 

History of Motor Coach Service 

The first motor coach line established by the Los Angeles Railway was the 

South San Pedro Street extension on December 11, 1922. Since that date many additions 

and changes have been made, which are summarized in the following statements. The first 

statement covers the lines which are now in operation, as follows, as of September 1,1936. 



No. 

41 
42 
43 
44 
45 

46 
47 
48 
49 
50 

51 
52 
53 
54 
55 

56 
57 
58 
59 
60 

61 
62 
63 
64 

PRESENT SERVICE 

Line 
Originally 

Name Established 

Alvarado St. 11-25-25 
Avalon-San Pedro-1.1ain 12-11-22 
Ave. 50 and El Paso 4-22-29 
Beverly Blvd. (d) 10-15-23 
Eagle Rook City 9-8-25 

East Florence Ave. 7-22-34 
East 9th & Whittier Blvd. 5-1-27 
Fairview Heights 2-16-29 
Figueroa Street 9-22-24 
Florence Ave. &: Soto St. 6-17-25 

Hollydale 8-l-33(a) 
Inglewood 7-6-25 
Lincoln Park Ave. 6-11-23 
Manchester-Firestone-Santa Ana 4-1-26 
1:.1aywood-Be11 1-23-M(b) 

Ma1rose Ave. (d) 9-6-24 
South Normandie Ave. 10-19-25 
Slauson Ave. 3-27-33 
State-Southern 8-l-33(a) 
Van Ness Ave. 6-1-30 

Verdugo Road 12-1-26 
Washington-Adams-Jefferson 10-25-25 
York Blvd. 10-8-23 
Highland Park 1-2-35 

(a) Acquired Southgate Municipal Bus Servi~e. 
(b) Acquired from Eastside ~ransit Company. 
(o) Service discontinued 12-1-23 to 4-21-24. 

no. of Changes 
in .Route 

Since Ori ginal 
Routing 

1 
11 
1 

15(e) 
3 

0 
3 
2 
3 
9 

1 
1 
2 
7 
2 

7 
5 
4 
3 
1 

4 
8 
l(c) 
0 

(d) Melrose and Beverly lines operated as one line 4-17-32 to 8-14-33. 
(e) Extended to downtown business district 8-14-33. 

Present 
Houting 

Established 

12-20 -26 
8-9-31 
1-2-35 

11-9-34 
3-7-32 

7-22-34 
4-17-35 
8-l-35 

11-3-27 
5-2-34 

7-22-34 
4-2-33 
5-8-32 
l-23-34 
6-15-34 

8-14-33 
9-26-34 
9-28-33 
7-22-34 
6-25-34 

9-12-34 
3-1..:33 
5-13-30 
1-2-35 

The following lines were started as Loa Angeles Railway operations and later 

transferred to Los Angeles Motor Coach Company: 

Line 

La Brea Ave. 
Olympic Blvd. 
Wilshire Blvd. 

Date Established 

7-3-27 
4-1-31 

10-10-23 

Date Transferred 

5-4-28 
4-7-34 
5-4-28 

The following lines were established and later discontinued: 

Line 

Crescent Heights 
Crown Hill (Temp.) 
Edgeware Road (Temp.) 
Mateo Street (Temp.) 
Olympic Village (Temp.) 
Santa Fe Ave.-South 

Date 
Established 

11-13-27 
9-14-31 
9-14-3i 
8-18-30 
6-20-32 
11-6-24 

Date 
Discontinued 

2-1-28 
5-8-32· 
3-16-32 
7-27-31 
8-21-32 

10-23-32 

Reason 

Lack of patronage 
.Rail reconstruction 

ff II 

Viaduct construction 
Olympic Games 
Lack of patronage 

Application to the Railroad Commission was recently made for authority to 

abandon the ~o. 48, Fairview Heights line, the No. 49, l<'igueroa Street line, and the por

tion of the No. 42, Avalon-San Pedro-Main Street line on San Pedro Avenue. Subsequently 

the application for abandonment of the Figueroa Street line was withdrawn and a trial 

operation of a new route on the Fairview Heights line agreed to. 

211 
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Operating Statistics 

Operating information for the Coach Division since its inception in 1923 

follows: 

!.liles Miles Total Total 
Year of Coaches Coach per Passengers Passengers 

Route Assi!2:!ed Scheduled ~ Hour Carried Per Coach Mile 

1923 11.22 24 15 294,732 8.82 1,003,799 3.41 
1924 19.89 43 29 1,035,664 9.98 3,361,966 3.25 
1925 39.76 74 58 1,935,119 10.49 6,105,53~ 3.16 
1926 53.62 96 65 2,999,409 10.57 10,652,828 3.55 
1927 64.82 119 94 4,061,699 11.07 14,400,456 3.54 
1928 65.16 102 89 4,322,161 11.58 14,880,210 3.44 
1929 69.99 116 101 4,851,243 11.79 15,088,126 3.11 
1930 81.07 128 100 5,292,275 12.04 15,812,497 2.99 
1931 83.07 120 95 5,257,451 12.16 15,152,838 2.88 
1932 83.48 120 92 5,..240 ,359 12.84 12,884,662 2.46 
1933 101.14 120 102 5,443,871 13.23 12,367,396 2.27 
1934 111.54 136 110 6,449,229 13.45 16,216,364 2.51 

Average miles per hour, passeng ers per coach mile, and transfer ratio are 

shown by the following charts. 

AVERAGE MIL33 PE~ HOUR 

TRANSFER RA TI 0 

t<) "" lO \!) r::- (l} 0"> ~ rl C\l t<) "" C\l C\l (•.} ru C\l C\l C\l [f) t<) t<) t<) 
C\ 0"> C\ <J'> C\ 0"> 0"> C\ 0"> 0"> 0"> 0"> rl rl rl rl rl rl rl rl rl rl rl rl 

*Afte r ad jus tin.::- i'o:::- v. e ekl~, pass. 
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Schedule speed has been increased from 8.8 m.p.h. in 1923 to 13.44 in 1934, or 

5~. This increase has probably been due to use of more modern equipment, increased ef

ficiency of supervision and operation, the increase in speed of other automotive 

vehicles usin~ the same roadway, and in large measure to extensions of service in out

lying territory where higher operating speeds are possible. Average motor ooach speed 

exceeds that of rail cars by 2.47 m.p.h. for the year 1934, that for rail being 10.97. 

Passengers per car mile have decreased gradually from 3.55 in 1926 to 2.27 in 

1933, increasing slightly in 1934 to 2.51. This trend has not followed the trend of 

ooach miles which increased from 2,999,409 in 1926 to 5,292,275 in 1930, an increase of 

76~ in coach miles. ?assengers carried increased from 10,652,828 in 1926 to 15,812,497 

in 1930, an increase of about so%. 

TOTAL PASSENGERS 1934 

2.o-----

PASSENGER ?ICX-UP PER J.IILE 1934 

TRANSFER RATIO 1933 
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The foregoing charta show two lines carrying in excess of two million passengers 

for the year 1934, the li o. 50, Florence-Soto line, being olose to three million and the No. 

44, Beverly Boulevard line, carrying approximately two and one-half million. The following 

tabulation shows the total passengers carried during the year 1934 by groupe. 

2,500,000 to 3,000,000 No. 50 
2,000,000 to 2,500,000 Ho. 44 
1,000,000 to 2,000,000 ll 0. 56,41, 47 

500,000 to 1,000,000 No. 57, 42, 49, 56, 54 
250,000 to 500,000 Ho. 62, 62 
Less than 250,000 All others 

Travel and operating information by lines for the year 1934 has been tabulated 

below: 

Coach Coach Miles Total Passenger Miles Run 
Line Miles Hours per Paee.engere Pick Up per 1000 

Hour Eer Mile Passengers 

41 233,330 23,649 9.87 1,436,921 6.16 162 
42 363,694 26,320 13.82 846,614 2.33 430 
43 60,972 4,387 11.62 164,677 3.03 330 
44 904,205 '70,216 12.88 2,400,262 2.66 37'7 
46 107,551 8,392 12.82 16'7,021 1.46 686 
46 46,931 3,088 15.20 48,942 1.04 969 
47 562,885 41,634 13.52 1,162,948 2.06 488 
48 66,8'76 4,367 13.02 61,068 1.0'7 931 
49 510,657 39,362 12.9'7 780,670 1.53 664 
50 802,028 56,566 14.18 2,880,969 3.59 278 
51 1'71,869 12,029 14.29 230,396 1.34 '746 
52 221,463 17,116 12.94 430,758 1.95 514 
53 61,668 6,807 9.06 233,05'7 3.'78 265 
54 391,010 22,986 1'7.01 559,854 1.43 698 
55 364,991 26,4'71 13.'79 762,215 2.09 4'79 
56 385,859 29,912 12.90 1,5'71,666 4.0'7 246 
57 356,898 25,906 13.78 904,143 2.53 395. 
58 114,069 8,426 13.54 218,440 1.91 622 
59 99,052 6,892 14.3'7 139,608 1.41 710 
60 57,995 4,33'7 13.3'7 126,468 2.18 469 
61 49,106 4,146 11.86 116,301 2.3'7 422 
62 306,069 19,2'73 15.88 418,950 1.3'7 '731 
63 36,163 4,311 8.39 148,244 4.10 244 

9 21,963 1,686 13.86 69,438 2.'71 3'70 
16 23,970 1,464 16. 3'7 32,364 1.36 '741 
26 21,452 1,633 13.14 31,696 1.4'7 6'79 
24 19,180 1,414 13.66 68,938 3.59 2'78 
~irp't 944 161 6.86 1,'763 1.86 639 
School 106,380 6,661 15.9'7 243,204 2.29 ....ill.. 
Total 6,449,229 4'79,610 13.46 16.216,364 2.51 398 = 

The ~lorence-Soto No. 50 line carried more passengers during 1934 than any other 

line, followed by the Beverly Boulevard line, which carried about 400,000 lese. Receipts 

for the former, with its high transfer ratio and 7¥ fare, were leas, however, than for 

the latter with its low ratio and 10¥ fare. 

Thel;'e was a variation in speed from 8.39 miles per hour on the No. 63 line to 

17.01 on the No. 54, Manchester-Firestone-Santa Ana line. The former is a short line and 

the latter one of the longest. 

Passenger pick-up per mile ranges from 1.04 on the No. 46, East ~lorenoe Avenue 

line, to 6.15 on the No. 41, Alvarado Street line. The No. 48, Fairview Heights line, 

shows a pick-up per mile of only 1.0'7 passengers. 
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Headwa~ and Coaches in Service 

Daily Except Saturdays and Sundays 

AlL- Rush to Midday to PM -Rush to Early Ni ght Late Night 
Line 9:00 All 4:00 PM 6:30 PM to 8:00 PM to Close 

MC'S. Hdw;y:. MC'S. HdW;l· MC'S. HdW;l. LlC'S. Hdw;y:. MC'S. HdW;l· 

Alvarado 4 10 4 9 4 10 4 12 3 12 
Ava-S.Ped.JJn. 6 10 4 12 5 10 3 15 3 16 
Avenue 50 1 15 1 15 1 15 1 15 
Beverly 22 4t 11 8 24 1~ 9 10 6 15 
Eagle Rook 2 12 2 15 2 2 15 2 15 
East Florence 1 20 1 20 1 20 1 20 1 20 
East 9th St. 11 7t 7 10 12 6t 6 18 3 20 
Fairview Hts. 1 20 1 20 1 20 1 20 
Figueroa 7 9 7 10 9 st 6 15 4 16 
Florenoe-Soto 17 7 13 11 13 10 10 11 7 16 
Hollydale 2 30 2 30 2 30 2 30 1 60 
Inglewood 3 12 3 12 3 12 3 15 2 20 
Lincoln Park 1 10 1 10 1 10 1 15 1 15 
Jdan-Fire-S.Ana 4 20 4 20 4 20 3 30 3 30 
Maywood-Bell 4 15 4 15 5 13 3 20 3 20 
Melrose 7 ;t 4 10 6 7 5 10 3 12 
.Uormandie 7 4 12 8 6t 7 13 3 15 
Slauson 2 15 2 15 2 15 2 15 
State-Southern 1 20 1 20 1 20 1 20 1 20 
Van Ness 1 20 1 20 1 20 1 20 
Verdugo Road 1 12 1 15 1 12 1 12 
Wash-Adams-Jeff. 4 10 3 15 4 10 2 20 2 20 
York Blvd. 1 12 1 15 1 12 1 15 
Highland Park 4 13 4 15 4 15 4 15 3 20 

Total 113 86 115 79 51 

Length of Route and Egui12ment Usualll Assi~ed to Lines 

!Jiles Egui!!!!ent 
Line One- ',7al Type No. Seating <:!a:Eaoitl 

Alvarado Street 2.99 18 30 
Avalon-San-Pedro-Main 5.35 3 29 
Avenue 50-El Paso Drive 1.39 3 29 
Beverly Blvd. 9.19 20,21,22,25* 39 to 41 
Eagle Rook City 2.84 3 29 
East Florence Avenue 2.51 1 21 
East 9th-Whittier Blvd. 7.55 16 29 
Fairview Hei~hts 2.68 3 29 
Figueroa Street 7.23 16 29 
Florenoa-Soto 13.79 19 29 
Hollydala (County Farm) 7.05 3 29 
Inglewood 3.84 3 29 
Lincoln Park Avenue .86 24 21 
Manohester-Firestone-S.Ana 11.53 1,4 21,23 
Maywood -Bell 7 . 48 15 29 
hlelrose Avenue 4.07 9,23 29 
Hormandie Avenue 5.50 3 29 
Slauson Avenue 3.39 3 29 
State-Southern 2.40 1 21 
Van lless Avenue 2.38 3 29 
Verdugo Road 1.34 12 21 
Nash-Adams-Jefferson 5.57 1,4 21 
York Blvd. .86 3 29 
Hi15hland Park 5. 74 15 29 

Total 117.53 

* Type 25, new 41-passenger e quipment; delivery in Sept. 1935 . 

Note: Airport Express l.ine operates between l'ershing .:> quare end Los Angeles 
J.;unioipal Airport, and Airport Loca l Line operates alo,1g Imperi al 
Highway, between Hawthorne Boulevard and Los Angeles ~unioipal Airport, 
at times of special events at this airport, and are not included in the 
above statement. The equip~ent used depends up on requirements each ti ms. 
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SECTION E 

PRESEll '.i.' 3ZrlVICE 

PACIFIC ELECT;:{IC RAIL.NAY CO.LiP&H 

History of Service 

The following statements show some of the important changes in service of the 

Los Angeles local lines since 1920. 

Hollywood Boulevard Line 

2-7-26 

1-18-32 

Service operated into new Subway Terminal instead of ilill 3treet Station. 

Hollywood-Venice Line changed to operate to ~ubway instead of ciill Street 
Station. 

Sierra Vista Line 

2-1-20 Sierra Vista line established. Separated from Alhambra-San Gabriel Line and 
10-min. service operated during AM and PM peak periods with 20-min. service 
until 7:00 PM; then service performed by nlhambra-San Gabriel Line trains. 

~atts-South Pasadena Line 

2-10-23 Watts-South Pasadena Line split into two separate lines. 

11-16-32 Service on ~atts and South Pasadena Line consolidated. 

2-2-35 Local rail service discontinued bet~een General Hospital and South Pasadena. 
and motor coach service subRtituted. 

Echo Park Avenue Line 

1-18-32 Operated through to Vineyard instead of 12th and Hill at nights and all day 
Sundays. 

Santa ; onica Boulevard Line 

2-7-26 Operated into new Subway Terminal instead of Hill Street Station. 

Western & Franklin Line 

12-3-24 Changed frorn a shuttle service between Vine and Hollywood and Santa l.lonica 
Boulevard and .'!estern to a through service from Vine and ilollywood to 12th and 
Hill. 

10-1-32 

Walker 

9-1-35 

Changed from a through service to a 15 min. shuttle service with 6 trips inbound 
in the morning and 6 outbound in the evening peak to and from Vineyard daily 
except Sunday. 

Service established from 6th and Main Streets to ·.7al:&:er Station, replacing 
Whittier interurban line. 

Operating Statistics 

Mileage and travel data covering Pacific Electric rlail wJy Company ' s rail and 

motor coach linea, respectively. follow: 

Rail 
Year Total Car Psgr.Pickup Year Total Car Psgr.Pickup 

Passengers Miles Eer Cile Passengers !..:ilea Ear Nile 

1920 31,246,812 6,164,261 5.07 1928 36,861,575 6,537,427 5.64 
1921 34,958,423 6,439,898 5.43 1929 38,381,553 6,488, 80\J 5.91 
1922 35,862,191 6,699,989 5.35 1930 36,765,508 6,431,537 5.72 
1923 43,118,267 7,406,415 5.82 1931 32,539,957 6,002,115 5.42 
1924 41,311 '956 7,132,480 5.79 1932 28,164,843 5,623,236 5.01 
1925 38,209,955 6,794,642 5.62 1933 26,236,289 5,426,582 4.83 
1926 37,276,607 6,570,453 5.67 1934 26,882,318 5,311,053 5.06 
1927 37,404.505 6,604,604 5.75 
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Llotor Coach 
Year Total Coach Psgr.Pickup Year Total Coach Psgr. Pi cku·p 

Passengers J.:iles Eer ;.rile PassenP;ers l iiles Eer iJile 

1924 121,848 41,192 2.96 1930 361,204 176,194 2.05 
1925 77,462 59,038 1.31 1~31 463,533 227,601 2.04 
1926 93,925 64,898 1.45 1932 312,533 176,061 1. 78 
1927 125,334 94,906 1.32 1933 158,666 115,343 1.38 
1928 208,909 114,981 1.82 1934 166,932 104.767 1. 59 
1929 280,489 147,200 1.91 

Average Speed and Passengers per Car Mile 

The following statement by lines shows the average schedule speed, based on 

week day schedules, including lay-over time. The passenger pick-up by lines is also shown: 

Local Line 

Ed andale 
Echo Park Ave. 
Santa Monica Blvd. 
Hollywood-Subway 
Hollywood-Vineyard 
Western & Franklin Ave. 
Watts 
Sierra Vista 
Walker 

Average 

Average Speed in 
Miles Ear Hour 

8.73 
9.05 

11.64 
11.58 
11.48 

9.78 
11.05 
11.99 
13.45 

10.95 

Existing Service 

Passenger Pick-Up 
Eer Mile ( 1934) 

6.02 
5.04 
4.98 
5.84 
6.43 
5.09 
3.56 
3.55 

5.06 

The following statement shows the headways operating on the various Los Angeles 

local rail lines as of September 1, 1935, the schedule being in effect daily except Sunday. 

Line 

Edendale 
Echo Park Avenue 
Santa .Monica Blvd. (a) 
Western-Franklin (b) 
Hollywood-Subway 
Hollywood-Hill Street 
Vineyard (c) 
Sierra Vista 
~atts-General Hospital 
Walker Local 

Headway 
Opening 

to 
6:00 AM 

20 min 
20 
10 

20 
20 
20 
20 
15 

Headway 
6:00AM 

to 
7:00 AM 

10 min 
15 
10 
12 
15 
10 
10 
20 
10 
30 

Headway 
tiorning 

Peak 

7 min 
10 
7~ 

10 
10 
10 

7 
10 
10 
20 

Heaaway 

Base 

10 min 
15 
10 
15 
10 
10 
10 
12 
10 
20 

Headway 
Even ing 
Peak 

7 min 
10 
7t 

10 
8 

10 
6 

10 
10 
20 

(a) Half of service to Cahuenga Pass and half to i'lest Hollywood. 

Headway 

Evening 

10 min 
15 
10 
15 
15 
15 
15 
20 
20 
20 

Headway 
Late 
Night 

20 min 
15 
20 
15 
15 
30 
15 
20 
30 
30 

(b) Shuttle service between Vine and Hollywood and ·:/estern and Santa J.lonica except 6 
trips inbound in morning and 7 outbound in evening from 12th and Hill Streets. 

(c) From opening of service to 5:00, throu~~h service to Vineyard from Gardner Jet., 
after 5:00 PM service from Echo Park Avenue line. 

All of the rail equipment used in service of Los An~eles Local Lines as of 

September 1, 1935, as shown on the following tabulation is of the 600 and 700 class center 

entrance type except two Birney one-man cars on the Western-Franklin line. Spare 



218 PRESENT SERVICE 

equipment comprising 28 cars is assigned to the service, making a tote.l of 154 - 600 and 

700 class cars and 2 - 300 class cars. 

Opening 6:00 AM hlorning Base Evening Late 
Line to to Evening 

6:00 AM 7:00 AU Peak Head waif. Peak Night 

Ed end ale 6 9 11 7 11 7 3 
Echo Park Avenue 3 6 6 4 11 7 7 
Santa Monica Blvd. 8 13 15 10 16 10 6 
Ho,ll yw o od Blvd • 14 27 45 29 49 14 9 
~estern-Franklin 2 4 8 2 9 2 2 
Sierra Vista 4 7 10 6 13 4 3 
11'atta-General Hospital 6 7 15 11 15 7 5 
77alker Local 1 4 4 4 4 3 3 

Total 44 77 114 7'3 128 54 38 

Motor Coach 

The motor coach linea classified in this study as Los Angeles Loca l Lines 

include the Emery Park ~otor Coach Line and 8outh ~asadena-Hishland Park-:lonterey rtoad 

Coach Line. The South Pasadena line was established January 2, 1935, in lieu of the 

South Pasadena local rail service and a portion of the Annandale-Adelaide Place-Hermon 

Local Motor Coach Line. The Annandale line now terminates at Avenue 57 and North Figueroa 

Street and is considered as a Pasadena local motor coach line. The Emery Park service 

was established on July 15, 1929, and the Annandale-Adelaide Place-Hermon line on April 2, 

1928. The Hyperion-Glendale Motor Coach Line, formerly operated by the Pacific ~lectric 

Railway was transferred to the Los Angeles ~otor Coach Company on July 1, 19'32. The 

present service rendered on these lines is shown by the following table. 

6:00 AM to 7:00 AM 
1lorning Peak 
Base Headway 
Evening Peak 
Evening 
Late Hight 

Emery Park 
Line 

minutes 

'30 
30 
'30 
30 
30 
30 

South Pasadena
Highland Park

Monterey Road Line 

minutes 

15 
15 
15 
15 
15 
30 

Intervals between trips on Emery Park line are irregular in some instances in 

order to make oonneotions with Sierra Vista Local rail line se~vice. 

One motor coach (Class 200) is assigned to the Emery Park line, with no spares. 

Three motor coaches (Class 150) are assigned to the South Pasadena-Highland 

Park-Monterey dead line, with one spare. 

The Hollywood-Beverly Hills line via Sunset Boulevard is classed as an inter

urban service and has not been included in the study, although in certain respects it 

should be considered as partly a local service. 
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SECTION F 

PRESENT SERVICE 

LOS ANGELES MOTOR COACH COMPANY 

219 

The Los Angeles Motor Coach Company is a joint agency of the Los Angeles Railway 

and the Pacific Electric Railway organized for the purpose of supplying public passenger 

transportation service in the areas contiguous to the territory served exclusively by rail 

or motor coach lines of the two companies. 

The agency began operations August 18, 1923, being then known as Los Angeles 

Motor Bus Company. The Western Avenue iine was the first line to be operated, and in 

December of the same year operation of the Sunset Boulevard line and Vermont Avenue line 

was begun. It was through the medium of these lines that transfers between the Los 

Angeles Railway and the Pacific Electric Hailway local lines were first established. 

The following charts and tabulation show length of route, average speed and 

total passengers per coach mile by years. 

PASSENGERS PER COACH MILE 

4 
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As of December 31 Total Miles Total Total 
Year Length Coaches Coach per Passengers Passengers 

of .aoute Assigned Scheduled Miles Hour Carried Per Coach J.lile 

1923 31.92 66 22 326,892 9.17 917,804 2.81 
1924 30.09 78 51 2,071,999 10.08 6,798,844 3.28 
1925 29.02 80 59 2,146,629 9.92 8,473,285 3.94 
1926 29.69 86 63 2,366,745 10.58 9,363,474 3.95 
1927 29.79 86 64 2,406,327 10.73 10,138,576 4.21 
1928 48.0G 130 108 3,421,927 10.96 14,205,979 4.15 
1929 50.75 146 118 4,260,498 11.42 18,890,480 4.43 
1930 60.75 148 111 4,474,216 11.48 19,418,933 4.34 
1931 115.85 136 105 4,658,415 11.82 18,209,317 3.99 
1932 133.80 129 104 5,210,459 12.84 16,547,268 3.17 
1933 131.91 123 101 5,268,450 13.27 16,654,999 2.97 
1934 137.61 131 105 5,410,832 13.35 16,708,662 3.0S 

The increased coach mileage and miles per hour has been due largely to exten-

sions into newer serving areas. 

A chronological record showing the. inauguration of service on the various 

lines follows: 

Uo. of Changes .?resent 
No. llama Line Originally in .i:toute Since Routing 

Established Ori~inal .louting E:atablished 

81 Hollywood-LongE&ach-SanPedro . ~ ov. l, l':l3l(e) 4 Apr. 24,1934 
82 Wilshire Boulevard ,lJay 4, 1928(c) 3 Sept.l6,1934 
83 Sunset Boulevard Dec. 20. 1923 2 Dec. 6,1928 
84 >iestern avenue Aug. 18, 1923 3 July 19,1924 
85 Crenshaw-Vine-LaBrea Dec. 1, 1924/d) 7 Jan. 22,1933 
86 Vemont Avenue Deo. 20, 1923) 6 Apr . 30,1933 

Gri Hi th Park Jan. 5, 1924) (a) 
"reek Theatre - Observatory July 16, 1931 1 May 15,1935 

87 Silverlake-Hyperion-~almadge July 1, 1932(b) 2 July 16,1934 
88 Olympic Boulevard Apr. 8, 1934(o) 1 Jan. 28,1935 

(a) Taken over from Jity of Los Angeles. (In part) 
(b) ~aken over from Pacific ~lectric ~ailway. (In part) 
(c) ~ken over from Los Anseles .1ailway. (In part) 
(d) La 3rea line taken over from Los Angeles rlailway llay 4, 1928. (In part) 
(e) :'aken over in part from .:es t .::iide .:'ransit Company. 

Beverl y dills local line was established Sept. 1, 1933, and discontinued 

Nov. 12, 1933. Crescent ieights line was established Feb. 8, 1932, and discontinued 

Jan. 29 , 1933. 

It will ue seen fro~ the above chart and tabulation that the speed of this 

service has been increasing gradually from 9.92 miles per hour in 1925 to 13.36 in 1934. 

which latter c.:>mpares ver:/ closely with the average speed of the Los An~reJ.es .,ail71ay 

0oach .Jivision for 1934 . Total passengers carried by the tl'.o cot:Joa."lies also are about 

equal. 
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Length o:f Routes and Egui:emen t Usuall;E Assip;ned to Lines 
As o:f Sept. 1, 1935 

Egui:ement 
Miles TYJle Sea t ing 

No. Line One-Wa;E Nwnber Ca:eaci t ;y 

81 Hollywood-Long Beach-San l'edro 60.04 33 21 Pa rlor Jar 
82 Wilshire Boulevard 18.10 {BE 7 3' 10 

~~ 
to 63 

83 Sunset Boulevard 10.22 DD 6 
84 Western Avenue 10.15 30 39 
85 Crenshaw-Vine-La Brea 14.23 30 & 31 39 & 25 
86 Vermont-Glendale-Riverside 10.98 34 21 
87 Silverlake-Hyperion-Talmadge 8.19 31 25 
88 Olympic Boulevard 6.91 31 & 36 25 & 21 

Note: Service to the municipal Greek Theatre and Planetarium in Griffith Pa rk is h~nd l ed 
by the Greek Theatre line, which is a part o:f the Vermont -Glendale- rti vers ide l i ne. 
the receipts from the Greek Theatre line being included in the reports o:f r ev en ue 
on Vermont-Glendale-Riverside line. 

81 
82 

83 
84 
85 
86 
87 
88 

DD - Double Deok; SD - Single Deok. 
Line 81 - ~otal oerti:fioated one way miles 

Headwa;ES in Minutes and Eguipment Reguired 
Is o:f Sept. 1, 1935 

AM Rush !J.idda;E PM Rush 
HdW;E• EguiE• Hdw;E• EguiE • Hdw;E. Equip. 

Hollywood-LongBeach-SanPedro 4 trips to L. Beach daily; 1 trip to s. 
Wilshire Boulevard Looal(2t 20 6 12 2 24 

(a)Expreas(6 16 10 12 5-! 18 
Sunset Boulevard 3 18 8-! 12 3 23 
Western Avenue 6 14 10 10 6 15 
Crenshaw-Vine-LaBrea 10 12 10 12 8t 14 
Vermont-Glendale-Riverside 15 4 15 4 15 4 
Silverlake-Hyperion-Talmadge 15 4 20 3 15 4 
Olympia Boulevard 10 3 10 3 10 3 

(a) Firat trip leaves downtown 6:38 AM· last 6:00 PM) 
' PM)Express " " " S.Monioa 7:00 AM· " 5:25 
' 

3veni ng 
Hdwy . Equip. 

Pedro da ily 
' ) 72 -10) 14 

10-15 6 
10 -15 7 
10-15 8 
15-20 3 

20 3 
20 2 
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CHAPTER XVII 

TRAFFIC, ROUTING AND SERVICE 

This chapter presents a summary of the studies which have been made affecting 

service and routing. The material is shown in the following order: 

A. General Principles 
B. Traffic Flow - All Linea 
C. Origination and Destination of Passengers (1924) 
D. Traffic Checks - Los Angeles Railway - Rail Lines 
E. Traffic Checks - Los Angeles Railway - Motor Coach 
F. Traffic Checks - Pacific Electric nailway 
G. Traffic Checks - Los Angeles Motor Coach Company 
H. Standards of Service 
I. Regularity of Service 
J. Spacing of Car Stops 
K. One-Man Car Operation 
L. Service Changes and Rerouting 
M. Other Traffic Problems 
N. Conclusions and Recommendations 

SECTION A 

GENERAL PRINCIPLES 

The general principles relating to transportation service are important to con

sider at this time before entering the detail discussion of traffic, service and routing 

considerations which are discussed in this chapter. It is the general aim of any trans-

portation service to provide the most direct lines and services between points where 

travel is heaviest, such as between residential and central business or industrial dis-

tricts. Turning movements should be reduced to a minimum, especially in congested terri

tory. It is evident, therefore, that through routing wherever practical, that is, from 

one side of the city through the downtown section to another section of the city, is the 

most desirable form of routing. The transportation demands on the two ends of a through 

route should be approximately the same. ',There certain general sections of the city are 

more populous than other sections, naturally additional service must be furnished that 

section of the city from the downtown district on lines which operate through the district 

to a suitable terminus at the edge of the business district. 

In Los Lngeles the differen ce in gauge of the tv;o rail lines is a barrier to 

any rerouting involving the two c crnpmies' operations, and therefore these studies have 

been considered separately for the two properties, having in mind, however, the general 

relationships which should exist between the two. The studies are also premised on the 

basis that where no substantial public improvement or economy results from a possible 

change compared with the existing conditions, then the weight of judgment should be thrown 

in favor of existing conditions for the obvious reason that any change disturbing existing 

routes causes public reaction and should be made only where there are substantial 
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offsetting benefits. 

In the matter of service it is recognized that it is impractical to provide a 

seat for every passenger during the rush hour period at the basic rates of fare now 

charged, and operation employed during the peak hour with reasonable overloads should be 

permitted. The matter of regulation enters into the determination of reasonable loading 

standards, and this is discussed in detail later. During the base periods seats should 

be provided for all passengers, barring accidents and major interruptions to service and 

special considerations over which the company has no control. On the through motor coach 

linea operated on a higher base fare, however, an obligation exists to provide a higher 

grade service. 

In this study the checks and analyses have in the main been confined to normal 

week day travel, as this travel is representative of the major part of the company's 

operation. Travel is seasonal to some extent. It is lower than normal in the summer 

months during school holidays and is higher in December. Our basic information is largely 

from the months of May and October, and naturally seasonal adjustments enter into the 

service. Likewise, no endeavor has been made to study in detail the Saturday, Sunday, or 

late evening service. Sunday service is approximately half of week day service, and it 

may be said that the analyses in this report cover the service rendered for 7~ of the 

total traffic. 

The general travel trend in Los Angeles at this time is deoided~y upward. It is 

obvious therefore that the present traffic studies should reflect situations where in

creased service and consequently increased costs are the natural results of the situation 

rather than curtailment of service. These changes are properly justifiable by antici

pated increases in revenue. There are certain instances in which we point out possibili

ties of rerouting which may accomplish the improved service without added expense, along 

with certain general traffic advantages. 

SECTION B 

TRAFFIC FLOW - ALL LINES 

To afford an overall view of traffic flow at the outset of this discussion 

there is presented herewith special study of traffic conditions in November, 1935, on the 

local transit lines, selecting for this purpose the outbound flow from the downtown dis

trict during the rush period 4 P.M. to 6 P.M. The results of this study are shown in 

chart form by the accompanying traffic flow map which has been prepared at our request by 

the Statistical Department of the Los Angeles ~ailway based on special checks made by the 

Los Angeles Railway, Pacific Electric Railway, and Los Angeles Motor Coach Company for 

this purpose. The map shows in black, outbound travel on Los Angeles Railway lines, in 

red, similar information for the Pacific Electric Railway's local lines, and in green, 

the routes of the Los Angeles Motor Coach Company. Coach lines wluch have a traffic flow 
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iD the direction of maximum travel of less than 200 passengers during the two hour period 

are shown by dotted line. It will be noted thut the traffic is heaviest to the wast and 

to t he south, a::1d t hut the· crossto•.vn lines such as Vernon Avenue on the south, Vermont 

.h venue on the \'lest, ::ester n ,\venue , 'l i ne .:>treat, and La i3rea lines are important cross

town servicos. 

Also, a second chart prepared for our study by the Board of Public Utilities 

and ~ransportation o·f Los Angeles shows the flo\'1 of travel as represented by the street 

car mov ement in the downtown district of Los Angeles, the legend indicating separately 

Los Angeles nailway and Pacific ~lectric Railway operation. Motor coach routes are not 

sho·;.n on the map, and the Pacific Electric operations include the interurban service. All 

car mover:1ents are shown including movements into and out of service. In the case of 

train operation each train has been considered as one car for the purpose of this map. 

It will be noted. that Broadway between Second Street and Broadway Place carries 

heavy travel. The heaviest travel is between Broadway Place and Eleventh Street on Main 

Street where over 160 cars pass the intersection during the hour of 5 P.M. to 6 P.M. 

Travel on Broadway between Second and Broadway Place is heavy, totaling over 140 car move

ments durine this hour. The third section of heavy travel is on Broadway between Temple 

Street and First Street where the total of cars equa led 140. The oar movement on Hill 

Street between the Pacific Electric surface terminal and Fifth Street, approximately one

half block, is heavy, totaling 127 cars, and is further complicated by the turning move

ments into the Pacific Electric Station and the turning movement of the "2" line of the 

Los Ange les .tailway at Fifth and Hill Streets. Travel on Seventh Street between Grand 

Avenue and Maple Street totaled 123 cars during the hour. These comments take care of, 

to a large extent, the ooneested locations. The intersection having the largest number 

of oars in total is, as would be expected, at Seventh and Broadway. 

Insofar as turning movement is concerned, it will be noted that rerouting plans 

have gradually eliminated such movements to a large extent so that at the present time 

mos t of the service is operated in a manner which does not require turn s in the downtown 

area. Possibly the outstanding location at the present time in thi·s regard is at First 

Street and Broadwa~-· Referring to the chart, it will be noted that on First Street all 

cars turn into Broadway either north or south; in other words, there is no movement of 

cars on First Street directly across Broadw~y. Approximately half of the total movement 

of cars on Broadway approaching Fi rst Street turn onto First either to the west or east. 

Another intersection which is the source of some congestion due to the turning 

movement is at Eleventh and iJain Streets. At this intersection there is no regular ser

vice schedule to turn, but the cars for the " B" line when pulling into service on the 

south end of the line approach on Eleventh Street, tu::-n north onto !Jain, then northwest 

to Broe.dwuy Pl ace , usir:g thE> cross-ovP.r, thence southerly on I.:a in Street, past .i>leventh 

St::-eet, tu:r11in~ east to I'welfth ::ltreet . This movement is more pronounced during the period 
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4 P.!.!. to 5 P.M., as these cars are going into service than it is durin~ the period 

5 P.M. to 6 P.ll. 

Another interesting comparison brou ght out by the chart is that Spring Street 

has less travel during this period com:pared to either J.iain, Broadway, or Hill Streets, 

when Pacific Electric Railway movements are considered. 
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It should be recalled that Hill Street in addition to the rail movement shown 

on the chart has the motor coach service of the Beverly line from Second Street to 

Olympic Boulevard, the :Vilshire, Sunset, and Figueroa lines from Fifth to Eighth Streets, 

and Castellamare line from Fifth to Sixth Streets. These are all southbound movements 

with the exception of the Beverly line, which is both north and southbound. 

SECTION C 

ORIGINATION AHD DESTINATION OF PASSENGERS (1924) 

The only comprehensive check as to the origination and destination of passengers 

on the local lines is that which was made in 1924. An origination e.nd destination check 

of cash fare passengers boarding cars at points between the respective ends of each line 

and the boundaries of the congested district of Los Angeles, was made on all inbound cars 

and busses operated by the Los Angeles nailway, certain local lines of the Pacific Electric 

Railway, and the then operated lines of the Los Angeles Motor Coach Company in the early 

part of the year 1924. The field check was made during the period February to April, 

1924, in connection with the Joint Report of that year, and included all local lines as 

then operated except the Watts and Sierra Vista local lines. 

The check was made by a crew of men expressly employed for that purpose, working 

during the morning rush period from 6 A.M. to 10 A.lil., and in the afternoon from 3 P.M. 

to 6 P.M. on Tuesdays, ;'iednesdays, Thursdays, and Fridays. Cards Tlere distributed. on in

bound trips for the passengers to fill in and approximately 9~~ of the passengers re

sponded. It was considered that the check represents~ an individual canvass of approxi

mately 5~~ of the patrons of the local lines. 

Movement of Passenger Traffic 

One result of the check was to establish the relationship of "direct" ridi g 

to "indirect." In the first classification the passenger boarded a car and completed his 

journey without use of a transfer; in the latter a transfer was used. 

This check shows that as of the date of check 71)~ of the patrons were served 

with "direct" service and 29 ;~ with "indirect" service. 

Summarizing this study, it is found that the Pacific Electric lines have the 

highest percentage of direct riding, and the coach operation of the Los An geles Railway 

the lowest. It will be noted that there is but a small percentage of crosstown riding 

on the Los Angeles Railway, but a high percentage on the i,Iotor Coa ch Company. Of the 
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total enterinl) the congested district of 71.6~~ . 54. 9i~ had des tina tions in the down town 

district and l G. 7 ;~ traveled throu~h the congested di s trict to points out s i de the district. 

':'he detail of the check follows: 

L. A.H.y . L.A.M:otor 
Direct L.A.R~. Coach Coach P.E.R;:t:. Total 

(a) Same End 14.CJl~ 2:3.2% 15 .11~ 25. 2'7:, 15.3}G 
(b) To Cong. Dist 50.8 22.9 18.6 60.1 49.4 
(c) To Opp. End :3.4 2.9 
(d) Cross Town __b§_ 41.:3 - :3.4 ---

Percent of Total 71.0% 46.1% 75.()Ji> 85.3% 7l. Q1{, 

Indirect 

(a) Cross Town 10.1% 14.9% 13.9% 6 .o-ft, 9. '1% 
(b) Thru Town 14.6 12.7 8.9 8.7 1:3.8 
(c) Cong. Dist. ~ 26.4 ~ - _g ---

Percent of Total 29.0 53.9 25.0 14 . 7 29.0 

Total lOO.oJ{. 100 .()}~ 100.o% 100.0;1a lOO. Qlb 

The following tabulation shows the above information set up in more detailed 

manner. 

L.A.Ry. L.A • .Motor 
To Congested Dist. L.A. Ry. Coach Coach P.E.~;z. Total 

Direct 50.8}~ 22.9'ih 18. ffp 60.1% 49.4% 
Indirect 4.3 26.4 2.3 5.5 

Total 55.1 49.3 20.9 60.1 54.9 

Thru Congested Dist. 

Direct 3.4 2.9 
Indirect 14.6 12.7 8.9 8.7 13.8 

Total 18.0 12.7 8.9 8.7 16.7 

Total Entering Diet . 7:3 .1)~ 62.afo 29. 8% 68.8% 71.6% 

There is a v er y small percentage (2 . 9% ) of riding through the downtown area on 

direct route s . It iS not believed tha t operating changes since 1924 have been of a 

nature to alter this conclusi on. 

Origina tion and Destination by Districts 

A further s tudy was mad e by districts dividing the city into six sections or 

districts, on e being the central business district, as follows: 

1. Cong ested District 
2. Hollywood 
3. Restern ~ action 
4. Southern Secti on 
5 . Eastern Section 
6. 11 orthern Section 

Under the s e districts, t h e passenger flow from one part of the city to another 

was found t o be as shown i n t he tabula ti on on t he f ollowing page. It will be seen t ha t 

t he bulk of t he travel from a ll di stricts is to t he central bus i nes s district of Los 
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Angeles, totaling 112,732, or 56;~ of the 202,469 passe ngers checked. 

Between Congested 
and District 

North 13,958 
East 13,675 
South 37,554 
West 39,079 
Hollywood 8,466 

North East 

5,137 
3,437 3,801 
5,624 7,895 
5,612 6,746 

656 306 

South 

18,905 
12,663 

669 
12,397 

4,099 
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Hollywood 

1,790 

The next largest block in all cases is that travel which origi nates and termin

ates within the same district, ranging from 12.~~ in the Hollywood district to 26.6% in 

the South District. 

Of all other blocks of travel, on a numerical basis there is considerable inter-

change between the South and East Districts and between the South and '.'le s t Districts. 

Here it is probable that there has been the greatest change in conditions since 1924 with 

the building up of the ~estern District and the consequent greater requirements of travel 

between the Hollywood and Western Districts. 

Average Passenger Haul 

From t h e origination and destination check, studies were made of the average 

passenger haul. Without detailing the steps, the results of the engineers' studies at 

that time follow: 

L.A. .dlw;y. P . .c;.Ry . L.A.M . 
Rail M.C. Local Coach Co. 

To Same End 2.1 mi. 2.5 mi. 1.7 mi. 2.9 mi. 
To Opposite End 5.9 
To Congested District 3.9 4.9 5.1 6.8 

Total Same Lines 3.9 4.1 4.1 3 . 0 

Thru Congested Dist. to Various Lines 6 .3 6.7 6.7 9.2 
Crossto1m 6.7 6.7 6.7 9.2 

Total 4.3 mi. 4.9 mi. 4.5 mi. 5.2 mi. 

In the fore going studies, the riding within the congested area was no t avail

able, but from other data it was determi ned that thi s tra ffic would have n o material 

bearing on the above fi gures. 

SECTI ON D 

LOS AHGELES RA IL\VP.Y 
RAIL LINES 

Analysis of Tra ffic on the uain 3a il Routes 

For the purpos es of t h e pre s en t study a complet e ch eck of travel throughout 

the day (6 A. ,.: . to 12 i.iidnigh t ) has been made on each of t wo days i n October, 1 935, at 

the approximate maxi mum load point s on ea ch of t he ra i l lines e11 te r i ng and l eavi ng t he 



230 TRAl<'FIC, rtOUTil/G AHD SERVICE 

downtown district. In addition, other specific studies have been made as necessary. 

?.here has also been available a complete 18-hour check at the heavy load points made in 

~ay of this year and a number of other similar checks in previous periods. 

Travel Origin Check of 1929 

In 1929 the Los Angeles Railway made a check of the distribution of passenger 

travel by lines. This check was made for the WE>ek of l!ovember 12 to 18, 1929, 

inclusive. The conductor reported the total fares collected and the total passengers on 

the oar at pre-determined locations on each line. Through this means the load character-

istics of each line as well as the cumulative originating passengers were determined. 

This oheck was summarized by the company in both chart and tabular form and has been avail

able for our use in this study. It has been of valuable assistance both in the traffic 

and in the fare analyses made in this report. 

Total Daily Travel 

The folloWiP.g table shows the average daily loads at maximum points, average 

hourly base travel, and maximum inbound and outbound load over a 20 minute period ex-

pressed on an hourly basis. 

Total Average 
Line Passengers Hourly Base Maximum Load 

at Check Pt. Load Inbound Out'Dound 

A 24th & Vermont 12,911 683 1,791 1,845 
TemPle & Broadway 3,045 181 267 372 

B 12th & Main 8,173 410 930 999 
1laoy & 1lain 10,639 457 1,728 1,275 

:!) 5th & Figueroa. -4,147 220 333 420 
F 54th & Hoover 7,290 348 894 1,251 

3rd ~ Los Ange les 5,906 292 579 546 
G 12th & Maple Ave. 2,134 107 291 216 
H 7th & l<'igueroa 12,144 730 1,248 1,455 

12th & Uaple 5, 952 308 732 726 
J Vernon & Santa Fe 13,182 675 1,143 1,407 

Jeffer son & Grand 9,710 506 1,230 1,242 
L 11th & Figueroa 9,139 503 1,035 1,188 

~ample & Broadway 12,699 703 1,344 1,467 
H 9th & Figueroa 9,947 529 1,389 1,209 
c 12th &. J.lain 5,447 288 486 489 

i.:acy & No . .t.:ain 6. 526 337 657 531 
p let & i.:ission 14,914 792 1,734 1,914 

Pice & Georgia 19.923 1,075 1,797 2,331 
-'• 7th & Figueroa 14,720 822 1,299 1,431 

7th L .9oyle 13,311 646 1,893 1,797 
s 7th & Fi guer oa 15,674 841 1, 566 1,797 

·::ash. & San Pedro 12,155 581 1,509 1,329 
u ·.vash. &. Estrella 10,031 552 1,116 1,296 

12th & Central 11, 847 621 984 1,107 
v Olympi c & Vermont 15,466 725 2,415 1,104 

Vernon & .Avalon 10,580 398 1,185 1,098 ... , Ave.28 & Ho . 1-'igueroa 14,903 780 1,644 1,965 
.'lash. &. Estrella 12,911 699 1,563 1,575 

Sub ~Otll l 305,426 15,809 34,782 35,382 
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:'otal Averae e 
Line Checxing .Passengers Hourly Bas e :.:aximu.'TI Load 

Point at Check l't. Load In 'bound Out'6 ouna 

Fwd. 305,426 15,809 34.782 35,382 

2 5th & :!!'lower 3,181 175 237 390 

Sunset & Broadway 2,563 147 2')7 315 

3 5th & ;,'igueroa 15,342 878 1,731 1, 818 

5/6 Ave.28 & Figueroa 10,917 570 1,500 1,404 

Santa Barbara & Vermont 12,681 613 1,299 2,019 

7 Vernon & Broadway 11,106 547 1,617 1,404 

8 II " " 9,366 444 1,407 1,338 

9 Fico & Grund 9,172 524 1,242 1,353 

10 II " " 5,188 282 849 972 

Sunset & Broadway 5,818 299 495 465 

'Lotal 390,760 20,288 45,456 46,860 

i'J!easured in total travel the 11 .2 11 line west is the heaviest by far, with nearly 

20,000 passengers at the heavy load point. J:he next highest is the "S" line west with 

15,700 passengers. The range of the other lines is apparent from the table. 

For purposes of analysis, the study will be considered in two parts: 

A. Base loads - 9 A.M. to 4 P.M. 
B. Peak loads 

The first deals with those factors involved in determinin~ basic head~ays and 

determinati on of whether any advantage may be secured throu~h rerouting . 
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The analysis of peak loads is important primarily from a service standpoint, 

but is also necessary to check any conclusions reached as to rerouting based on base load 

studies. 

Because of the relatively smaller volume of Sunday travel and night travel and 

limitations of time, specific analysis of these services has not been made. 

Before entering the detail studies an analysis of a typical daily load curve 

will be made. 

Typical Hourly Load Distribution 

Each line, of course, has characteristics peculiar to the territory served. In 

general, however, the hourly traffic characteristics of most of the lines are the same. 

The chart on the following page shows the results of a check made on the 11 P11 line at Pico 

and Georgia Streets. This location is a short distance west of the downtovm business 

district. The inbound peak occurred in the 20 minute interval from 8:00 A. M. to 8:20 A.M. 

when 600 passengers were carried, or at the rate of 1800 per hour. From this point the 

travel declined rapidly until 9:00 A.M., following which the trend was much more even, 

although gradually declining. It will be noted that the inbound traffic continued to 

decline throughout the day except for a secondary peak at 3:20 P.ll. caused by school 

traffic. The trend of travel outbound is approximately the reverse of the inbound travel. 

It will be noted that there is a small outbound peak in the morning reaching nearly 200 

passengers per 20 minute interval caused largely by school traffic. The morning outbound 

travel beginning at 9:00 A.U. is about one-third of the volume of the inbound travel at 
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th&t time, uut continues to incr e<...s e until in the period from ono to tv.o o'clock the 

travel in both directions is about equal. l rom th~t time on the outbound tr~vel steadily 

increases uri til the evenin F-: P,eai< is reac 11 ed. i!'or this line t he peak of trav el reached 

775 p ~ ssec~ers ner 20 minute i~terval durin~ the 20 minutes of 5:20 P.ll. to 5:40P.M., 

which represents the travel leaving t he center of the congested a r ea from about 5:00 P.M. 

to 5:25 P . l.i. By seven o 'clock the outbound travel has again reached approximately the 

level of the inbourld travel, about 100 passenger s per 20 minute interval, and travel in 

both directions continues to decline. 
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Analyzing all originating traffic based on the hour of the day shows the 

:follO\'.' in~ result: 

Percent Percent Percent 
Hour of Total Hour of 'i'otal Hour of 'i'otal 

12 to l A. il! . • :31~ 10 to ll A. M. 4. 9J~ 5 to 6 .2 . M. 7. 5;~ 
l to 5 .5 11 to 12 N. 4.8 6 to 7 4.1 
5 to 6 1.9 12 to 1 P.M. 4.9 7 to 8 3.0 
6 to 7 7.4 1 to 2 5.4 8 to 9 2.4 
7 to 8 11.4 2 to 3 6 .3 9 to 10 1.9 
8 to 9 5.9 3 to 4 8.1 10 to ll 1.5 9 to 10 4.7 4 to 5 12.1 ll to 12 :.tid . 1.0 

As previously stated, the characteristics of each line diffe r. Some lines 

will have a more pronounced peak in relation to base load than the one shown, while 

others will have less pronounced· peaks in relation to the base load. 

On the south end of the "B" line conc1itions are reversed from that of the or-

dinary line. The inboill1d peak is in the ever.ing and the outbour1d pee.k is in the morning 

due to the iz:dustrial section to the south east of the business center. On this line 

there are also the usual inbound morning and outbound evening peaks, although not as pro

nounced as those just mentioned, and the base loads are also substantial. 



Study of Base Loads 

In order to analyze the general flow of travel of the various lines in a com

parative period with the objective of determining whether any rerouting of lines enter

ing the downtown district should be made, studies have be en made of the average base 

load travel. Fro n the analysis of the travel flow throughout the day, which has been 

discussed, it will be noticed that the travel from 9:00AM to 4:00 PM, if both inbound 

and outbound travel is considered, is fairly constant throughout this period, and for 

the puzp ose of this study this period has been considered as the base period. The re

sults of this study have been set forth in graphic form as follows: 
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In presenting this summary the lines have been grouped into what would seem 

to be the logical grouping from the directional viel'lpoint; for example, the first group 

consists of those lines which enter the downtown congested district on east and west 

streets; namely, "D", "H", "J", "R", "S", "U", "3" and "2". Adjoining this group is a 

group headed'~~st~ which includes the eastern ends of the same group of lines. The 

lower portion of the chart, in a similar manner, groups the lines wh i ch enter and pass 

throu3h the downtmvn business district on the north and south s treats such as rlill, 

Broadway, Spring and Uain Streets. 

From this study it wi l l be noticed that the heaviest line is the "P" line to 
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the \':est, laving ·1n uve ra ge of 1 0 75 passengers per hour. The next heaviest line is the 

"3", which enters the downtown business district from the west on l!'ifth ::>treet and has 

an avera~e base load tr~vel of 878 passengers per hour. The lightest line of any of 

these is the "G" line with an average of 107 passengers per hour. 

Consideri ng other lines v:hich enter from the west, it will be fow1d that the 

".R" and "S" lines each carry over 800 passengers per hour ani the "H" line has over 700 

passengers per hour. The "J" and "U" lines average about 500 passengers per hour, and 

the "D" and "2" lines are lieht lines with approximately 200 passengers per hour. As 

at present operated, the "D" and "3" lines terminate at the Central Station not far 

east of the downtown district, and the travel on the easterly end o~ these lines is not 

an i :nportant consideration in their operation since the "U" line service is sufficient 

for the terri tor:1 served. The "2" line turns at Fifth and Hill Streets and operates 

northerly on Hill 3treet. The other lines are through lines, and in the case of the 

"R" and the "S" the easterly portions of the lines,as shown by the chart, are somewhat 

lighter, averaging around 600 passengers per hour. The "J" and the "U" lines, on the 

other hand, have a slightly hi gher load on the east en~than on the west ends. The out

standing i r,dication s from a considerati on of these lines is the remarkable showing made 

by the "3" line, which is a comparatively now line on Fifth Street west, and the fact 

that the "D" line on Fifth Street is not carrying its proportion of the travel; also the 

fact that the "H" line is badly unbalanced and that the "2" line serves a limited number 

of passengers. 

Considerir.r- the lines which operata along the north and south downtown streets, 

it is apparent that the "P" line is much heavi e r to the west than to the east. The 

development of tr..e motor coach ter;ainal at the end of the "P" line where connection is 

made with the line s of the Bay Cities Transit Company and the municipal line of the City 

of Santa i!.onica, has added materially to the travel on the westerly portion of this line. 

The "P" line to the west should be considered for additional service. The "W" line has 

approximately equal travel on both ends of the lir.e and in comparison to other service 

has more service than needed on a 5 minute headway. The "5" line likewise is well 

balanced but a pparently, when compared to other lines, should be considered for more than 

i ts present 8 minute headwa y. The "A" line is quite unbalanced, with 683 passengers per 

hour on the west end compared to 181 on the north end. The "L" line, on the other hand, 

is much heavier on the north than it is on the west; namely, 703 passengers to the north 

comfS.red to 503 to th e west, and the passenger flow to t h e north end shows that this line, 

with an 8 minute headwa y, has much heavier travel than many lin es having 6 minute head

ways . The "7", " 8" and "9" lines operating to the south, and the "H" line operating to 

the i'/es t, he.ndle about 500 passengers per hour. The "B" line carries about 400 passengers 

per hour on both ends of the line. The "l!'", "0" and "10" li ne s likewise are reasonably 

balanced with about 300 pas sense r s per hour. The north end of the "2" line is very light. 
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However, it is reasonably balanced With the west end of the line. The fi gures support-

ing the above charts and also supporting charts to follow are as follows: 

Line 

A 

B 

D 
F 

G 
H 

J 

L 

N 
0 

1' 

R 

s 

u 
v 

w 

2 

3 
5/6 

7 
8 
9 
10 

Point of Check 

24th & Vermont 
Temple & Broadway 
11acy & Main 
12th & Main 
5th & Figueroa 
54th & Hoover 
3rd & Los Angeles 
12th & Maple 
12th & Maple 
7th & Figueroa 
Jefferson & Grand 
Vernon & Santa Fe 
11th & Figueroa 
Temple & Broadway 
9th & Figueroa 
Macy & Main 
12th & Main 
l'ico & Georgia 
1st & Mission 
7th & Boyle 
7th & Figueroa 
Washington & San Pedro 
7th & Figueroa 
12th & Central 
·;/ashington & Estrella 
Olympic & Vermont 
Vernon & Avalon 
Avenue 28 & Figueroa 
Washington & Estrella 
Sunset & Broadway 
5th & l!,lower 
5th & Figueroa 
Avenue 28 & Figueroa 
Santa Barbara & Vermont 
Vernon & Broadway 
Vernon & Broadway 
Pico & Grand 
Sunset & North Broadway 
Pic o & Grand 

Total 

Both 
Average 

Seats 
per Hour 

963 
932 
660 
694 
487 
606 
594 
253 
842 
852 

1,033 
1,036 

730 
717 
919 
586 
600 

1,215 
1,196 
1,003 
1,025 
1,014 
1,029 
1,029 
1,025 

963 
950 

1,207 
1,200 

463 
460 

1,029 
750 
791 
693 
754 
743 
509 
500 

32,052 

Directions 
Average 

l'asAengers 
per IIour 

683 
181 
457 
410 
220 
348 
292 
107 
308 
730 
506 
675 
503 
703 
529 
337 
288 

1,075 
792 
646 
822 
581 
841 
621 
552 
725 
398 
780 
699 
147 
175 
878 
570 
613 
547 
444 
524 
299 
282 

20,288 

Passengers 
per 

100 Seats 

71 
19 
69 
59 
45 
57 
49 
42 
37 
86 
49 
65 
69 
98 
58 
58 
48 
88 
66 
64 
80 
57 
82 
60 
54 
75 
42 
65 
58 
32 
38 
85 
76 
77 
79 
59 
71 
59 
56 

63 

Considering those lines which are through lines,the ratio of the travel on 

the heavy end compared to the travel on the light end is a convenient indication of 

the travel balance of the line, a line having a factor of one being perfectly balanced. 

Line 5/6 
10 
u 
w 
F 
B 
2 
0 
:a 
p 
J 
L 
s 
H 
A 

1.01 
1.05 
1.11 
1.12 
1.16 
1.17 
1.19 
1.21 
1.25 
1.33 
1.33 
1.42 
1.44 
2.32 
3.74 
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From this table it is readily apparent that the "A" line is the line most 

badly out of balance, considering the relative volume of travel on both ends of the line, 

With the "H" line next. Tlte "5" line, according to this check, is perfectly balanced. 

Analysis of Service Provided During Base ?eriod 

The preceding chart and discussion related largely to the passenger flow on 

the v~rious lines. The following chart has been prepared to relate the passenger flow 

to the service provided. As a convenient measurement there has been determined the number 

of passengers carried for each 100 seats provided during the base period 9:00A.M. to 

4:00 P.M. on each of the lines. The lines have been grouped in the chart in the same 

order in which they were presented in the preceding chart; namely, first those which 

cross the downtown district on east and west streets,, and secondly those which pass 

through the district on the north and south streets. This chart, of course, averages all 

service throughout the period 9:00~~M. to 4:00P.M. and is intended as an overall test 

rather than as a test of specific oases of overloading. 
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The outstanding line as shown by these charts is the "L" line to the north, 

where, on the average throughout this period, practically every seat was occupied. This, 

of course, means that many cars were operated with loads considerably in excess of a 

seated load. Other lines which had more than 80 passengers per 100 seats during this 
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period include the "P" line to the west, the ''H" line to the west, the "S" line to the 

west, and the "3" line to the west. On the other hand, there were a number of lines 

where less than 50 passengers per 100 seats were carried. Such lines included the "D'! 

and "J" lines to the west, "2" line both west and north, "A" line to the north, "G" line 

and the "O" line to the south. 

With this basic information as to travel and service, both base and peak ser-

vice will be considered again in a later section in relation to the standards of service 

Which should be provided. 

SECTICN E 

TRAFFIC CHECKS 

LOS ANGELES RAILWAY 
MOTOR COACH LINES 
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.The Los. Angeles Railway through its ~otor Coach Division operates a number of 

lines, three of which are so-called "through" lines operating from the downtown districts. 

The remainder are in the nature of crosstown lines and feeder routes. The most important 

of the lines is the Beverly Boulevard coach line, and in this case the line is operated 

on a 10¢ cash fare basis. Several checks of the travel in relation to service have been 

made, and a recent check; namely, December 3, 1935, at Beverly Boulevard and Vermont 

Avenue is as follows: 

AVERAGE HOURLY PASSENGERS 
N0.44 - BEVERLY BLVD. MOTOR COACH LINE 

BEVERLY BLVD.& VERMONT AVE. 
December 1935 

Shaded area represents son-----------------------------------------------------
excess seats 

Dotted area represents 
passengers 

Solid black area 
represents standees 

Ill OUTBOUND 
1i160 
bO 

~401G--v~~,-----------------~~~~------------
m 
Ill 

~20G-~44~~~44~~~~~~~~--~~~~~~~-----

6 7 8 9lDlll21 2 3 4 56 7 8 91Dlll2 

~ 600--+-~=f~t-1--t--~1--t~~+--r_,--+--r_,--t--r-t-
Q) 

bO 

~ 
Ill 
rn 
Ill 

P-< 

f. .• IIIi. p.M. 

The results shown here represent an improvement over a previous check made at 

our request, through the addition of more service during the peak hours, but it is still 
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apparent that ~here are substantial ~er-loads, particularly in the inbound morning 

period from 8 A.M. to 9 A.M., and in the outbound period from 6 P.M. to 7 P.M. It is 

believed that the lines of this character operated at higher than the basic fare should 

be provided with a higher rate of service and that seats should be provided on the aver

age for passengers carried. It is believed that a twenty minute average is reasonable 

and that the company's objective should be, where it maintains such service at a higher 

rate of fare, to provide a higher grade of service. The same co~ent applies to the 

Figueroa Street and East Ninth Street lines. 

The remaining coach lines are feeder and crosstown routes which it has not been 

possible to study in detail, but where as a rule the loading question is not as important 

as on the through lines. 

SECTION F 

TRAFFIC CHECKS 

PACIFIC ELECTRIC RAILWAY 

Checks similar to those made on the Los Angeles Railway have been made on the 

local lines of the Paoific Electric i.tailway . In general the service of this company has 

been found to be entirely adequate, and for the sake of brevity the details of these 

ohecks have been summarized in the following tabl~. using the base period 9 A.M. to 4 P.M. 

Line Checking Point Seats Passengers Percent 

Hollywood-Hill St. Temple & Hill 5,:395 4,011 74% 
Hollywood-Subway 1st & Beverly 5,460 2,250 41 
Santa Monica-Subway 1st & Beverly 5,720 1,9ll :33 
Edendale 1st & Beverly 5,460 1,598 29 
Echo Park Temple & Hill :3,8:35 1,312 34 
Vineyard Venice & Hill 5,590 1,738 31 
Watts 9th & Hooper 5,395 1,866 35 
Walker 9th & Hooper 2,665 278 10 
Sierra Vista Enchandia Jot. 4,615 1,439 31 

Total 44,135 16,403 37 

In the above table the period 9 A. M. to 4 P.M. has been shown, and it will be 

noted that on all of the lines an adequate servioe is being rendered. In the case of the 

Hollywood line where service is divided between the Subway and Hill Street surface lines 

it is impraotiaal to consider the operation of this service other than on a divided basis, 

as there will necessarily result conditions which are beyond the c ompany's control as to 

a division of this business. A S1lllll'lary of outbound peak service is shown as follows: 

Line Checking Point Seats :Passengers Percent 

Hollywood-Hill St. Temple & Hill 650 737 ll3 
Hollywood-Subway 1st & Beverly 455 579 127 
Santa Monica-Subway 1st & Beverly 325 285 88 
Western-Franklin Temple & Hill 130 158 121 
Edendale 1st & Beverly 260 290 111 
Echo Park Temple & Hill 195 222 114 
Vineyard Venice & Hill 455 422 93 
Watts 9th & Hooper 32'5 328 101 
Walker 9th & Hooper 130 133 102 
Sierra Vista Enchandia Jet. __22Q 309 79 

Total 3,315 3,463 104 
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Service during the peak hours on the :Faeific Electric ;i llilw9.y is adequate as 

shown by the foregoin g summary of outbound service measured by the maxi mum 20 minute 

peak ad ,j usted to an hourly basis. Substantially Ri mila r result s obtained durin!?; the in

bound mornine peak. 

SEC TI0H G 

LOS ANGEU.:> MO::OR COACH COL iAiiY 

The principal line of the Los Angeles Ector Coach 0ompany is the ::ilshire 

operation. This in general cons ists of a loca l service between Los ~ngele s and Fairfax 

Avenue and an express service between Los An~eles and points west of Fairfax. ~e checks 

show that a hi gh grade service is being operated on this route, a typical check made at 

Wilshire and Vermont on the looa l service being shown by the accompanying chart. 

Dotted Area 
Indicates Passengers 

Shaded Area 

CHECK OF TRAVEL 
LINE 82 - WILSHIRE BLVD. LOCAL 

WILSHIRE & VERMWT 
OUTBOUND 

Indicates Excess Seats 1000-----------------------------~~---------------

The Sunset Boulevard line likewise is being operated on a basis which provides 

adequate service. 

In case of the IVestern Avenue crosstown line, checks made during the peak hours 

indicate that there are standing passengers over a two hour period in the morning and one 

hour period in the evening. This is a condition which should be corrected if the line is 

continued on its present 10¢ oash fare basis. 

The same condition is true on the ·Crenshaw-Vine line but to a lesser extent, 

based on checks made at Santa 1.:onica Boulevard and Vine Street. However, at La Brea 

Avenue there were more seats than passengers, based on hourly ftVerages. 
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SECTION H 

STANDARDS OF SERVICE 

Rush Hour Service 

~ush Hour service may be measured in several ways. The most c?mmon practice 

is to set up a standard of maximum permissible overload during a stated interval. An

other basis is to prescribe a minimum of standing room space per standee. A third method 

is to prescribe by a standing Ume basis, the point at which a seat will be provided par 

passenger over a reasonable interval. 

Requirements of Other Cities 

Requirements of other cities, where overload percentages are set up, are as 

follows: 

Baltimore 
Chicago 
Milwaukee 
Portland, Ore. 
Seattle 
St. Louis 
Winnipeg 

Seats par 
100 Passengers 

67 
85 
67 
62 
75 
73 (3 min. headway) 
52 

Cities having a minimum space requirement per standee are as follows: 

Cincinnati 
Cleveland 
Kansas City 
Philadelphia 
·,vashington, D.C. 

Square Feet 
per Standee 

4 
4 
4 
4 
7 

These requirements are, fn many instances, not rigidly enforced. The require

menta as a rule apply to an average p~riod of from fifteen to thirty minutes and not to 

individual cars. It is apparent, therefore, that regularity of service has a bearing in 

these studies and that an average requirement must also have in consideration the regu

larity of service which it is practicable to maintain. 

National Standards 

In the Charles H. Coffin Award of the American ~lactric nailway Association in 

1931 the following summarization of service standards was made: 

"Service dtandards steadily bettered as indicated by relation between 
seat miles and passengers. High service standards in car loading, on two-man 
cars 67 seats per 100 passengers, rush periods; 90 seats per 100 passengers, 
transition period; 110 to 133 seats per 100 passengers in non rush periods. On 
one-man cars, 80 seats per 100 passengers in peak periods." 

Restating the se conclusions, we find that the standard for maximum loads 

for peak service is as follows: 
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Two-man operation 
On e-man qperation 

150 passengers per 100 seats or 5~~ 
125 " " 100 " " 25~ 

For non rush service the standard is from 90 to 75 passenge~s ~e r 100 seats, 

except in the trans ition period where 111 passengers per 100 seats would be permitted. 

~e above, of cour se , i s not a requirement. I~ is merely t he conclus ion of 

those charge d with the Coffin Award, but is quoted to present the viewpoin t of such of 

the industry as were represented in that study. 

Los Angeles il.eguirements 

The present understanding as to service between the Board of Public Utilities 

and Transportation and the Los Angeles Railway dates back to October 31, 1930, when an 

agreement of 7~~ overload requirement for a 20 minute interval at maximum load points 

was reached. This provides 59 seats per 100 passengers, and on a square foot basis the 

following: 

Los Angeles Railway 
" " " , 

" " 
" " " 

Seats 

Type B 48 
Type c 48 
Type H 52 
Type H-4 48 

Square Feet 
Standing 

Room 

121 
130 
138 
155 

Square Feet 
Per Passenger 
On 7 C!'/o Basis 

3.9 
3.6 
3.8 
4.6 

The 70b rule did not provide, in all cases, satisfactory service on the longer 

lines, and on October 31, 1934, through the Joint Committee, the railway agreed that it 

would provide seats for passengers at points 25 minutes distant from the downtown dis-

trict on the longer lines. 

The Board of Public Utilities and Transportation has kept a record of perform-
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ance for several years, and it. is apparent that substantial progress has been made in the 

matter of peak hour service. The following shows a summary of checks made at various 

periods and is presented for an overall view of the trend: 

Present Study 

Year 

1926 
1928 
1932 
1934 
1935 

Passengers 
Par Car · 

84 
90 
73 
69 
68 

OVerlotid 
Based on 

50 Passengers 

7fr/~ 
80 
46 
38 
36 

In the present study there are available checks made on two represent a tive week 

days in October, 1935. 

The following lines show travel in excess of 70;~ overload at the maximum point 

during the heaviest 20 minute interval durin~ the morning and evening rush periods: 
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Average 
Average Percent Overload 

Line Point Passengers (2 Da;ys) 

Inbound 
"A" 24th & Vermont 697 78% 
"B" Maoy & Main 676 92 
"H" 7th & Figueroa 416 72 
"R" 7th & Boyle t)31 74 
"S" Washington & San Pedro 603 77 
"10" Sunset & Broadway 165 88 

Outbound 
"l" 24th & Vermont 615 72 
"B" .M.aoy & Main 425 78 
"L" Temple & Broadway 489 73 
"R" 7th 8c Boyle 599 92 
"10" Sunset & Broadway 155 76 

Many ot the lines show loading of lees than 50~. 
' 

The lines on which one-man oars are operated during rush hour periods were 

oheoked as tollows: 

Inbound 
"1'" 54th & Hoover 298 24% 
"1!'" 3rd & Los Angeles 193 61 
"G" 12th & Maple 97 30 
"O" 12th & llaple 162 35 
"0" Maoy & North Main 219 37 
"2" 5th & Flower 79 No overload 
"2" Sunset & Broadway 99 23 

Outbound 
"Fo 54th & Hoover 417 34 
"F" 3rd & Los Angeles 182 33 
"G" 12th & Maple · 72 No overload 
"O" 12th & Main 163 36 
"O" Maoy & North Main 148 48 
"2" 5th & Plower 130 9 
"2" Sunset & Broadway 105 11 

These lines, exoept the "G" line, are operated with Type B equipment with minor 

rearrangements for one-man operation. This type of equipment is not a satisfactory type 

for one-man oar operation particularly during peaks. 

Linea having over 5o% during hour from 7:00 A.M. to 8:00 A.M. follow: 

Inbound 
"l" 24th & Vermont 1,322 57% 
"B" M.aoy & Main 1,316 87 
"H" 7th & Jl'igueroa 1,072 (a) 63 
"L" Temple & Broadway 985 (a) 52 
"N" 9th & Figueroa 1,114 (a) 55 
"B" 7th & Boyle 1,579 69 
"S" Washington & San Pedro 1,139 51 

(a) 8:00 to 9:00 A.M. 

Lines having over 5o% during hour from 5:00 to 6:00 P.M. follow: 

Outbound 
"I" 
"B" 
"H" 
"L" 
"N" 
"R" 
"7" 

24th & Vermont 
M.aoy & Main 
7th & Figueroa 
Temple & Broadway 
9th & Figueroa 
7th & Boyle 
So. Broadway & Civic Center 

1,464 
1,119 
1,250 
1,062 
1,070 
1,336 
1,178 

7rf/o 
75 
58 
64 
63 
56 
54 

When one-man car operation is employed during peak loads, it is believed that 
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the percentage of overload at maximum points snould n ot exoeed 50fo over 20 minute interval. 

25 Minute Point Checks 

Cheoks at the 25 minute points over the 20 minute maximum outbound period follow: 

Line Check Point Seats Passengers Percent 

".A" Adams & 4th Ave. 432 485 112'§~ 
"F" Slauson & Hoover 200 313 156 
"J" Clarendon & Pacific 416 442 106 
"P" Pico & 3rd !.ve. 624 485 78 
"R" 3rd & Larchmont 312 148 47 
"S" 6lst & Avalon 260 299 115 
"V" Vernon & Vermont 144 122 85 
"W" Ave.50 & Monte Vista 416 568 137 
"W" Washington & 8th Ave. 346 3)0 87 
"3" 3rd & Larchmont 468 126 27 
"5" Glendale Jot. 260 315 121 
"5" Van Hess & Santa Barbara 416 398 96 
"7" Florence & Broadway 336 280 83 
"8" 54th & Normandie 336 298 89 
"9" 48th & Normandie 468 212 45 

These checks indicated substantial overloads on the day checked on the "A" 

line (west), "F" line (south), "S" line (south), "W" line (north), anl'J. "5" lin e (north). 

Base Peri-od 

In general, in the base period at least a seat should be provided for each 

passenger over a reasonable period. in this study the base period has been considered 

from 9:00A.M. to 4:00P.M. As has been pointed out, inbound travel is heaviest in the 

morning and outbound in the afternoon, reaching common levels about .midday. As a rule 

if there are 70 passengers per 100 seats when averaging both inbound and outbound service 

throughout this period, a not unreasonable service is being rendered. The chart ~ich 

has been already presented in Section D shows passengers per hundred seats during this 

period, from which it will be noted that "L" (north), "P" (west), "H" (west), "3" (west), 

and "S" (west) carried in excess of 80 passengers per 100 seats provided. On the other 

hand, a number of lines carried less than 50 passengers per one hundred seats. 

As a further guide, an analysis of inbound service shows the following lin es 

where passengers exceeded seats provided over an average of one hour, omitting lines 

where the overload occurred during the transition periods, 9 A. ul. to 10 A. M. and 3 l? .M. 

to 4 :i:' . J\.1 . 

Line Point Period 

"H '' 7th & ~'igueroa 9:00 AM to 12: 00 N 
"L" Temple & Broadway 9:00 Alii to 2:00 PM 
"N" 9th & l!'igueroa 9:00 AM to 10:00 AM 
"P" Pico & Georgia 9:00 Aiv! to 12: 00 N 

3: 00 PM to 4:00 PM 
"R" 7th & Figueroa 10: 00 AM to 12:00 N 
"S" 7th &. l!'igueroa 9: 00 AM to 11 :QO AM 
"3" 5th & ~'i gueroa 9:00 AM to 11:00 AM 

1: 00 .2M to 2:oo r.M 
115" Santa Barbara & Vermon "& 9:00 AU to 11:00 AM 
"5" Ave. 28 & Figueroa 9:00AM to 11 00 AM 
"7" Vernon ~ Broadway 9:00 AM to 11 00 AM 
"9" Pico t; Grand 9:00 AM to 11 00 A.M 
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In a similar manner, outbound, lines carrying more passengers than seats pro-

vided prior to 4:00 P.M., follow: 

"H" 
"L" 
"P" 
":3" 
"5" 

Point 

7th & Figueroa 
Temple & Broadway 
Pico & Georgia 
5th & Figueroa 
Santa Barbara & Vermont 

Period 

:3:00 PM to 4:00 PM 
1:00 PM to 4:00 PM 
2:00PM to 4:00PM 
2:00PM to :3:00 PM 
2:00 PM to 4:00PM 

Entire Base Period 

The following chart shows headways and passengers per hour in both directions 

for 80 and 60 passengers per 100 seats. On the same chart have been plotted actual 

average passengers per hour in both directions for the various rail lines. The curves 

are derived on the basis of 50 seats per oar and the actual numbers have been adjusted to 

that base. In general, those lines plotted on the chart which fall above the "80" curve 

should have a shorter headway with the same equipment and, correspondingly, those falling 

below the "60" mark should have their headways lengthened. 
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The letters in small type indicate the direction from which the line enters 

the downtow.n area. This chart is to indicate service relationships in a general manner 

and was used in conjunction with the detail charts which we have prepared for each line, 

but which cannot be duplicated in a summary report of this character. 

The chart shows lines "L"(n), "P"(w), "3"(w), "H"(W), "S"(w), "R"(w), and 

"5"( s) in the area which borders on inadequate service, while a number of lines such as 

"H"( .a), "F"(n), "O"( a), and "J"(w) are in the area which would indicate that a reduction 

in service might be justified. 

SECTION I 

REGULARITY OF SERVICE 

The question of regularity of service has been raised on several occasions, 

but most discussions relate to general observations with reference to the subject. In 

an endeavor to approach the question in a more specific manner some studies have been 

made which are ~resented for whatever they are worth in further consideration of this 

matter. In preparing these studies checks of headway during the outbound period of 

4:30 P.M. to 6:00 P.M. on each of three separate days were made. Each day's performance 
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on each line was then measured by determining the average headway. A measurement was then 

made of the departure of the oars from that headway during this period. The following 

ohart shows the average departure from an even headway in minutes for each of the lines. 

MINUTES DEPARTURE FROM AVERAGE HEADWAY 

2.5-------------------

DHJRSU32 
WEST 

LINE 
DIRE.CTION 

rn 
I II I 
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I I I I 

H J R S U 
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A B F G L N 0 P W 5 7 8 9 10 LINE A B F L 0 P W 2 5 10 
"NEST OR SOUTH DIRECTION EAST OR NOJ:L."'H 
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It is, of course recognized that some of this departure may be in the schedule 

itself, but since the last control point on each of the lines is prior to entering the 

downtown business district, the effect of differences in the headway due to the schedule 

cannot readily be determined. In any event a uniform method has been employed for all 

lines so that for comparative purposes it is believed that the results are representative 

of the performance on various lines. 

The line with the highest irregularity as measured by this method is the ~G~ 

line, and the next highest is the ~A~ line (north). The ~2~ line and the ~u~ line also 

show high average departure measured in minutes. The ~a~ line to the west shows the best 

regularity, the average departure being but slightly over one minute. 

T6 the public, of oourse, the departure in minutes is also necessarily related 

to the average headway, and the following ohart has been arranged to reflect the departure 

as measured by minutes related to the average headway and expressed as a ratio of the 

average headway. 
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On this basis the two lines which show the highest percentage departure are the 

"6" line to the south and the "A" line to the west. The "P" line to the east is also 

high. Here it Will be noted that the "G" line, which had the highest actual minutes de

parture, is about average due to the long headway on the KG" line. The "10" line to the 

north showed the lowest percentage of any of the lines. 

It is conclUded from the above studies that no one line can be said to be de

cidedly more irregular than other lines. We believe that the standards of service as 

discussed in the preceding section may in general be applied as representative of all 

lines. 

SECTION J 

SPACING Ol!' CAR STOPS 

One of the important items in connection with service is the location of car 

stope. This is a feature which affects the public both directly and indirectly. If the 

stope are placed too close, the average speed is lowered and as a result the travel time 

between points on the line is increased to the detriment of all except short haul riders. 

If the stops are placed too far apart, the walking distance for some of the patrons be

comes prohibitive. Of course the fewer the stops the higher the schedule speed and the 

lower the operating cost, which indirectly is of advantage to the public. Street oar 

stop locations should be considered largely in relation to other traffic using the street 

and the relation to intersecting streets, particularly between traffic arteries. 

In general, so far as street railway practice is concerned, location of stope 

approximately eight to the mile is recommended as standard practice. In Los Angeles 

before the war oars stopped practically at every block, but during the war period the 

skip-stop system was inaugurated. Location of stope is under the eupervis.ion of the 

Board of Public Utilities and Transportation of the City of Los Angeles, acting in co

operation with the City's Traffic Signal Department and the carriers involved. Since the 
skip-stop system was inaugurated location of stops in many instances has been altered due 

to the introduction of traffic signals and boulevard stops. The present polioy of the 

Board is to maintain stops, where practical, at all traffic signals and boulevard stop 

intersections. Due to the street development of the city many of the principal traffic 

arteries are approximately 1320 feet apart. The Board's polioy, in general, is to provide 
for an intermediate stop in such oases, which it will be seen provides for approximately 

eight stops per mile and presents a reasonable spacing. There are, of course, many oases 

where stops must be located to suit the particular street layout and other special con

siderations. The average spacing of stops on the Los Angeles Railway is 800 feet, or 6.6 

to the mile. In general it is believed that this represents, if anything, a slightly 

greater spacing than desirable and that the matter of spacing of car stops is one which 

is being adequately handled at the present time in accordance with sound practice. 
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SECTION K 

ONE-MAN CAR OPERATION 

Serious consideration ha~ been given to the question of one-man operation of 

street oars. It is a fact that this form of economy in operation has been successfully 

placed in effect on the majority of street oar systems in the United States. The savings 

in platform labor possible under this plan are available for improvements in service in 

other respects, and it is in the public interest that such operation should be carried 

out under such circumstances and with the proper equipment so that both the public con

venience and safety will be fully met. 

As a general proposition, one-man operation of street oars is sound if proper 

equipment is available. The motorman and conductor are not as a rule performing their 

respective duties at the same instant. The motorman for the most part is busy only when 

the oar iS enronte; the conductor is busy only when the oar ·is stopped. this latter condi

tion being modified by the opportunity of the conductor to collect fares on hie platform 

after the oar actually starts in motion. The combining of the duties of the two men 

into the hands of one is, therefore, entirely practical. The Los Angeles Railway has 

established one-man operation on a number of routes including "7", "8", "N", "B", "F", 

"0", "2", and "G" lines, as well as shuttle lines. 

At this time the "7", "8", "N", and "B" lines are operated by one man, except 

during peak hours, with Type H-4 equipment redesigned for one-man operation with safety 

features and rear door exit. The "F", "0", "2", and "G" lines are operated throughout 

the day with one-~ oars, as are shuttle lines. A serious criticism of the "B", "2", 

"1", and "O" operation is the use of the old Type Boar with no rear exit available, and 

this is particularly true of peak hour operation of the "F" and "O" lines. 

Extension of such service should be made from time to time as properly equipped 

oars are available for the service. 

The development of one-man oar operation in Los Angeles has been hindered by 

ttaoks on the desirability of suoh operation from time to time from various sources; and 

the nee of equipment which would not permit of satisfactory public reception. T.he re

modeled Type H-4 oar, while of course not to be compared with the new "Presidents' 

Conference" type oar, has a reasonable equipment arrangement for one-man oar operation, 

and we recommend that a trial of operation on "N" line for the entire operating period 

be made. This trial should be inaugurated with every attention to the details necessary 

to insure public reception; namely, ample service and ground loaders wherever any possible 

need exists until experience has demonstrated at which points the loaders may be dis

pensed with. 

The new equipment program, discussed later, is predicated on one-man operation, 

and in our opinion it is entirely practicable with such equipment. 
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SECTION L 

SERVICE CHANGES AND REROUTING 

In this section the service needs of the local lines will be discussed and 

rerouting considered to the extent it may be desirable to provide better service with a 

minimum o! coat. 

At this point we may state that as a general proposition the present routings 

are found to be reasonable and no large operating economy nor general improvement in 

traffic conditione can be brought about by a general rerouting plan. 
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This does not mean that as traffic and other changes occur, route changes 

should not be considered or made. In the following study we have approached the problem 

!rom the viewpoint of determining, first, where the public should have better service, 

and secondly, where a surplus of service is rendered. In some instances other matters 

are controlling. It should be understood that many plans have been reviewed in reaching 

the conclusions here stated, and no endeavor is made to review all of these studies. 

"A" Line 

lrom all of the foregoing information it is apparent that the "A" line to the 

west is in need of its present service, whereas to the north the present service is en

tirely out of proportion to the travel. It may be said that the north service is oper

ated largely in lieu of some better terminal for this line. 

On the Angeleno Heights branch approximately 1200 passengers ride daily. On 

the Edgeware Road branch approximately 1000 passengers ride daily . 

"L" Line 

The "L" line is operated at the present time with an 8 minute headway, and the 

conclusion from the checks presented is that the travel on the "L" line to the north is 

such as to justify a better service. Undoubtedly this has not been done by the railway 

companies because of the operating problem which it encounters on the single track por

tion of this line from Virgil and Fountain Avenues to Edgemont Street and Fountain Avenue. 

A check shows that about 1300 passengers daily in each direction board or 

alight at stope on the single track section of this line on Fountain Avenue, and that the 

largest percentage leave the oars at the terminal at Edgemont Street. 

A check o! distribution of travel by hours on the "L" line at Temple Street and 

Broadway shows that the passengers exceeded the seats provided during six hours of the 

day inbound and seven hours of the day outbound. .This represents a service condition 

which must be corrected. 

"P" Line 

The west end of the "P" line operating on Pico Street, as has been previously 

stated, has grown to where it is heavy and, insofar as base service is concerned, should 

be provided with additional service. This is the heaviest line, handling approximately 
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20,000 passengers at the usua~ checking point. 

REA.RRANGE!tEliT OF "A". "L". AND "P" LINES 

From a consideration of the studies which have previously been set forth it is 

believed that a rearrangement of the "A", "L", and "P" lines can be considered with a 

resulting improvement in public service and at a minimum of increased cost. A recommends-

tion is made based on detail study, as follows: 

Reroute the "P" line so that instead of turning east on First S~reet 
and continuing east on East First Street, the line wou·ld continue north on 
Broadway to Temple Street on the route of the present "L" line, providing a 
4 minute base headway. 

On the northerly end of the present ""L" line operate every other oar 
through to the end of the line at Fountain Avenue and Edgemont Street and turn 
the alternate oars at Fountain and Virgil Avenuea, or at Clinton and Virgil. 

The present "A" line to be operated over its present route to the 
west ~ut after turning from Hill to First Street, oantinue east on East First 
Street over the route of the present easterly portion of the "P" line. 

The present "A" service on the north to be discontinued and shuttle 
service to be operated on the Beaudry and Edgeware branches, connecting with 
the new 4 minute service on the "P" line. 

The present "L" line service to the west to be operated either on 
Spring Street to a terminal at Spring Street and Sunset Boulevard, or on Hill 
Street and the Angeleno Heights branch in lieu of shuttle service, until suoh 
time as the entire line is replaced with motor coach service. (See next chapter) 

PROPOSED REROUTING 

LINES "A" AND "P" 

>) 

~ t 
\' r--- ~/CO 

-----,~ 

------ Proposed "A" Line 
---- Proposed "P" Line 
....... • Proposed Shuttle 

~- ----A~D~A~M.~~~----J8~L~~D~~z-~-,-· -~ .. T 

~ 
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This plan has the disadvantage of any rerouting in that it disturbs existing 

relationships. We are of the opinion there is no serious question involved in the pro

posed change. The plan will provide shuttle service on Edgeware Road and Angele no 

Heights branches where through service is noV! provided. Probably the most important 

objection is the operation of TyPe C equipment on East First Street in lieu of Type H 

equipment. 

This plan will have the advantage of providing a substantial service improve

ment at a minimum cost. It will practically eliminate car turn~ng movements at First 

Street and Broadway, a very decided traffic improvement, particularly with First Street 

planned as an important east and west thoroughfare. It will reduce materially the oars 

on Broadway in the block between First and Temple , relieving traffic congestion in this 

block. It will ultimately reduce traffic on Hill Street , allowing for addi tional motor 

coach service on this street. 

In lieu of adopting this plan the company should double track the north end 

of the "L" line, operate the line on a 5 minute headway, and operate the "P" line on a 

4 minute headway. 

"5" Line 
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The "5" line, now operated on an 8 minute base service, should, in our opinion, 

have a more frequent service. We have no plan to offer other than to increase the ser

vice on the line as now operated, say, at least to a 7 minute headway. 

"7" and "8" Lines 

These lines were on an 8 minute headway, but with the establishment of one-man 

operation the company increased the service to 6 minutes. This was an entirely proper 

step so as to minimize public reaction . It is probable, unless traffiQ further increases, 

that these lines may be operated during most of the base period on a 7 minute headway 

with adequate service . 

"l!'" and "0" Lines 

The traffic checks show that these lines, both of which are operated on an 

8 minute base headway, might as far as operation is concerned be rerouted. "F" (South) 

and "O" (North) justify an 8 minute headway, while "F" (North) and "0" (South), if con

nected, could be operated an a 10 minute headway With entire satisfaction. 

"R". "S". "3", and "H" Lines 

The checks on these lines indicate the need of a 5 minute headway to the west 

in all oases. ~number of plans have been reviewed. The "R", "S", and "H" are operated 

alternately on Seventh Street, and any change affecting one will affect the others . 

Likewise the "3" and "D" are somewhat inter-dependent, although the "D" line 

has declined to the point where it is of minor importance. 

The problem with this entire group of lines is the heavier volume of travel 

to the west compared with the east. 



252 rRAF:i' IC. ROU'L'Ii.'iG 1\U D 3B?.VICE 

We recommend, in the followi ng chapter, the extension of the i1lelrose line 

intb the downtovm district by a motor coach service. This line will have the effect of 

reducing to some extent the "H", "3", and "S" travel, and it may be that such reduction 

Will be sufficient to maintain the present 6 minute headway . 

Likewise such a line ma y offer an opportunity to eliminate the "D" line, 

operating the "I" line southerl y to Sixth and Alvarado Streets. 

With the bulk of travel to the west, the establishment of termina l facilities 

east of the downtown area becomes desirable, particularly on ~ifth Street. An off

street terminal may be provided for ~ 50,000, near rJaple Avenue. The operation of the 

"3" line from this terminal will save $9 ,000 annually, together with one car. It is be

lieved such a terminal should be provided. A similar tern1inal on Seventh Street may be 

provided for -~95,000, but we have not found a sui table combination of lines under present 

traffic conditions to make a justifiable recommendation at this location. 

"2" and "G" Lines 

These lines might be recombined to operate the "2" line across town on Fifth 

Street to a terminal, and operate the "G" line northerly on the route of the "2" line 

(North). This was the routin g at one time. Turning movements at Fifth and Hill, First 

and Hill, and First and Broadway woul d be eliminated in the downtown area. Some service 

adjustments would have to be made and some public reaction anticipated. 

Beverly Coach Line 

The checks on this line indicate that a satisfactory service consistent with 

the hi gher base fare charged ha s not been rendered. Ne understand the company has 

ordered additional coaches to correct this situation. 

Pacific Electric Railway Lines 

The only problem existing on these lines is on the Hollywood lines. OVerall 

this service is satisfactory, and the necessity of dividing the service between the 

Subway and Hill Street surface lines precludes any change at this time. A peak hour ser

vi ce cond ition which should be studied was noted on the ;vestern-Franklin line at Temple 

and Hill Streets in the morning service. Some consideration was given the possibilities 

of combining tl1e Watts and Sierra Vista service to f orm a through service via Main Street, 

but it is concluded that the disadvan t age s of these proposals more than outweigh the 

advantages to be obta ined from them. 

Los Ange l es ~otor Coach Company Lines 

The Los An,cr eles ;.rotor Joach Company line on ·.1estern ;\venue is overcrowded dur

ing peak hours at ;Y"i lshi re noul eva rd and ::es tern Avenue, and this should be corrected. 

A similar problem exists on the Crenshaw-Vine-LB. .draa line. 

Peak .::iervice 

The maximum 70,J overload rule and the 25 minute passenger -s eat rule of the 
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Board of Public Utilities and Transportation are rules which are entirely reasonable 

and fair to the company. The public is entitled to that service. It is obvious that as 

the rules apply to a 20 minute period, many individual oars will have loads exceeding 

these figures. 

We have shown the results of the checks along these lines, and in the oases 

ment1oned increased peak service should be provided. 

All Service 

The studies herein are based on the most recent checks available. Travel trend 

is upward at the present time. 

The application of the principles reviewed and presented in this study should 

be made by the companies to the travel changes as they occur from time to time, and it 

is recommended that the long established informal policy wherein the City of Loa Angeles 

has regulated the service of the Los Angeles Railway, without raising any jurisdictional 

questions, be continued. It is believed that the studies and conclusions of this report 

should be made effective and the application of the basic principles continued. 

SECTION M 

OTHER TRAFFIC PROBLEMS 

Traffic Delays in Downtown District 

Congestion of traffic in the downtown district and consequent delays to move

ment of traffic in general aad street oars in particular through the business district 

is a serious problem in Loa Angeles. The most recent check (1931) shows that no less 

than 275,000 automobiles enter the downtown area daily. Examples may be cited such as 

the fact that on one line of the Los Angeles Railway in the evening rush period a full 

half hour is consumed in crossing the business district from First and Spring to Ninth 

and Figueroa. On the same line in the opposite direction the schedule calls for thirteen 

minutes running time from Eighth Street and Western Avenue to Ninth and Figueroa Streets, 

a distance of three miles, while equal running time of thirteen minutes for only eight

tenths of a mile from Ninth and Figueroa Streets to Seventh and Spring Streets is allowed. 

The nature of the causes of the delays can be indicated by the following examples; 

Double parking of trucks and automobiles and careless parking, partic

ularly of trucks, forcing in some cases a line of traffic out over the rails. 

This is not pronounced during rush hours because of the no parking rule from 

4:30 to 6:00 P.M. 

Automobiles failing to keep in line, often blocking car tracks by 

as little as a foot. Recent painting of traffic lanes on Broadway has had 

excellent results along this line, and the city's traffic department is to 

be commended for this work. 
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:'urnin g move:]Jen ts by street cars, particularly at such intersections 

as First Street and 3roadway , J!'ifth and Hill Streets, and at the dubway TerminaL 

Left-hand turns of automobiles and trucks in and out of alleys, 

ga ra~es, and parking lots. There are twenty-two parking lots on Hill Street 

alone in t he busines s district and a large number of garages and parking lots 

on Spring Street. ~e importance of this feature is shown by the fact that 

the average running time for street cars (5 to 6 P.U.) on Broadway between 

Second Street and Ei ghth Street, where there are few garage?, is 7.3 minutes, 

whereas on Spring Street, with less street car traffic and with the same two

man operation, the average time interval was 9.5 minutes, or 3~b slower than 

Broadway. 

Some photographs accompany this section which are illustrative of some of the 

traffic situations of these carriers. 

Control of traffic in these respects will require restrictions upon individuals 

and business firms as well as possible modification of the operations of the carriers 

with whom this report is primarily concerned. Such restrictions and changes will result 

in apparent increase in expense or loss in patronage that must be offset by general bene

fits coming from the freer flow of traffic, conservation of time and greater convenience 

to the entire public in entering and leaving the downtown business district. The details 

of the necessary restrictions can be determined and justified to the local officials re

sponsible for their administration and to the public only by a study perhaps supplemented 

by some experimentation. We cannot too strongly urge that this whole subject be thor

oughly gone into in a joint study conducted by the street railway companies and the city 

officials responsible for traffic control. 

Pull-In and Pull-Out Movement 

During our study we have noticed instances where it appears that improvement 

in traffic conditions and also cost of service might be made by soce investment in facili

ties to expedite these movements. At this time only four car houses are active. With 

the traffic increases now being realized, it may be desirable to reopen a fifth division, 

and accordingly, connections should not be constructed if not necessary for operation 

under a plan of operation with five oa r houses. 

Ho'\"1ever, intersections like ~leventh and J.:ain dtreets should be relieved of all 

unnecessary movements. Spring Street should be connected with appropriate curves to 

Suns et 3 oulevard tracks. Suitable additional connections to Divisi on No. 5 may be 

justified. 

In additi on, cars a re operated throu0h the do~~1to7.n nrea in many instances 

before going i nto peak service i n t he opposite direction. These move~ents should be 

eliminated in all possible instances. 
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VI SUAL EXA.I.!FLES OF VARIOUS THAFF I C SI TUATI ON S 

Pershing Square 

Downtown Coach Terminal 

Hill Street between 

5th and 6th Streets 

First Street at Broadway 

Looking ·.vest on 1st 

Showing turning movement 
of "A", "2" and, "P" oa rs 

Hi ll Street, North 

of Fifth Street 

Showing trains entering and 
leav i ng Subway surface tracks 

Spring Street Near 8th 

Typical Left Hand Turn 
i n to Parking Lot 
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VISUAL ~LES OF VARIOUS TaAF~IC SITUATIONS 

Seventh Street 

Looking 'Nest from 

Broadway 

Main and Spring Streets 

Looking lJorth 

A complicated traffic problem 
and an illustration of barrier 

of different rail gauges to 
unification. A cross-town route 

would otherwise be a practicability 
at this point 

Street Car and Motor Coach 

Terminal at 

Pico and Rimpau 

Loop System for 
All Opera ti one 

p~oviding for off-street facilities 

Fifth Street 

Looking 'Nest at Hill Street 

An example of undesirable 
turning movement in 

Downtown Area 
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SECTION lf 

CONCLUSIONS AND RECO~~DATIQNS 
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In summarizing the study of traffic, service and routing, we may say: 

1. In general the service rendered by the local carriers is adequate. Inoreased 

base rail service should be provided on lines "P" (west), "L" (north), "3" (west), 

"H" (west), "R" (west), and "8" (west), "5" (north) and "5" (south). Plans to provide 

such service are discussed in same detail. Base service may properly be decreased on 

lines "H" (south), "O" (south), "F" (north), "A" (north), and line "D". A rerouting plan 

to in part accomplish these purposes is presented, which would 

(a) Connect "P" (west) with "L" (north) 
(b) Connect "A" (west) with "P" (east) 
(o) Ultimately substitute motor ooaoh service on "L" (west) 

A terminal on Fifth Street east of Los Angeles Street is recommended to care 

for increasing travel on Fifth Street (west) . 

2. Peak rail service should be governed by the 7o% overload (20 minute period) 

rule at maximum points, and by the seat per passenger rule at 25 minute points. Lines on 

which additional service is required to comply with these rules are pointed out. 

3. Motor ooaoh service operated on a 10¥ base fare should be given "seat per 

passenger" service, and additional service on Beverly Boulevard , Western Avenue , and Vine 

Street is justified. 

4. One-man oar operation with properly equipped cars is entirely feasible and is 

a prerequisite to the purchase of new equipment. Adoption of full one-man oar operation 

on the "N" line at this time is recommended. 

5. There should be full cooperation between the City authorities and the street 

railways toward the common end of reducing as far as is possible those sources of traffic 

delay and congestion in the downtown area. Such concerted action will result in mutual 

benefit to all factions concerned including the downtown merchants and the general public, 

both riders and pedestrians. 

6. A thorough study should be made by the Los Angeles Railway of the pull-in and 

pull-out movement of cars, both toward the end of relieving traffic congestion and pro

moting operating economies. 

---000---
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CHAPTER XVIII 

EXTENSIONS AND ABANDONMENT$ 

Under the heading of "Extensions and Abandonments" we will consider a number 

of important subjects, some of which are related to the preceding chapter on "Service 

and Routing" and some of which go into questions beyond the present service. It has 

seemed logical to present these matters in the following order: 

A. Extension of Service 
B. Substitution of iJotor Coach for ::tail Service 
C. Abandonment of Service 
D. Rail Route Changes 
E. Rapid Transit 
~. Union Terminal Facilities 

SECTION A 

EXTENSI ON OF SE!tV.ICE 

There have been from time to time numerous suggestions for the extension of 

service i n the l os Angeles area. Probably at some time or other every line has been 

considered for extensi on, and, as a matter of fact, since 1920 the Los Angeles Railway 

has made a number of extensi ons to its rail lines. These extensions have been as follows: 

1920 

1923 

1924 

1925 

1926 

1927 

1930 

1931 

·.vestern Avenue - 11elrose to Santa •. ronica 
West 48th Street - 2nd Avenue to 6th Avenue 

West 3rd - Larchmont to :La Brea 
Angeleno Hei ghts 
3abash and Indiana to Bridge Street 
liorth Vermont - lst to J,:onroe 
Evergreen Aven ue - lst to 3rooklyn 
i.1onroe - Vermont to l!ew Hampshire 

CentTal Avenue - 7lst r l a ce to 77th 3treet 
East 7th Street 

Ed geware Road - Temple to Bellevue 
;.;elros a .Avenue - Normandie to "."!estern 

·;:es t 8th ::>treet - Hoburt to .'lestern 

Leonia Blvd.- l'acific Blvd. to Downey Road 

Centra l Avenue - 77th Street to Manches ter 
Gr and Avenue - Jefferson to 3anta Barbara 

·.vest 48th Street - 6th Avenue to Crenshaw 
South J.iain 3treet - Slauson to :h'lorence 

S. T. 
Miles 

0.983 
.437 

2.322 
.377 
.916 

1.850 
.498 
.153 

1.109 
.224 

.204 

.979 

.478 

2. 3l.5 

1.245 
1.394 

.843 
1.975 
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Most of the extensions in service, however, have been through motor coach 

operation. As has already been pointed out, motor coach service was first inaugurated 
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in 1923 and has now grown to the point where such operation represents nearly 15% of the 

total operations in the local service area when measured by passengers carried and a much 

larger percentage if measured by route miles operated. There have been in a few in

stances substitution of motor coach for rail service. 

The purpose of this section will be to discuss the matter of extensions in 

service in a general manner, it being understood that this question is an ever-present 

one, and with the growth of the territory it is properly a subject to review from time to 

time. It should also be borne in mind that as a rule the consideration of extension of 

service if used in partially developed territory involves operation which, considered by 

itself, may not be self-supporting, and the question arises of whether or not the entire 

system should carry the extension. This is probably true of most of the extensions of 

rail service, which will be considered herein. 

Rail Lines of the Los Angeles Railway 

One approach to the question of rail service may be through a determinati·on of 

the amount of travel which is carried to the ends of the rail lines. A recent check made 

during the hours of 4 P.M. to 6 F.M., at the ends of the rail lines, is of interest as 

showing where relatively heavy volumes of travel were carried to the ends of the present 

main lines. Some of the lines which show fairly high travel in this respect are as 

follows: 

Line Fa.ssengera Line Fa.ssengera 

"A" (west)* 339 "F" (west)* 897 
"H" (west)* 352 "R" (east) 459 
"J" (south)* 544 "R" (west) 297 
"J" (west)* 236 "S" (south)* 230 
"L" (west)* 217 "S" (west)* 623 
"L" (north) 210 "V" (north) 241 
"N" (west) 194 "W" (west)* 366 
"O" (south}* 232 "3" (west)* 270 
"P" (east} 579 "8" (south}* 239 

* Indicates connection with motor coach linea. 

The lines not mentioned in general carry less than 200 to the end of the line . 

It will be noted that the "P" line (west) is outstanding in the way of travel 

to the end of the line, and of course this is to be expected because of the connection 

with the Santa l1lonica Municipal llotor Coach Service and the lines of the Bay Cities 

Transit Company at Pico Street and Rimpau Boulevard. Here a loop terminal has been in

stalled, a photograph of which is shown in the preceding chapter, which provides adequate 

off-street connections. It is of interest to note that nearly as many people were handled 

at this terminal as were handled on the ~ilshire Boulevard line on the express service 

at Fairfax Avenue. 
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The "S" line west carries a large number of passengers to the end of the line, 

largely for transferring at santa Monica Boulevard and Western Avenue. The "J" line in 

Huntington Park carries a number of passengers to the end of the line, some of whom 

transfer to the motor coach lines in South Gate. It will be noted that "H" line and "3" 

line appear in the list, indicating a transfer movement to the Melrose coach line. 

No doubt requests have been made from time to time for extensions on the ends 

of practically all rail lines by various organizations and groups. We have reviewed 

seven specific proposals including the Third Street line, the cost of track and sub

stations alone totaling over a million and a quarter dollars, without consideration of 

the new equipment which might be required. 

As a policy, we believe, as expressed later in detail, new money should at 

first be provided for new modern equipment on rail lines. As to extensions, the provision 

of feeder coach lines initially, as has been the practice, is an entirely reasonable and 

proper approach; and as these lines increase in traffic, through coach routes may be 

established to the downtown area. 

We therefore conclude at this time to make no recommendation for extension of 

rail lines of the Los Angeles aailway. 

Motor Coach Service - Los Angeles Railway 

In reviewing the motor coach operations of the Los Angeles Railway, we believe 

the Melrose line has reached the point where it should be extended to the downtown area. 

Such an extension will serve a threefold purpose. 

(a) Provide through service for present patrons and attract additional business. 

(b) Provide a service on Third Street between Vermont Avenue and the downtown area. 

Col Relieve to some extent service requirements on "H", "3", and "S" rail lines 
and probably make possible the elimination of the "D" and "2" lines. 

Suoh a line to be operated along the following route has been studied: 

~rom Melrose Avenue and La Cienega Boulevard, thence via Melrose 
Avenue, Vermont Avenue, Third Street, Fremont Avenue, Second 
Street, and Hill Street to Olympic Boulevard. 

It has been reviewed on both a 7¢ and a 10¢ fare basis. \Ve believe that the 

route should be established on a 10¢ fare basis to Fairfax Avenue. 

This plan will require an investment of ~300,000 in coaches and $50,000 in 

garage. Considering all angles of this extension, we believe the net revenue of the 

company will not be impaired after the first few months of operation. 

A oross-town service on Washington Street between Santa Fe Avenue and Vermont 

Avenue is a desirable route from the viewpoint of inter-exchange of passengers, but has 

not been considered to the extent that a recommendation is made. We believe the company 

should seriously consider this plan, also the extension of the Alvarado coach line to 
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Santa Barbara Avenue on the south. 

Various other coach extensions have been considered, but we believe at this 

time the ebove items are the outstanding requirements. 

Pacific Electric Railway 

A study was made of extending local service beyond Vineyard to Beverly Hills, 

but the conclusion reached was that the advantages were not sufficient to recommend it 

at this time. 

The Edendale line may be considered for extension to the Atwater district 
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if the plan to augment the existing Glendale interurban service with motor coach service 

is consummated and when the results therefrom are known. 

Los Angeles Motor Coach Company 

The outstanding cases of extension requirements of this service are: 

1. Third Street - La Brea Avenue to Beverly Hills 

2. ?airfax Avenue - Pice Street to Hollywood 

3. ?letcher Drive - from present service in Silver Lake 
area to a connection with "5" line service 

Proposals to make the first two extensions have been filed with the public 

authorities by the company during the course of our study. 

The Fletcher Drive extension will provide a cross connection between Eagle Rook 

and Hollywood areas and should be made if a plan can be adopted which will make the ex

tension possible at reasonable cost in connection with present service. 

SECTICN B 

SUBSTITUTION OI!' MOTOR COACH SERVICE FOR RAIL SERVICE 

The general situation with reference to the substitution of motor coach service 

for rail service has been given considerable thought in our study. There is no need in 

this report to review the possible entire substitution of motor coach service for rail 

service, such a substitution being an entirely unwarranted plan under the situation now 

eXisting, let alone a consideration of the increased costs and traffic congestion which 

would be caused thereby. 

We have approached the problem from the point of view that, as explained in 

the previous section, motor coach service may be provided in lieu of rail extensions, 

thus relieving to some extent rail line equipment requirements. In this section we will 

review possible cases of where motor coach service may be directly substituted for rail 

service. 

In this connection it may be noted that on January 2, 1935, quite an extensive 

substitution of this character was made, wherein the South Pasadena local railway was 

abandoned and motor coach service of both the Pacific Electric Railway and Los Angeles 
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Railway were enbstituted in part therefor. In this oase the controlling matter was the 

need for rehabilitation of the rail line involving a considerable new capital expenditure. 

It was considered that this capital expenditnre was not justified. 

We believe this example may be taken as typical of the substitution of motor 

coach for rail service which should be carried out at this time. In reviewing all lines 

ot the local carriere, having in mind a consideration of rail renewals and changes which 

may be made, we find only one situation that calls for discussion. 

The "L" line to the west passes along Olympic Boulevard., a considerable portion 

being along the same thoroughfare which the State Highway Commission plane to build as a 

through traffic artery. At the time when major track reconstruction is required, or in

cident to this highway work, it is our opinion that motor coach service should be sub

stituted for the rail service. This substitution will have the effect of reducing the 

rail equipment needs and has been considered in a later chapter wherein the acquisition 

of 230 new rail oars has been recommended. In other words, if this substitution is not 

made within the next few years there will be need for a larger number of street oars. 

There may be some other lines which ultimately should be properly considered 

for substitution of motor coach service. In fact, several situationshave been reviewed 

by us but at this time we have no comment to offer other than the "L" line substitntion 

whioh has been discussed. 

SECTIOO C 

ABA.NDONM.mT 0!' SERVICE 

In reviewing the possible abandonment of serVice, it may be stated as a general 

principle that the basic element to consider is the reduction in coat to the carrier in

cid~nt to the abandonment. In other words, any large system must necessarily operate 

service within the area which it is endeavoring to serve unless it is shown that a partic

ular line is operating at such a lose that it provides an unreasonable drain upon the 

system. Many of the feeder motor coach lines of the Los Angeles Railway and Pacific 

Electric Railway are not operating on a profitable basis in and of themselves. In con

nection w.Lth rail lines there are, in our opinion, a few such lines. 

Rail Lines 

In studying the rail lines in general those which have revenues of lese than 

13¢ per oar mile are probably operating at a loss. The only rail lines of the Loa 

Angeles Railway which are in this class are the shuttle lines "I" and "K". There may be 

some ends of rail lines which are not of themselves entirely justified. These conclusions 

apply only in the case where there is no substantial out-of-pocket coat incident to track 

maintenance or reconstruction, and it is apparent that when large reconstruction jobs are 

at hand the particular line on which the reconstruction work is contemplated must be 



EXTENSIONS AND ABANDONMENTS 

reviewed. It is our opinion that suoh a line as the north end of "A" north of Temple 

Street is one on which no substantial capital expenditure should be made, but in general 

we have no recommendation to offer at this time regarding any of these linea. 

The shuttle service, suoh as the 6lst Street line which operated over a route 

only three-quarters of a mile long through an area in which other service was provided, 

obviously was not justified and the Company during the course of our study filed an ap

plication with the Commission for the abandonment of that service, which application 

was granted. 

Motor Coach Lines 

For motor coach service, as has been stated, many of the feeder lines mnet 

necessarily operate at a lose, and it is a question when an unreasonable out-of- pocket 

loss is being encountered. Possibly the outstanding cases of losing lines are those in 

the Huntington Park-Southgate area and the Fairview Heights area near Inglewood. We 

have not felt that the economies to be effected from elimination of these lines is auf-

ficient at this time to justify a recommendation with reference to their abandonment. 

SECTION D 

RAIL ROUTE CHANGES 

Possibilities which will provide a more flexible rail system are as follows: 

1. Construct trackage on Santa Barbara Street between Figueroa 
and Main Street 

2. Construct trackage on Washington Street from Grand Avenue 
to Broadway, thence north on Broadway to Pice Street 

3. Install suitable loops at Spring Street and Sunset Boulevard 

With the exception of the last item, we do not believe these expenditures should 

be considered until the equipment requirements have been met. 

SECTION E 

RAPID TRANSIT 

In analyzing the problems of mass transportation in Los Angeles, one which 

stands out in importance is that of moving pu~lic as well as private transportation 

vehicles through the congested downtown heavy traffic area. Provision for expediting 

such movement has been made by the oity authorities by installation of traffic signals 

at all important intersections, prohibition of left-hand turns at certain important inter

sections, elimination of curb parking du~ing the rush hours of the eveni ng, and various 

other means. Most of those measures are of mutual benefit to both automobile and street 

oar movement. It is doubtful, however, that the traffic signal interval best suited to 

automobile travel is equally well sui ted to street car travel. \Vi th existing candi tiona 

of mixed types of conveyance traveling at the same level, the problem, cons idering its 
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complexity, has been handled most satisfactorily. 

Rapid Transit has been discussed at various times and suggested in several 

reports prepared in the past as a method of solving, to a great extent, the mass trans

portation problem of Los Angeles. Such plans have considered elevated and subway rail

ways, both of which are used in some of the large eastern cities and have proved satis

factory. 

Elevated railways have the disadvantages of reducing property values along 

their routes through the business area, and if the present type of equip~ent is continued 

in use, would amplify existing noisy operation, which is highly undesirable . Elevated 

tracks are not so costly as subways, however, and are well suited to the local climate. 

Because of the high cost of subway construction and the correspondingly high 

carrying charges, it has been the somewhat general practice for public authorities to 

assist in building or partly financing such projects. The tendency has been toward public 

ownership and private operation of such f aci lities. 

Subways as used in New York, Brooklyn, and Philadelphia provide rail facilities 

for specially constructed subway trains designed for transporting for considerable dis

tances underground, tremendous volumes of people from highly centralized areas of sky

scraper office buildings. 

In Boston the subsurface ways have been adopted,which are not as costly as the 

regular subway and make possible the use of surface equipment operated underground through 

the congested loading area. The oars co~e to the surface outside the heavy traffic zone 

to distribute their passengers via the regular surface routes. 

If subways were to be seriously considered as a solution to the mass transpor

tation problem in the downtown area of Los Angeles, the latter plan would lend itself 

more satisfactorily to the existing conditions both practically and economically. 

Los Angeles does not experience an enormous exodus of office, business, and 

factory workers over a short period of time comparable to New York or Philadelphia. 

However, a subway system would undoubtedly prove of great benefit in providing high speed 

serv ic e wi t h few stops for long haul traff ic between the central business district and 

the outlying area as well as the elimination of noisy cars from the streets. Whether the 

need is great enough to justify the ne cessar y expenditure of fr~n $4 ,000,000 to ~8,000,000 

per mile for double track fac il iti es exclusive of equipment is beyond the scope of this 

report. 

SECTION F 

UN I Oll TE..::t.L IlH L l<'.A Q IL I~ US 

~or many years there have been pl ans under way for the construction of a Union 

Tenn i L:l l which would br ing al l the steam trains of t h e various companies together in a 

c Gr~U'uOn t e r n. i n 1 . At ne present ti me there uupears to be little doubt t l:at the cor.struc-
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tion of that project will be realized within a few years. Preliminary plans have been 

drawn and grading work has already commenced. 

The tract upon which the terminal is to be built is bounded on the north by 

Macy Street, on the west by Alameda Street, and on t h e south by Aliso Street. The Los 

Angeles Railway bas operative tracks on Macy Street; the Southern Pacific Company main 

line steam trains operate over Alameda Street; and the Pacific Electric Railway operates 

over Aliso Street. The close proximity of the lines of the two loca l street railways to 

the terminal site makes easy access possible for both, and the plans of t he station pro

vide for such contact. Inasmuch as Macy Street, from which the Lo s Angeles Railway would 

turn into the terminal, is a very heavily traveled automobile artery, turning -movements 

of street cars ea stbound at a point only about one hundred or two hundred feet distant 

from the traffic signals on Alameda Street would prove to some extent undesirable. Also, 

it has been suggested that the presence of the existing t yp e of car s at the terminal 

would not promote favorable public reaction. 

Based upon the amount of travel to and from the existing stations by street car, 

it appears t hat a motor coach service would be quite well adapted to s uch a purpose. 

There would be provided the advantage of a service to the public c omparable to that now 

provided by taxi cabs. The motor coaches of modern des ign, of which many are now used in 

the service of the Los Angeles Railv:a y , would undoubtedly be more inviting than street 

care and would provide a more comfortable and faster ride as well a s a more convenient 

accessibility to the passengers. We have made no detailed study to determine whether 

this service should be provlded in the nature of a shuttle line or the extension of an 

existing line. A route could be chosen in either case which would al s o provide fast, con

venient service to the Civic Center, for which there has been considerable demand. 

In the event that motor coach service i s provided to and f rom the Union Terminal 

by means other than an extension of a through line, a loop operati on sho uld be given con

sideration. Such a loop could be routed s o a s to provide short haul accommodations for 

the downtown area as well as transportation to pers ons wishi ng to go to t h e var ious hotels, 

business houses, and the Civic Center from the Un ion Terminal. In g:mer a l the r outing 

might be from the Union Terminal through the Civic Cen ter, s outh through t he bus ines s 

district, east on Tenth or Twelfth Street, and north on Los Ang eles Street to t he Union 

Terminal. A more detailed route would have to be worked out i n event the pl an would 

prove desirable. Such a service at a low fare for short haul rider s with no transfer 

privileges, and the re gular i nner zone f are with a joint privilege to eith er of the t wo 

loca l rail systems would be des irable and should be studied by the manage~ents of t he 

t wo ccrn!la nies. 
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CHAPTER XIX 

PLANT AND EQUIPMENT REQUIREMENTS 

The plant and equipment requirements of the Los Angeles local transportation 

services involve a number of considerations, particularly since the requirements arise 

from several sources. The outstanding problem is the provision of additional and modern-

ized rail equipment for Los Angeles Railway. Certain requirements arise through the 

reroutin~ and extension recommendations. Particularly concerning the tr.ack structure of 

the companies, there is the maintenance and reconstruction program to be considered and 

such changes as may become necessary due to requirements of public authorities incident 

to street and highway changes. It has been considered logical, therefore, to discuss 

these matters in the following sections: 

A. Rail Equipmant Program - Los Angeles Railway 
B. Other Plant Requirements - Los Angeles Railway 
c. Pacific Electric Railway 
D. Los Angeles Motor Coach Company 

SECTI ON A 

B.liL EQUIPMENT PROGRAII 

LOS ANGELES RAILWAY 

The Los Angeles Railway at the present time has 1081 rail oars, of which 329 

are of the longer type, end entrance oar. Of these, 313 were originally constructed since 

1920. The 16 cars (Type F ) are of an earlier type reconstructed. The older type oars 

include the Type B, end entrance, of which there are 511, or 47% of all the cars; Type C, 

which is the old type center entrance car, with 167 oars, or 15'7~ of the total; and the 

Type G, or Birney safety car, of which there are 64. As of September 19, 1935, 689 oars 

were required to fulfill the schedules for the rail lines. 

Analyzing the rail travel, it is found that the following linea in general 

carry over 9,000 passengers pe1· day at t be maximum points. 

Maximum Cars Present EguiJ2ment Maximum Cars Present Equipment 
Line in Service Base Peak Line in Service Base Peak 

A 31 Type c Type c Fwd. 263 
H 28 B B u 34 Type B Type B 
J 34 H H,B w 56 H H,B 
L 29 c c 3 27 H H,B 
N 17 H H 5 56 H H,B 
p 47 H H,B 7 25 H H 
R 35 H H,B 8 25 H H,B 
s ~ H H,B 9 ~ H H,B 

Sub Total 263 Total 508 

I n the foregoing table in order to simplify the state~ent, Types F, K, L, and M 

have been shown as Type H because of the similar characteristics of these cars, makin a 
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total of 329 in this group. Likewise no distincti on has been ~ad e as to cars equi pped 

for one-man two-man operation. It will be noted t ha t pr actically all of the lines which 

have Type H cars in service durin g the base period al s o have Type B car s assigned for QSe 

during the peak period. The "H" line ha s 'l'ype H cars t h r oughout the day , and und er the 

new schedule adopted for lines "7" and "8" i n ll ov ember, 1935, using on e-man operation 

except durin g the peak period, all of t h e cars on the s e lines are of remodeled Type H. 

It will be noted that the '!A" and "L" lines are fully equipped with Type C cars 

and t hat the "U" and "H" lines are fully equipped with Class B cars. 

Other lines include t h e "B" and "F" lines, which are modera tely heavy; t he "V" 
line, which is a heavy crosstown line; and several others, together with the shut tle 

lines, as follows: 

Maximum Cars Present 
Line in Service EguiEment 

B 27 Type B 
D 8 C,B 
F 30 B 
0 17 B 
v 39 c 
2 10 B 
10 19 B 
G 11 Birney 
K 6 B 
Shuttles 14 Birney,B 

Total 181 

It will be seen that for the important lines at the present time 508 oars are 

required for schedules . If these lines were to be f ully equi pped it would require approxi 

mately lO{o of spare equipment, or a total of approximatel y 560 cars. There are 313 of 

the Type H oars which have been built and placed in service s ince 1920. It is apparent, 

therefore, that if these cars were used on the important lines, together with the 16 

Type F oars and additional cars acquired to completely fill thes e schedules, a total of 

about 230 new cars must be acquired. 

For the remaining lines it is apparent that there is no prospect of a ddi t ional 

equipment for these services if all the heavier lines are to be fully equipped with new 

cars or Type H cars. 

Under such a plan providing for all of the important lines to be equipped 

either with new or Type H cars , the remaining lines would have to be equipped with such 

cars as the Cla ss B type, together with the Birney one-man cars on the shuttle lines. 

Undoubtedly the trend in service i n the territory which is no t now served by 

rail lines is toward motor coach serv i ce, and likewise the trend on lin es where extens ive 

track reconstruction is necessary is toward substitution of motor coach servi ce and aban

donment of rail lines, as evidenced by the recent substitution of motor coach service on 

Madison Avenue, New York. 

While in general the track structure of t he Los Angeles Railway is in good con

dition, there are ce rtain lin es such as the "L" line v:here the reconstruct ion of portions 
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of the line will be required if it is to be continued in service. In such an event un

doubtedly motor coach service should be substituted, thus relieving to a certain extent 

the rail equipment requirements of the system. There are certain other instances where 

inauguration of motor coach service will tend to reduce to some extent rail equipment 

requirements. 

On the other hand, if travel continues to increase as it has in the pas~ year, 

the equipment requirements of the main lines will be greater than shown herein. other 

factors affecting the new equipment requirements include loading requirements and speed 

of operation. It is anticipated that schedule speeds will be increased as lines are fully 

equipped with new equipment. However, under one-man operation the present loading stan

dards should be made more rigid. While some of these factors are offsetting, the probable 

overall effect will be toward a greater equipment requirement than has been shown. 

It is apparent, therefore, that there is ample justification at this time for 

the purchase of 230 new rail cars as soon as possible. Coupled with the above program, 

the company, along with its present plan of adapting Type H cars to one-man two-man opera

tion, which includes also safety features and imp~oved illumination, should follow out 

some further modernization of these care. One of the major objectives in looking toward 

a betterment in the local street transportation system in Los Angeles is to reduce the 

noise of the street care. This can be attacked from two angles; one, providing improve

menta so as to modernize the 313 Type H cars now in service, and the other, replacing the 

older care with new ones. The moat ideal plan would be to immediately substitute new 

equipment on the entire system. This plan, however, would cost in excess of ten million 

dollars and cannot be financed at this time. There is also the element of making the 

greatest use of the facilities which are now available, as it is in the public's interest 

to operate the system as economically as possible since, in the last analysis, it is the 

rider who pays for the cost of service. 

Presidents' Conference Cars 

There has been considerable experimental work underway during the past three 

years looking toward the development of a street car which operates very quietly and at 

the same time affords greater comfort to the patrons of the line in the way of riding 

qualities and lighting facilities. One of these branches of investigation has been under 

the direction of Dr. C. F. Hirschfield, who has been conducting experiments for a com

mittee of street railway presidents commonly referred to as the "?residents' Committee." 

The Los Angeles Railway has membership on this committee. This work has now advanced to 

a point where a number of street oar companies have purchased, and others have placed 

orders for, new cars for their systems. The thought of bringing new street cars to Los 

Angeles, along the lines of these modern developments, was in the minds of the Joint 

Committee working on these problems for the past year. Some of the recent purchases are 
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listed below, all of which are designed for one-man or two-man operation. 

Company 

Indianapolis i.\ y. 
Detroit Dept.of Street Hy. 
Chicago Surface Lines 

II II II 

" II " 
Capitol Transit Co. 

II II II 

Brooklyn & Queens ~r.Corp. 
Bodies 
Trucks 

1.1frs. 

Brill 
(Own Shop) 
Brill 
? ullman 

Brill 
St.L.C.Co. 

St.L. C.Co. 
Clark Eqp.Co. 

~ Orders placed but delivery not yet made. 
~* Bids asked for. 

Year Purchased 

1935 
1935 
193 4 
1934 
1935 
1935 
1935 

19 35 
1935 

Ho. Purchased 

65 
1 
1 
1 

100** 
10 
10 

100* 
100* 
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In all recent car designs, speed, comfort, light weight, and elimination of 

noise have been the primary objectives. Use of li ght weight metals bas made it possible 

to out down wei ght without sacrifice of strength. More modern and newly designed electri

cal equipment bas made possible hi gher running speeds and greater rates of uniform 

acceleration. Rubber has been introduced as a medium of noise elimination. Large pneu-

matioally operated safety doors have been incorporated in the design , which, with the low 

floor levels, makes more rapid loading and unloading possible with greater safety. 

The purchase of cars by the Capitol Transit Company is one of the most recent. 

Embraced in the design of these cars is smooth and rapid acceleration and deceleration, 

high running speeds, positive ventilation c ombined with th e heating system, quiet opera

tion, roomy seats, ample illumination, automatic safety devices, and a pleasing combina

tion of contour and color. Body desi gn is modern s treamlined with paneled windows and 

modified skirting effects as shown by the following photograph of on e of the cars built 

by The J. G. Brill Company. 
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There are double doors on the front and at the center, the former operated by 

quick acting air door engines controlled by a selective hand valve for either independent 

or simultaneous operation of the two. This oar is designed for two-man operation, al

though slight modifications would make them suitable for one-man. The center doors are 

operated by treadle step or by push button at the front end and are equipped with sensi

ti~e edges. Both front and center doors are interlocked with control circuit and brakes. 

The first step is 14t inches from street level and each of the other two are Si inches 

with no floor ramp. The front vestibule slopes at 12 degrees to eliminate internal re

flections. loroed ventilation is provided by means of blower fans installed under the 

rear longitudinal seat. The unit has a var·iable circulating capacity and at maximum can 

completely change the air inside the car approximately every two minutes. Heating of 

ooach interior iS accomplished by use of panel type electric heating units. 

The trucks of these oars were designed especially for the purchaser and include 

some important features found on Presidents' Conference oar. In those built by the 

St. Louis Car Company no steel coil or elliptic springs are used, rubber in shear being 

substituted. Such use of rubber materially reduces the noise, much to the comfort of the 

riders and general public. 

Seats are provided for 48 passengers. They are light weight spring cushioned 

type, upholstered with leather with individual curved backs as shown by the photograph 

below. 

Lighting is provided by dome lights motm.ted over each' seat. Both air and mag

netic track brakes are used, the former acting first and the latter for bringing the car 

to a final stop. This combination permits rate of uniform deceleration of 4t m.p.h.p.s. 

with comfort to the passengers and emergency braking rate of 8 m.p.h.p.s. 
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Wheels are of rolled s.teel and 24 inches in diameter. These differ from the 

Presidents' Conference car in that the latter is equipped with resilient wheels incorpor

ating rubber discs in their design for further reducing noise. Use of the resilient wheel 

makes necessary the exertion of braking effort mostly by the track brake and dynamic 

features of the motors with a minimum of effort applied to the wheels. 

Each truck is equipped with two 55 H.P. motors provided with a small auxiliary 

field for use with dynamic braking if that should prove ~esirable. 

Control equipment is of the automatic type arranged for rheostatic parallel 

operation of the motors. There are 19 resistance steps and 2 steps of field shunting, 

Which insures smooth ao~eleration and maintenance of almost constant tractive effort. Ac

celeration is automatic with a choice of four rates of acceleration and a switching posi

tion. The maximum rate is 4t m.p.h.p.s. Total weight of the car ready for operation is 

34,700 pounds. 

As regards quick get-away in traffic and quiet operation, these cars are said 

to compare very well with the modern automobile. 

Single end operation has been quite generally adopted as a standard in new 

street car designs, whether the car is to be operated by one man or two men. The single 

end oar has operating control equipment on one end only, making it necessary to turn the 

car around at the end of its route. Such construction affords a reduction in first cost 

of about ~1,200 a year. Offsetting that saving, however, is the cost of providing loops 

at terminals and car houses. 

The single end oar has advantages at terminals compared with double end oars, 

and in many instances the loop construction will have provided off-street terminals. The 

seating arrangeillent is somewhat better in th~ single end car. The double end oar has 

operating advantages in emergencies and for reversing direction at cross-overs. 

We believe that the company is justified in investing $16,000 each in 230 new, 

modern street oars, or a total of $3,700,000. 

Remodeling of Present Equipment 

The Los Angeles Railway has rebuilt 73 of the existing Type H oars for the 

purpose of modernization and conversion to one-man two-man operation. A photograph of 

one of the rebuilt cars is shown on the following page together with print showing 

general design of the oar. 

Rebuilding of these cars consisted of installing folding doors and steps on 

both front and rear, the former to be operated from the operator's controls and the 

latter by treadle step. Air engines were installed for operating doors and steps. Hunter 

type roll route indicators were installed, making it possible to change the sign from 

within the oar. Additional electric control safety devices were installed and an improved 

lighting arrangement consisting of diffusion lenses to reduce glare and more evenly 



distribute the illumination. Interiors of cars were finished i n green except the ceiling, 

which was painted with white enamel. ':'he cost of the job 11as about ,,;2 ,400 per car. 

r------15'-o"----~ 
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One of the most objecti onable features of the Los Angeles ilailway street cars; 

namely, noise, was not reduced in the conversion program, although the company is at 

present engaged in active research along such lines in their mechanical shops. 

The noise produced by a street car in traveling over the rails is not traceable 

to any one part of the equipment, but is made up of many components of which some are 

more pronounced than others. .'/he!'e there are many sources of noise the elimination of 

one will affect the general level only slightly. !I oise in street cars is produced by 

impact and friction of rails and wheels; vibration of rails, ties, tie plates, earth, and 

surrounding buildings and structures; vibrations in truck parts and in the body set up by 
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Vibration of wheels; motors for traction and compressors; and gears. 

It appears from general observation and inspection of equipment that much of 

the noise produced by the Los Angeles Railway cars is due to uneven wheel surfaces. This 

condition may be traced to the improper design or operation of the brake rigging, improper 

brake shoe material, or improper manipulation of braking mechanism. It has been quite 

generally observed that when coming to a stop from a reasonable running speed. the car 

wheels slide on the rails. This produces many small flat spots, the unevenness of which 

is responsible for a large part of the noise. Aside from being a source of annoyance to 

the general public, this condition increases the maintenance cost. By correcting this 

feature the general noise level, ~ our op~ion, oonld be substantially reduced. 

SUilimarizing, the modernization program for Type H cars should include not alone 

the features embodied in the present conversion of these cars to one-man operation, bnt 

further improvements looking toward reduction of noise. It is probable that most can be 

accomplished along this line through improvements in braking equipment. Consideration 

has also been given to installation of upholstered seats where not already provided, en

closing of open sections, etc., but these improvements would increase the cost to an ex

tent we do not believe justified. We believe the company may properly expend not to 

exceed ~2,500 per car to reduce noise and improve braking on 329 cars, and $2,500 to pro

vide for one-man operating features together with improved lighting features on the 256 

oars not already equipped. 

Way and Structures 

SECTIW B 

OTHER PLANT REQUIREMENTS 

LOS ANGELES RAILWAY 

In general the trackage on the system is in good condition. There are, however, 

certain sections of track which will require reconstruction or partial reconstruction 

within the next two or three years. Included in the sections which will require retieing 

and reballasting are approximately 24.5 ciles single track. In the entire reconstruction 

there will be approximately 6.5 miles of single track, using 116 lb. girder rail. 

There are a number of proposed city improv aments which if carried out will af

fect the track, such as cutting down of the First Street hill from Hill to Fremont; the 

Colorado Boulevard improvement from Townsend to Eagle Rock Bouleva rd; improvement of 

Crenshaw Boulevard from Slauson to 60th; remov al of tracks on lOth Street; the construc

tion of under-pass at Maay Street in connection with the new Union Depot; paving in of 

tracks on Santa Barbara from Figueroa to Sutro; and other lesser jobs. 

Sub Station and Distribution Facilities 

Expenditures a nticipated on sub stations during the next few years consist of 

possible change of exterior design of the Plaza Sub Station required by civic organizations, 
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such exterior remodeling invplving some interior alterations on both the building and 

equipment; and construction of a new sub station at 79th and Broadway necessit~ted by low 

voltage conditions on South Broadway and South Vermont. The approximate cost of this work 

is i442,000. 

Motor Coach Facilities 

The necessary capital expenditures in connection with extensions and new ser

vice recommended herein covering additional motor ~oaches and garage facilities amount to 

approximately ~650,000. Replacement of ooaohee within the next several years, it is anti

cipated, will involve an expenditure of about $400,000. 

SECTION C 

PACIFIC ELECTRIC RAILWAY 

There is no problem insofar as new equipment needs are concerned on the Pacific 

~leotric Railway local linea. Cars in present service are of a reasonably modern design 

and amply able to handle the existing traffic and some considerable increase. 

There is one objectionable feature to the Paoifio Electric Railway oars in 

oommon with those of the Los Angeles Railway; namely, noise. Interior noise of the 600 

Class oars is not objectionable due to the all-steel body construction and composition 

floors. However, street noise produced is on about the same level as that of the yellow 

oars. Steps should be taken to determine what degree of relief of this condition is pos

sible without unreasonable expenditures. 

In connection with reconstruction of track, the only major projects anticipated 

within the next two or three years are the reconstruction of Santa Monica Boulevard from 

the old oity limit at Seward Street to private right-of-way at Croft Avenue, West 

Hollywo~; and Highland Avenue from Franklin Place to Cahuenga Avenue. 

SECTIOn D 

LOS ANGELES MOTOR COACH COlo!PANY 

Extensions and replacements of motor coach equipment of the Los .Angeles ;,Iotor 

Coach Company during the next few years, including the new Fairfax Avenue line, will 

amount to approximately ~1,000,000. This covers largely replacement of double deck 

coaches. 

---cOo---
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CHAPTER XX 

FARES 

The fares of the Loa Angeles Railway, Pacific Electric Eailway Local Linea, and 

Loa Angeles Motor Coach Company are npon three different bases. The Los Angeles Railway 

fare in general comprises a city-wide 71 fare with Oil tokens and the weekly pass. The 

Pacific Electric local system 1s based on the zone plan of 51 and 101 fares. The Los 

Angeles Motor Coach Company lines are on a 101 cash fare basis. This chapter is presented 

in the following sections: 

A. Present Fares - Los Angeles Railway 
B. Present Fares - Pacific Electric Railway 
C. Present Fares - Los Angeles Motor Coach Company 
D. Zone Plan of Fares 
E. A 51 Fare B&sie 
l!'. Summary 

SECTION A 

PRESENT FARES 

LOS ANGELES RAILWAY 

The fares of the Los Angeles Railway are established largely on a city-wide flat 

fare basis. However, a few of the longer rail lines and some motor coach extensions have 

zone fares. Three moter coach lines entering the downtown district are on a higher fare 

level. 

The basic fare on the Los Angeles Railway for many years was 51. On October 21, 

1928, through action of the Federal Court, the basic fare was increased to 71 with four 

tokens for 25¢ (&ill. This is the basic fare in effect at this time. 

Through action of the Joint ·committee, the limits of the application of the 

basic fare Within the inner zone were adjusted and made to more nearly conform to a circle 

with a radius of six miles from downtown Los Angeles. Also through this committee the 

carriers agreed to and did on February 2, 1934, establish a 101 Inter-Company Transfer. 

The Los Angeles Railway also established a weekly pass on l~y 13, 1934. 

The fares in effect at this time may be briefly described as follows, without 

endeavoring to follow the tariff detail: 

Rail Lines 

Inter Zone Fares -Between Inner Zone and Zone 2, a one way fare of 101 is 

applicable. 40-Ride School ticket rate is $2.40. Between Inner Zone and Zone 3 a fare 

of 15¢ is applicable. 

Intra Zone Fares -A fare of 71 or 4 tokens for 25¢ (&f¢l is effective within 
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each zone. 40-Ride School ticket books are sold for ~1.40. The inner zone embraces all 

rail lines except as follows: 

Zone 2 - South Broadway line, south of Manchester Ave. 
" 2 - Vermont Ave. line, south of Manchester Ave. 
" 2 - Eagle RocJr line, north of Avenue 45 
" 2 -Hawthorne line, fro~ Crenshaw Blvd. and Slauson Ave.to Arbor Vitae St. 

Zone 3 -Hawthorne line, from Arbor Vitae St. to Hawthorne 

Commutation fares without transfer privilege are available from points in Zone 2 

to downtown Los Angeles at the rate of ~2.10 for a 30-ride family Commutation Ticket. 

Kotor Coach Lines 

All of the feeder and crosstown coach operations of the Los Angeles Railway have 

the same basic fare as the rail lines, including Zones 1, 2, 3, and 4. 

Fares between Inner Zone and Zone 2 are 10¢ one way, with 40-Ride School ticket 

for $2.40. A 15¢ fare is effective between ·Zone 3 and the Inner Zone, and a 20¢ fare be

tween ~one 4 and inner zone. In certain instances 10¢ and 15¢ fares are also available 

between various other zones and sub zones. A 30-ride family ticket without transfer privi-

lege, good over entire Hollydale line, is sold for ;3.00, and good east of Otis Street 

only for ;;12.10. 

Thr Oup;h Mot or Coach Lines 

Fares on the lines classified as "through motor coach lines" are as follows: 

One ~'lay 40-Ride 
Line Fare School Ticket 

Beverly Blvd. Sec. 1 - East of Fairfax Ave. 10¢ .$2.40 
" " Sec. 2 - Entire line 15 
" " Sec. 3 - West of Larchmont Blvd. 10 2.40 

Figueroa St. 10 2.40 
East 9th S.t. and ',Vhi ttier Blvd. 10 2.40 
Weekly !'asses 

The weekly passes placed on sale in 1934 were: 

Kind of I'ass 

Inner Zone 
Zones 2,3,4 
System 

Effective 

May 13, 1934 
July 8, 1934 
l~ay 13, 1934 

Limits of Use 

Inner Zone 
Zones 2, 3, and 4 and overlaps 
Entire System, including through lines 

Transfers 
To or 

Inner 
" 

If one 

Inner 
II 

l'rice 

~1.00 
1.00 
1.50 

:?rom 

Zone 
" 

Zone 
" 

These passes are good for transportation of bearer, during any week, Sunday to 

Saturday, incluRive. In addi t ion pass is good for adult and two children under 12 years 

of age on Sundays and Holidays. 

Inter-Company Transfer 

The transfer arrangement, effective Febru&ry 1, 1934, provides for issuance of 

transfers on a 10¢ fare good between points in Inner Zone of Los Angeles Railway and points 

i n Zones 1 and 2 of the Pacific Electric Railway Los Angeles local lines, and in certain 
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instances between points in Zone 3 of the Pacific Electric nailway, also to lines of the 

Los Angeles i.:otor Coach Company. A joint 6¢ school ticket was placed in effect ll ovember 1, 

1934, good when used via a Los Angeles hlotor Coach ~ompany line. 

SECTIOO B 

PRESENT FARES 

PACIFIC ELECTRIC RAILWAY 
LOS ANGELES LOCAL LINES 

The Pacific Electric Railway's Los Angeles Local Zone Fare has an inner zone 

approximately two and one-half miles from downtown Los Angeles. Within this zone the 

fare is 5¢ with transfer to other Pacific Electric local lines within the zone. The 

second zone is approximately five miles from the downtown area. Here again the fare 

with in the zone is 5¢. The fare from this zone to the inner zone is 10¢, or 16 tickets 

for ~1.00 (&i¢). The fare to the third zone is 10¢. The third zone on the Hollywood 

lines embraces the Hollywood business center between Vermont and La Brea Avenues, the 

local fare of 5¢ being overlapped to Fairfax Avenue on the west. On the Watts line the 

zone extends from Florence Avenue to Natts, and on the Sierra Vista line from Rose Hill 

Park to Sierra Vista. A 10¢ fare is effective from Zone 3 to Zones 1, 2, and 4, and 15¢, 

20¢, and 25¢ fares to such zones where the trip is through Zone 1. Zone 4 includes the 

area from La Brea Avenue to Doheny Drive and ·nest Hollywood, also from Arroyo Verde Drive 

to Mission and Fair Oaks, South Pasadena. The fare from Zone 4 to Zone 1 is 15¢ one way, 

25¢ round trip, and in the area between La Brea Avenue and Fairfax Avenue a 10-ride 

ticket is sold for ~1.00. School rates are in effect. The inter-company ticket has al-

ready been discussed. 

SECTION C 

PRESENT FARES 

LOS ANGELES MOTOR COACH COMPMiY 

The basic fare on these lines is 10¢ including transfer to its own or Los 

Angeles Railway or Pacific Electric lines in the appropriate areas. On the Sunset Boule

vard line a 15¢ one way, 25¢ round trip fare is effective from Los Angeles to points west 

of La Brea Avenue. There are 6¢ fares on Vermont-Silverlake-Riverside Drive lines and on 

the Olympic Boulevard line. The Wilshire line fare is on a zone basis west of Fairfax 

Avenue, the basic 10¢ fare applying from Los Angeles to Fairfax Avenue. 

School tickets, commutation tickets, and inter-company tickets are available. 

In general transfers are issued on all fares except 6¢ fares. 

The summaries presented herein are not intended to be specific as to each fare 

on file. The present fare arrangements on each company's own lines and in particular the 

inter-company arrangements are complicated, and for particular rates ref erence muJt be 

made to the tariff. 
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SECTION D 

ZOlfE FARE 

The present fares of the Pacific Electric Railway are on a 5-10¥ zone plan, and 

the Los Angeles Railway on its longer lines has zones in effect beyond the basio city 

fare limit. The latter has been established as a oirole of 6-mile radius from downtown 

Los Angeles, adjusted to meet reasonable fare breaking points. 

If a zone fare plan were to be established, an inner zone ap~roximating two to 

three miles from Los Angeles would appear to be a reasonable test of zone points. The 

form of fare should take the form of single coin fares, viz., 5¥ within zones and 10¥ 

between zones. Coupled with the 10¥ fare should be some lower fare for regular riders. 

~or the purpose of study, the following plan has been selected: 

An inner zone extending about 2t miles from downtown Los Angeles with an outer 

zone oorr.esponding to the present 6-mile zone. Fares to be 5¥ intra-zone and 10¥ between 

zones. •lao between zones, a token rate of 7t¥ (selling 4 for 30¥l and the retention of 

the present weekly pass. The inter zone fare to include trips from Zone 2 through the 

inner zone to other points in Zone 2. 

For the purpose of analysis of this proposition a study was made of the Los 

Angeles Railway rail lines based on the 1929 origination oheok equated by lines to 1936 

conditions. From this study it was concluded that of the total travel, 50% would be 

affected by the inner zone fares, lo% by outer zone fares, and 40% by between zone fares. 

An analysis was then made of the present distribution of travel as between 

classes of fares, and an estimate prepared from a consideration of the probable effect of 

the fare ohange in each zone upon each olass of business. 

The results of this study indicated that total revenue for the area studied 

would not be materially changed under the zone plan. 

There would be some further considerations, such as the effect in the present 

outer zones of the Los Angeles Railway, its motor coach service, the Los Angeles Motor 

Coach Company, and the Pacific Electric Rai lway. The Pacific Electric Railway Zone 1 -

Zone 2 ticket rate should be increased from~¥ to 7t¥ to be consistent. The competitive 

effects on the Los Angeles Motor Coach Company and Paoifio Electric Railway, it is be

lieved, will be largely offsetting. 

There are certain operating features which would be involved in the zone plan. 

Operating with two men per oar, there is no question but that the zone plan is workable. 

With one man per oar the question of checking passengers at zone points becomes a matter 

which must be considered. A pay-as-you-enter inbound and pay-as-you-leave outbound system, 

which is in effect in some localities, probably would not be practical in Los Angeles 

because of the through routing of lines. On lines where one-man cars are operated it 

would be necessary either to stop the car at the zone point so that the operator could 
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oheok or to provide a oheoker at the zone point for that purpose. It is probable that 

some combination of both of these forms would be the method of operation under zone plan, 

providing oheokers during the peak hours of service. The zone plan would increase traffic 

in the inner zone substantially and would undoubtedly require some additional service. It 

is apparent, therefore, that operating expense would be increased to some extent by the 

introduction of the zone plan. The zone plan as proposed will result in a decrease in 

fare to approximately 5o% of · the travelers, no ahange to about 16%, and an increase to 

about 35%. 

SECTION E 

A 6i FARE BASIS 

Discussion has been had from time to time on the question of a 5¢ fare instead 

of the present tare systems on the local rail lines. Suoh an arrangement may also be the 

subject of consideration in later sections of the report dealing with possible subsidies 

to the local operating companies, and for these reasons some general study has been given 

to this question. 

For the purpose of making an estimate a plan has been adopted under which a 5¢ 

fare would be effective within the present 6-mile zone of the Los Angeles Railway, and of 

course for intra zone riding in the outer zones of the Los Angeles Railway. Coaoh lines 

other than through lines would be treated in a similar manner, but it has been con

sidered that fares on the through lines of the Los Angeles Railway and Los Angeles Motor 

Coaoh Company would not be changed. On the Faoifio Electric System the existing zone plan 

has been retained but with this change; namely, that a 6¢ fare would apply through any two 

zones and the 10¢ fare would apply only for rides between more than two zones. 

On the Los Angeles Railway lines the reduoti~n from 7¢ oash fares (&.f¢ tokens) 

to 6¢ would undoubtedly stimulate riding, but to what extent is a matter of opinion. In 

the case of pass holders, these would be in two groups, some of whom would be benefited 

by the 5¢ fare instead of the present fares and would no longer seleot a weekly pass if 

it were available, while another group would pay increased tares under the 5¢ plan. It is 

believed in general that these two groups would be offsetting and that to the approximately 

25,000 weekly pass users the reduction to 5¢ would not affeot revenue. It is our judgment 

that in the oase of the rail lines of the Los Angeles Railway a reduction such as has been 

outlined would result in an annual loss of revenue of approximately $900,000. Following 

through some of the procedure in the case of the Faoifio Electric Company's looal lines, 

it is estimated that the reduction in gross revenue would be approximately $60,000. We 

have not considered the ooaoh operations in the above estimates, and it is believed that 

the total loss in gross revenue would exceed a million dollars under these plans. 

The estimates contemplate the probability of certain increased business and 

therefore an increase in operating expense to some extent will necessarily follow. 
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SECTION J!' 

SUKMARY 

~e present arrangements have come about largely as the result of adjustments 

from time to time where the companies have been separately considered. Thus, the 7¢-0i¢ 

Loa Angeles Railway fare was established "through Federal Court order, the Pacific Eleotrio 

Zone.fares through order of the Railroad Commission, and the fares 'on the Los Angeles 

Motor Coach lines largely through filing at the time of establishment of the lines. 

The present proceeding is the first time the fares of all three carriers have 

been involved in a single action before the Railroad Commission. 

It is apparent that the different bases of fares and the multiplicity of fares 

under each base is an undesirable situation from the viewpoint of mere confusion and un

certainty to the traveling public, particularly the casual users of the service. A more 

serious criticism involves possible discrimination as between various territory served by 

the lin~s. 

Viewing the tare situation from another angle, it may be said that these fares 

in general have been in effect for six to seven years, and the regular users of the ser

vice have become accustomed to the various arrangements. Business has likewise accommo

dated itself to the existing conditions. These comments are not intended to necessarily 

justify retaining the existing fare structure, but merely by way of foreword to emphasize 

the fact that any constructive measure will necessarily disturb and rearrange to some 

extent the present practices and may oall forth criticism of those disturbed. If a plan 

is constructive and is meritorius and is of benefit to the majority of the interested 

parties, it should be carried out, but the parties must recognize and anticipate the com

plaint of those adversely affected. 

Changes in fares are necessarily of prime importance to the patrons, to the 

carriers involved, and to the community in general. Since this is so, the subject is one 

Which should have Wide and open discussion before a plan is effective. In this case where 

it is apparent that the carriers cannot risk substantial losses in gross revenue and it is 

doubtful whether increased fares would substantially increase gross revenue, a revised 

fare plan should come about through substantial agreement of the parties. 

Here, again, in discussing the subject, reference should be made to the "Basic 

Considerations" for the study. If the existing carriers are to continue into the future 

with their operations substantially as at present, the possibilities for simplification 

and unification of fares are li rr.ited, whereas under some form of coordinated or unified 

operation, more far reaching rearrangements mi ght properly be made. 

With these preli~naries as a basis for discussion, the present system of fares 

may be examined in more detail and its good points and faults pointed out. 
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The Los Angeles ~ailway fares have in general been established on a city-wide 

fare basis. As early as 1914 the Board of Public Utilities and Transportation advocated a 

"one city- one fare" basis of rates, and in general on the rail lines that policy has 

been the dominating one. There are a few exceptions, four to be exact, where rail lines 

extend to such distances that zone fares were established. And of oonrse the city has 

expanded so much in the intervening years that no one would advocate a city-wide fare on 

a transportation service to Van Nuys, Venice, or San Pedro, all of which are now within 

Loa Angeles city boundaries. 

11th the growth of Los Angeles, demands for extension of transportation aervioe 

were met with motor coach service. In the territory not adJacent to Pacific Elec~rio 

Railway service, the Los Angeles Railway met the demands by means of feeder or shuttle 

motor coach service, connecting with the ~erminals of its rail lines. As these extensions 

were made, many were placed on a zone basis, that is, a higher fare was charged if a 

transfer to the rail line was desired. In those instances where motor coach lines through 

to the downtown area have been established, a 10~ cash tare has been adopted. 

In 1933 and 1934 the Joint Committee after studying the Los Angeles Railway 

situation, adopted as a principle that the base fare should apply within a circle of 

6-mile radius from Seventh and Broadway, and that transfers between rail lines and feeder 

coach lines within this area should be issued on payment of the 7~ or token fare. In 

general, this basis is the one now in effect. 

On the Pacific Electric lines, historically the fares have been on a partial 

zone basis since 1920 and on the present zone basis since 1928. These lines are operated 

in conjunction with an interurban system where inherently fares must be fixed on a dis

tance basis, as distinguished from the Los Angeles Railway in its early history where the 

strictly local traffic centering on downtown Los Angeles was handled on a 6~ system fare 

basis. Historically then, it is a natural development that the local business of the 

Pacific Electric Railway be continued on the same fare principle used on its interurban 

linea, and that as the Los Angeles Railway extended its local lines it did so at the same 

system fare which had previously prevailed. 

Another difference in the two companies' operations is that on the Loa Angeles 

Railway there is no community of outstanding or dominating position other than downtown 

Los Angeles. On the Pacific Electric Railway, however, Hollywood has developed to a posi

tion of importance as a community tributary to Los Angeles but having a substantial busi

ness center of its own. Under these conditions a character of travel develops which 

differs in its inherent characteristics from that found on the Los Angeles Railway; namely, 

the traffic between two communities each having a business center. 

With the growth of the territory, the point was reached where the serving areas 

of the Pacific Electric and Loa Angeles Railway came into conflict. For the purpose of 
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serving the territory adjacent to both lines, the joint agency, Los Angeles Motor coach 

Company was established. Except for some 6¢ fares established at the early period of this 

operation, some of which were subsequently withdrawn, these lines have been operated on a 

10¢ cash fare including transfer to linea of either parent company. 

The present fare arrangement on the Pacific Electric Railway has the advantage 

of being baaed on distance and of having in general single coin fares. The present inner 

zone arrangement of the Los Angeles Railway has the advantage of freedom from collection 

detail which a zone fare requires. The present 10¢ fare of the Los Angeles Motor Coach 

Company on through lines, such as Sunset Boulevard and Wilshire Boulevard, places these 

lines on a higher base fare than the rail lines. 

Possibly the outstanding criticism of the present fare arrangement is in the 

Western District where virtually all north and south crosstown fares, except Vermont 

Avenue, are 10¢, while easterly the 7~-Gi¢ fares of the Los Angeles Railway and the 10~-5¢ 

fares of the Pacific Electric Railway apply. 

In conclusion, we may say, considering only at this time the operation of these 

properties as now operated and not considering coordinated or unified service, that: 

1. The present fare arrangement, although operating and used by the public is 

complicated, particularly as regards inter-company fares and the several systems in nee. 

2. A zone plan of fares on the Los Angeles Railway may be placed in effect which 

will not substantially alter the present gross revenue, which will increase fares for 35% 

and reduce fares for 50% of the patrons. This plan has certain operating disadvantages. 

It will also necessarily for a time after its adoption result in reaction from the patrons 

who are adversely affected, but would place fares on an inherently sounder basis than the 

present. 

3. A 5¢ fare will probably result in reduction in revenue of over ~1,000,000 a 

year if placed in effect on all local lines. The earnings of the utilities are such that 

no major reduction in revenues can be justified. 

4. A 10¢ cash fare on the Los Angeles Railway instead of the 7¢ cash fare now in 

effect would not substantially increase revenues of the Los Angeles Railway. 

6. The present zone plan of the Pacific Electric Hailway should not be altered in 

any substantial respect. 

6. The 10¢ fares on through motor coach lines can be justified only on the basis of 

superior service, and in certain cases this service is not being rendered. 

7. The fares on crosstown lines on ·.vest ern Avenue, Vine Street, La .area, and the 

proposed Fairfax line (all Los Angeles Motor Coach Company) are 10~ minimum, and lower 

fares without transfer should be placed in effect on these lines. ·;1hile travel will be 

increased thereby, it is estimated there will be a reduction in revenue, not sufficient, 

however, to deter the carrying out of this plan. 

8. The weekly pass use is increasing at a more rapid rate than other forms of 

fare and its continued sale is justified. 
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CHAPTER XXI 

FRANCHISE SITUATION 

The prob~em resulting from the multiplicity of franchises under which the 

street railway companies of Los Angeles are operating has long been recognized. As early 

as 1921 the Railroad Commission, in its decision respecting the fares of the Los Angeles 

Railway Corporation (Decision No. 9029 in Application No. 4238, 19 C.R.C. 980), remarked: 

"To both the city and the company a permanent settlement of the franchise 
question is of utmost importance. Several important franchises covering some 
of the company's essential lines will expire in the near future. A re-granting 
of piecemeal franchises will not be to the best interests of the city. Since, 
under the terms of the present franchises, the company retains the track struc
ture and all other property, the company can, in case the franchise is not re
granted, take up the track and discontinue operation. For the city to acquire 
the railway properties piecemeal at the expiration of the franchises would 
practically be out of the question. 

The best solution, from the point of view of both the oity and the company, 
would seem to be the acceptance by both parties of a form of so~called 'indeter
minate resettlement franchise.' Such a franchise can be drawn to protect properly 
all parties and interests. The new franchise should cover all of the company's 
operation within the city limits of Loa Angeles. 

The conditions of a resettlement franchise will, of course, be the subject 
of negotiations between the city and the company. Since at best it will take 
considerable time before a matter of such magnitude can be agreed upon and 
settled, it would seem of utmost importance to both parties to commence negotia
tions at onoe. In any event, the franchise question should be settled before 
any considerable number of franchises expire, in order to put the company in a 
position where it oan make proper provision for financing such reconstruction 
and new ccnstruction as may become necessary. If, in a resettlement franchise, 
adequate provision is made for the taking over of the street railway system by 
the oity under proper methods of determining the value of the property and the 
payment of just compensation, the further development of street car facilities 
will progress as it should with the rapid and continued growth of the city. In 
the absence of an adequate franchise, the further street oar development must 
lag and service must suffer." 

At the time that decision was rendered no provision was contained in the City 

Charter under which the numerous existing separate, individual-line franchises could be 

replaced by a single, modern,"indeterminate" franchise. In 1925, however, the Charter of 

Los Angeles was revised, and certain indeterminate franchise provisions were included. no 

public utility has, however, applied for suoh a franchise during the decade that has 

elapsed since the new Charter was adopted. 

Many reasons could be assigned to account for this failure on the part of Los 

Angeles utilities to take advantage of this better type of franchise, but the chief reason 

appears to be a general concensus of opinion that the indeterminate franchise provisions, 

so adopted in 1925, are not suitable for their intended purpose. In a study undertaken in 

1934 by the City Attorney's office it was concluded that this view was justified, and a 

number of provisions were pointed out as "unworkable." .The present Oharter prescribes 

definite rate regulations, provides possibilities for arbitrary orders, and contains pro

vision for acquisition of properties at actual cost without provision for severance 
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damages, and sets forth bond acquisition provisions which would not be satisfactory to 

existing bond holders. The City Attorney's office, in collaboration with the City Council 

and with representatives of various utilities, other city officials, and many other citi

zens and civic bodies, drafted an amendment particularly calculated to obviate these ob

jections to the 1925 Charter provisions,and in many respects strengthening the position ot 

the City in respect to such indeterminate franchises. 

This Amendmen~ failed of adoption at an election held in September, 1934, by a 

comparatively small number of votes, since which date nothing further has been done toward 

rendering more workable the admittedly inadequate existing Charter provisions. 

It thus appears that the unsatisfactory franchise situation to which the Railroad 

Commission directed public attention in 1921 has not been bettered during the interim. 

Instead, the matter has been allowed to drift, and except for the efforts of the City 

Attorney and his public utilities staff during 1934 no particular effort seems to have 

been put forward either by the City or by these utilities toward bettering the situation. 

In September, 1934, the City Attorney reported that the Pacific Electric Railway 

was operating in the City of Los Angeles under no less than 114 separate city franchises, 

and that the Loa Angeles Railway was then operating under 110 such franchises, with vary

ing expiration dates and every imaginable type of provision and condition. A similar mul

tiplicity of franchises exists today. Not only is this situation ungatisfactory from the 

standpoint of these utilities, but from the point of view of the City the problem has be

come complex. For example, it is reported to be difficult to determine ?.ith aocuraoy even 

the amounts which are payable as taxes under this mass of franchises. 

The serious character of this problem is increased by the fact that the key 

franchises of the Los Angeles Railway Corporation are due to expire between the years 

1938 and 1941. During this period its underlying bonds, in an amount greater than 

$15,000,000 are to mature. It is obvious that this company will be much better equipped 

to meet its refinancing problems if a satisfactory type of resettlement franchise can be 

agreed upon. A situation of like character, differing only in the degree of seriousness, 

confronts the Pacific Electric Railway. Any large refinancing program would be made more 

practicable on the part of both of these corporations if the existing franchise problem 

was cleared up. 

In view of the general opinion that the existing indeterminate franchise provi

sions of the City Charter are unworkable, and cannot be made the basis of a proper solution 

of the problem, and in view of the further fact that the other Charter provisions (relative 

to separate, individual line franchises) have not been altered in any material degree to 

better the situation since the Railroad Commission's 1921 decision, it seems probable that 

some Charter revi s ion will be necessary as a basis for any permanent solution of this 

probl em . The consens us of informed opinion at this time seems to point to the desirability 
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of some form of indeterminate franchise (or "terminable permit") as the way out of this 

difficulty. Such permits can be drafted which will be in all respects fair to the public 

and at the same time eliminate the objections of the utilities to the present franchise 

methods in vogue in Los Angeles. 

It is believed that the City government should renew the effort to procure the 

adoption of a workable and practicable Charter provision, under which action to cure the 

present unsatisfactory franchise situation can move forward. If some such action is taken, 

one barrier to the obtaining of necessary new capital to place in operation the more 

fundamental requirements of the companies as indicated in this report will be removed. 

Such action is of as great importance to the public as it is to the carriers, and it is 

recommended that steps be taken at once by the responsible authorities to obtain a per

manent solution of this difficulty. 

---oOo---
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CHAPTER XXII 

FINANCIAL REQUIREMENTS 

It is the purpose o! this chapter to discuss the results of operation based on 

the present operations for the year 1935 and to consider the new capital requirements and 

other financial problema Which confront these carriers. This discussion will be pre

sented in several sections as follows: 

A. Results of Operation - Year 1935 
B. New capital requirements 
c. Mortgage refunding requirements 

S.ECTIOB A 

RESULTS OF OPERATION - YEAR 1936 

In arriving at the anticipa.ted results of operation for the year 1935 the 

actual revenues and expenses !or the first nine months of the year are available at this 

time. Based on these operations, an estimate has been made for the remaining three months 

providing a basis !or stating the year's operations. In addition, adjustments have been 

made in certain instances as will be explained. The results of these studies are sum-

marized in the following table: 

L.A.Rlw;y:. P.E.Rlw;y:. Total 

Rate Base $45,000,000 $12,500,000 $67,500,000 

Operating Revenue 10,512,000 2,331,000 12,843,000 

Way and Structures 520,000 80,000 600,000 
Equipment Expense 1,010,000 225,000 1,236,000 
Power 790,000 190,000 980,000 
Conducting Transp. 4,067,000 982,000 6,039,000 
Tra!!ic 85,000 32,000 117,000 
Genl. and Misc. 682,000 171,000 853,000 
Injuries and Damages 630,000 107,000 737,000 
Taxes 665,000 133,000 798,000 

Total Expense $8,439,000 $ 1,920,000 $10.359.000 

Net Avail.for Depr.&Retnrn $2,073,000 411,000 $ 2,484,000 

Percent before Depreciation 4.6% 3.3% 4.;,% 

In the above, expense of depreciation as such has been eliminated. There have 

also been eliminated the charges for rental of equipment in the case of the Pacific 

Electric Railway. Such elimination should not be understood as criticism of these 

charges, but they have been eliminated in order to determine the net revenue available 

for depreciation and return. 

It will be seen that the net revenue available for depreciation and return is 

4.~~ on the Los Angele s Railway compared with 3.~b on the Pacific Electric Railway. 
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An endeavor has been made to adjust the operating expenses of the Los Angeles 

Railway and the Motor Coaoh Company in the early part of the year to a more normal basis, 

it being realized that there were some expenses incurred following the strike which it is 

expected will not be normal expenses. The full cost of the strike is reflected in Tar-

ioue accounts and an endeavor has been made to adjust the expenses to a normal basis con

sistent with the revenues and oar mileage operation during the period. Injuries and dam

ages have shown a decided upward trend, in part due to the labor turnover incident to the 

strike and in part due to a settlement of certain large claims during this period. Here 

again an endeavor has been made to include an average allowance for injuries and damages. 

Taxes have been adjusted based on the best information available at this time to the new 

basi s of taxation on ad valorem basis in lieu of the former gross receipts tax, and the 

1936 tax incident to the Social Securities bill has been included. 

Under the Commission's usual method of determining the earnings for rate making 

purposes, the net revenue is related to the undepreciated historical investment after al

lowing for depreciation expense on a sinking fund basis. ~. rate base as developed in 

Chapter XIII has been used, it being understood that the base comprises the valuation of 

1923 plus book gross additions to date, less retirements of property. 

No detailed study has been made at this time of the propriety of the present 

rates of depreciation as applied on the Los Angeles Railway, and insofar as the Pacific 

Electric Railway is concerned, its accounting method does not provide for depreciation 

expense other than on equipment and large structures. These matters have been discussed 

in Chapter XII. 

In viewing the depreciation question it may be said that the depreciation ac

cruals for the Los Angeles Railway, as shown by the books, will be about $1,438,000 for 

1935, or 3.2% of the rate base, while the Pacific Electric Railway depreciation accruals 

will total $129,000, or 1.0% of the rate base, including the depreciation component of 

rental payments for leased equipment. The reason for the large difference in these 

charges comes about because Pacific Electric Railway uses the retirement accounting method 

as to all properties except equipment and large structures, while the Los Angeles Railway 

uses depreoiation accrual accounting method for all depreciable properties. For this 

reason it is apparent that the depreciation expense as recorded by the two companies are 

not directly comparable. In Chapter XIV, Rate of Return, a study was made of these ac

cruals and a conversion to B% sinking fund annuities made for all classes of property where 

depreciation accounting is employed by the carriers. However, no attempt was made to re

state the Pacific Electric retirement method to sinking fund ~uity method. In the re

tirement method charges during years of heavy reconstr~ction or retirement exceed the cor

responding sinking fund annuity. In years when very little reconstruction of lines is 

under way the charges will be less than the sinking fund annuity. The latter situation 

exists at the present time. Without the benefit of detail study, both as to Los Angeles 
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Railway and Pacific Electric Railway, but for the purpose of t his discussion ~e may take 

z.;;, of the rate base as a reasonable depreciation accrual on the 57a sinking fund basis for 

both companies. The rate of return statement using this method follows: 

L.A.Rlw;y:. P.E.iU!Z· Total 

Rate Base ;,l45,000,000 ~12,500,000 ~57,500,000 

Net before Depreciation 2,073,000 411,000 2,484,000 
Depreciation Accrual 900,000 250,000 1,150,000 

Net for Return $ 1,173,000 $ 161,000 1,334,000 

Rate of Return 2. f:l% 1.:3% 2 .3f, 

The results by the above sinking fund method indicate an earning position of 

about 2.6% for the Los Angeles Railway and 1.~; for the Pacific Electric Railway. Straight 

line depreciation has not been used, as it is properly associated only with a depreciated 

rate base. 

The earnings of the Los Angeles Motor Coach Comuany if separately considered are 

substantially higher, being in the neighborhood of l~o ; but these operations have been 

i nclud ed with those of the respective parent companies in the above statements. 

We may also view the results had retirement accounting methods been in effect 

for both companies. Actual net charges to depreciation reserve for the Los Angeles Railway 

1n 1935 will approximate ~72,000, while actual retire~ent and reserve charges of the 

Pacific Electric itai lway are very low for the year. i.~ esults for the year 1935 under re-

tirement accounting would be: 
L.A,Rlw;y:. 

Rate Base $45,000,000 .~12. 500 '000 :;?57,500,000 

Net before Depreciation 2,073,000 411,000 2,484,000 
Reti reman ta 72,000 2 000 74 000 

Net for Return $ 2,001,000 ~- 409,000 
., 

2,410,000 'i ;p 

Rate of Return 4.4% 3.3% 4.2% 

Of course, this method makes no provision for the replacement of plant and 

equipment in times such as these. The depreciation accrual method is the soundest as it 

make s provision over the years for replacement of properties. 

SECTIOU B 

.NEW CAPITAL REQUIREI.:ENTS 

Summarizing the results of the discussion of the plant and equipment of these 

companies and the needs for the future as outlined in Chapter XIX, it will be seen that 

it is imperative for the continued successful operation of these properties that means be 

afforded to provide for the purchase of new equipment, both rail and motor coach, and a 

certain needed i mprovement in other properties of the companies. As a result of these 

s tudies it is recommend ed that not less than the following amounts of new capital be pro-

vided for these purposes for t he Los Ange les .Ltailv.ay at the earliest possible time. 
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New rail equipment 
Reconstruction of existing Type H equipment 
Other requirements 

Total 

Amount 

$3,700,000 
1,500,000 
1,200,000 

$6,400,000 

The larger items are self-supporting, that is, the new and remodeled equipment 

will attract new business and permit of operating economies eo that net income will be 

increased more than sufficient to pay carrying charges. 
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In the case of the Pacific Electric Railway there are no outstanding new capital 

requirements. There are some sections of track which will have to be reconstructed in 

the near future which have been outlined in more detail in the chapter on Plant and Equip-

ment. There will also be some expense attached to whatever measures are found necessary 

for the reduction of noise in the 600 Class cars. 

In the case of the Los Angeles l11 otor Coach Company it is anticipated that within 

the next few years a replacement expenditure of approxi ~ately a million dollars will be 

necessary, including such new investment as is required through extension of service. 

SECTION C 

MORTGAGE REFUNDING REQUIREMENTS 

As of December 31, 1934, the unmatured funded debt of the Los Angeles Railway 

Company and City Railway Company of Los Angeles totaled ~24,157,000. Of this amount 

$7,478,000 has been reacquired and is held in sinking funds. Of the remaining ~16,679,000 

outstanding, ~7,566,000 are held by the general public, $3,822,000 by the Huntington 

Library & Art Gallery, and ~5,291,000 by the H. E. Huntington Estate. 

Analyzing the i7,666,000 of bonds held by the general public, it is found that 

these holdings are in three issues as follows; 
Issuing Company and Total Less Re-
Title of Security Acquired Bonde 

Los Angeles Traction Co. 
1st Consolidated Mortgage 
~~ Gold Bonds due Dec.l, 1938 

Los Angeles Railway Co. 
1st Mortgage s% Gold Bonds 
due Oct. 1, 1938 

Los Angeles Railway Corp. 
lst & Refunding Mortgage 6% 
Gold .Bonds due Dec. 1, 1940 

$ 260,000 

4,027,000 

9,589,000 

Bonde in 
Hands of Public 

$ 250,000 

3,906,000 

3,410,000 

Percent 

100% 

The issue of the City Railway Company of Los Angeles, lst Mortgage s% Gold 

Bonds due February l, ~941, is held by the Huntington Interests. It is apparent that 

refunding arrangements must be made for the 1938 and 1940 maturities which are held by 

the general public to the extent of ~7,500,000. 

In the case of the Pacific Electric Railway, the largest issue of bonds is not 

due until 1961. However, there is an issue due in 1942; namell, the Pacific Electric 

Railway Company First Mortgage Bonds. As of December 31, 1934, there were $7,888,000 of 

these bonds outstanding. 
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CHAPTER XXIII 

COORDINATION OF FARES AND SERVICE 

The object of this chapter and the following chapter is to discuss in a general 

manner the Tarious methods that might be employed in an endeavor to more closely associate 

the operations of the local transportation agencies operating in and about Los Angeles. 

This chapter deals with the possibility of coordination of fares anA eervice of 

the present operators through some method which basically retains the separate identity 

of the properties. The word "coordination" is used to mean a closer relationship in the 

operation of the loca l properties, with the retention, however, of two managements. In the 

following chapter relating to possible unification of the properties the word "unification" 

is underst,ood as the operation of the entire local street railway and motor coach service 

in and about Los Angeles under one management through a form of lease or purchase. 

In discussing the subject of coordination a brief historical statement should 

be made a t the outset. The present properties of the Pacific Electric Railway and the Los 

Angeles Railway at one time were held for a number of years in the single ownership of 

H. E. Huntington. Since sale of the old traction company lines to the Los Angeles Railway 

in 1911, however, separate management and operating organizations have been employed for 

the t wo s ervices, the Pacific 3lectric :tailway being engaged basically in rendering inter

urban service and the Los Angeles ~ailway being engaged in rendering local service. In 

the early period these services were quite distinct in their nature. With the separation 

of ownershi p of the two properties separate operating organizations have been continued 

to the present time. 

As the City of Los Angeles and adjoining communities grew during the intervening 

period. Los Angeles Hai lvray service was extended initially through rail extensions and in 

later years through motor coach service, supplementing and extending its rail service. The 

Pacific Electric nailway had a local line service supplementing its interurban service for 

the handling of traffic on its various interurban routes, and in particular the traffic 

betwe en Hollywood and Los Angeles. In later years, likewise the Pacific Electric Railway 

eoployed motor coach service to supplement its rail service and serve new territory. 

Beginning about 1922 the rapid growth of Los Angeles, particularly in the 

western residential districts and in the Hollywood area, brought about demands for exten

sion of l ocal service of the Los Angeles :lailway into areas theretofore exclusively served 

by the racific i lectric Hailway . This, together with othe r factors, led to the formation 

of a join t agency in 1923 known as the Los Ange l es :.i oto r Coach Comreny through which the 

twc co:~'-&.nies endeavored to supply transportation service in those areas v:here the inter

e~ts of both parent companies were involved. ~he service of the latter company has grown 

s.;.r.ue then until it now plays an i mpor tant p-:rt in renderin~ local service in the Los 
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Angeles area. Its operations are under the joint management of the executive officers 

of the -two parent canpanies. 

To a certain extent it may be said that there is now a coordination of services 

between the Pacific Electric Railway and Los Angeles Railway through the op&ration of the 

Los Angeles Motor Coach Company's lines on a joint basis. In other words, this represents 

an endeavor of the two parent companies to jointly operate in territory which may be con

sidered common to the two operations and which would probably have resulted in competitive 

service had it not been for the working out of the Los Angeles Motor Coach Company as an 

operating arrangement. 

The discussion along the lines of coordination, therefore, may be taken to mean 

the fcrther carrying out of j oint arrangements on some equitable basis. The public is in

terested in the best possible service with an equitable inter-company fare arrangement. 

The carriers are interested in rendering that service with the least amount of duplication 

and expense. Under coordination of service and fares as considered in this chapter it is 

understood that the two managements will continue to function as they have in the past in 

providing local service. The mechanics of accomplishing a more complete~y coordinated 

service may take the form of either of two methods: 

(1) An extension of the present policy of dividing the gross revenue of inter

company fare arrangements and continuing service in common serving areas through the agency 

of the Los Angeles Motor Coach Company. 

(2) A pooling arrangement under which the revenues and expenses of the local 

operations of the two companies would be pooled and the net revenue divided upon an equit-

able basis. To a certain extent this is now done by the companies in the operation of 

the Los Angeles Motor Coach Company. 

What Can Coordination Accomplish? 

Under a plan of coordination as discussed herein two operating managements will 

necessarily continue in operation, and while there may be some minor saving, it would not 

be expected that there would be major economies resulting from management, legal and ac

counting, under a coordinated basis of service as compared to the present method of 

operation.In fact it would be reasonable to expect certain increased accounting costs al

though not of a substantial nature. 

In the case of operating matters there are certain duplications of service 

which might be eliminated with a decrease in operating expense on the combined systems. 

An example of such a condition is the service rendered on the northern end of the 

"A" line along north Figueroa Street in the same territory served by the Hollywood lines 

of the Pacific Electric Railway on Sunset Boulevard. To a minor extent duplication of 

service may be said to exist on Hill Street in the downtown area, and to a certain extent 

there is a duplication of service of the two companies on Pico Street, Venice Boulevard, 
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and ·.vashi::l!ston .:>treat. In these cases there may be sane minor economies which could be 

effected and which could be credited to the benefit of the coordination plan if made 

effective, al,though there would be no public benefit, and as a matter of fa<:t, complaints 

from such of the public as would be directly and adversely affected. 

"tie come, therefore, to the final possible advantage of coordination; namely, 

:fares. It iS obvious that no change in fares can be made which will generally affe.ct the 

level of earnings of both companies any more than could such fare changes be made on the 

companies individually. We must, therefore, deal with possible rearrangements or minor 

adjustments of fares which will not seriously affect the companies' earning situation. 

It should be pointed out that through an action of the Joint Committee an inter

company transfer was placed in effect in 1934 which provides fof most combinations of 

through travel between the two companies at a 10¢ fare. This action, it would appear, 

through agreement of the two companies to divide the revenues of the joint ticket, takes 

care of the majority of the complaints existing from the lack of such an inter-company 

transfer for the casual rider. 

Another very desirable extension of the use of the weekly pass which it is be

lieved should have serious consideration under the plan of further coordination, is the 

effectiveness of a weekly pass which would be good over the entire system of the Los 

Angeles Railway, all lines of the Los Angeles Motor Coach Company east of Fairfax Avenue, 

and all local lines of the Pacific Electric Railway within Zones 1, 2, and 3, and includ

ing Fairfax Avenue. While such a pass may ultimately be sold at a lower price, it is 

believed that a proper initial rate would be ~1.50. Such a pass would undoubtedly do much 

to remove the feeling of separate operations on the part of the regular rider who has to 

make use of :facilities of more than one company at the present time and would not seriously 

affect the revenues of the companies. This plan could be carried out by an agreement 

between the companies on a percent of gross revenue or some other equitable arrangement. 

Conclusion 

In conclusion it may be stated that the considerations discussed in this 

chapter are merely an extension of what is now being done by the two managements through 

the Los Angeles Motor Coach Company and to a limited extent through the inter-company 

ticket arrangement. The carrying out of further steps along this line can be done with 

a minimum of disturbance of existing relations through extensions of service by means of 

the agency, the Los Angeles Motor Coach Company, and the settlement of inter-system ticket 

and pass arrangements on an agreed basis. It is therefore recommended that the companies 

consider seriously the inauguration of the weekly pass selling for ~1.50 good on all 

lines of the Los Angeles rt~i lTiay , the Los An?eles kotor Coach Company lines east of 

Fairfax Avenue, and local lines of the Pacific Electric Railway in Zones 1, 2, and 3, the 

divi sion of revenues to be on an a greed basis. 
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CHAPTER XXIV 

UNIFICATION OF PROPERTIES 

In this chapter relative advantages and disadvantages of possible means of uni

fication of Los Angeles local transportation properties will be considered. 

Definition 

In the following discussion the word "unification" is understood as the operation 

of the entire local transportation services in and about Los Angeles, both rail and motor 

coach, under one management and under conditions permitting the planning and the adoption 

of the best possible unified local transportation service for the public. 

It has been considered that such unification would embrace the services ren-

dared within an area of eight to ten miles from the downtown business district of Los 

Angeles and possibly in certain instances a greater distance. It has been considered, 

however, that the interurban service such as rendered by the Pacific Electric Railway and 

its subsidiary, the Motor Transit Company, would be excluded. 

Method of Effecting Unification 

There are a number of methods by which a unified service could be accomplished. 

For analysis purposes eight possible methods have been selected, grouping purchase and 

lease proposals, so that discussion may be limited to five items: 

1. Purchase or lease of the Los Angeles Railway by the Pacific Electric Railway. 

2. Purchase or lease of the Pacific Electric Railway's local lines by the 
Los Angeles Railway. 

3. Purchase or lease of both of the present properties by a new operating company. 

4. Purchase of the present properties by the City of Los Angeles. 

5. Purchase of the present properties by a public transportation district to be 
specially created for that purpose. 

Advantages of Unification 

A unified local system would be in a better position to meet the overall 

requirements of the aommunity, the extent dependj.ng upon the nature of the provision for 

new capital requirements and the extent of the unified area. Under unification undoubt

edly certain savings would be effected through the operation under a single operating 

management. There are certain instances in which improved service could be given and 

duplications of service could be eliminated. 

Unquestionably many matters such as fare and service changes could be more 

readily agreed upon and carried out under a unification plan, as contrasted to the present 
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dual management, particularly where the interests of the present two railways are both 

affected. 

Factors to be Considered in Unification 

In studying particular plans of unification some of the things which must bo 

considered are: 

a. Outstanding securities of the present companies 

b. Values of properties to be acquired or leased 

c. The effect of the particular form of unification upon the 
total revenue of the new operation compared to the 
present operation 

d. The effect on the traveling public of the unified service 
compared to the present service 

e. The results in connection with the operating expenses of 
the unified service compared to the present service 

f. The operating methods considering the plant and equipment 
of the unified property compared with the present operations 

g. The availability of new capital for future requirements 

h. Consideration of employee working conditions 

Each of these items would differ depending upon the type of unification effected, 

and these matters will be discussed in connection with each of the proposed methods of 

unification. 

Purchase or Lease of the Los Angeles Railway Company by the Pacific Electric Railway 

Under a plan of purchase of the Los Angeles Railway by the Pacific Electric 

Railway undoubtedly the operations of the Los Angeles local lines could be carried out by 

the present management of the Pacific Electric nailway with certain operating savings. 

The purchase price would be dependent upon the investment, reproduction cost less depre

ciation, earnings and outstanding obligations, at some agreed price. The Pacific Electric 

Railway is owned by the Southern Pacific Company, and it is problematical in view of all 

the circumstances at this time whether the Southern Pacific Company would be interested 

i n acquiring additional local transportation lines. From the standpoint of rendering a 

completely unified service, however, the acquisition of the Los Angeles nailway properties 

by the Pacific Electric Railway would have certain advantages, particularly when there 

are to be extensions of service which migh t have a bearing on its longer interurban lines. 

However, because of the lower earning position of the interurban lines, such a combination 

would not i mprove the present possibilities for obtaining new capital. It is believed 

that this combination would provid e the most opportunities for effecting reductions in 

operating expense, but it would, on the other hand, involve l abor complications inasmuch 

as the one has organized labor and the other has not. 
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Purohaae or Lease of the Pacific Electric Local Linea by the Loa Angeles Railway 

Any consideration of the acquisition of the local lines of the Pacific Electric 

Railway by the Los Angeles Railway or any other party immediately raises the question as 
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to which of the Pacific Electric properties would be acquired. Most of the properties are 

jointly used as between the Pacific Electric interurban passenger service and freight, and 

the local Los Angeles service. The track over which the Sierra Vista line is operated and 

also the Wat~s line is definitely interurban in character, and undoubtedly these proper

ties would never be acquired by a local company, assuming the Pacific Electric Railway 

Company to remain as the operator of the interurban freight and passenger services. Similar 

considerations butin a lesser degree would apply to Hollywood, Edendale, and Vineyard lines. 

There would also be the question of the Torrance shops where all major repair work on the 

local equipment is performed, the Pacific Electric terminal and general office building, 

electric transmission and distribution facilities, oar houses, and other facilities which 

are now jointly used. Unquestionably after a plan of operation was established it would 

be found necessary for the Los Angeles Railway to make use of many of the Pacific Electric 

Railway facilities jointly, paying for the same on a rental basis. There might also arise 

in certain cases a question of severance damage for those facilities which would not be 

used by the Los Angeles Railway under the plan of operation to be adopted. 

It is believed that this arrangement would not permit of the operating economies 

which could be developed in the first plan. There would again arise the question of union 

and non-union labor, particularly inasmuch as certain of the Los Angeles Railway lines 

would be operated jointly with the Pacific Electric Railway's interurban service. ·Fare 

and service changes under either of the two plana could be readily accomplished except 

that there would be certain conflicts of interest in outlying territory in the latter plan. 

Purchase or Lease of the Present Properties by a New Operating Company 

Under this plan a new company would be formed for the purpose of acquiring the 

Los Angeles Railway and the local lines of the Pacific Electric Railway either through 

purchase or lease. This plan would require the establishment of a value for the Los 

Angeles Railway as well as such properties of the Pacific Electric Railway as would be ac

quired. In many respects it would have the same advantages and disadvantages which would 

be incident to the acquisition of the Pacific Electric local lines by the Los Angeles 

Railway. A possible advantage of this plan over the former plan would be that it might 

be easier to secure new capital through the medium of a new company. 

Purchase of Present Properties by the City of Los Angeles 

In considering the purchase of the present properties by the City of Los Angeles 

it is possible that new capital for the improving of the local transportation service may 
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be more readily secured. All of the complications of the acquisition or lease of por

tions of the Pacific Electric System remain. A problem would arise in connection with 

the operation of such properties by the City of Los Angeles relative to service in adjoin

ing communities, which, while such operations undoubtedly could be legally undertaken in 

many instances, would result in an unsatisfactory situation. In connection with operation 

by the City of Los Angeles approximately the same savings in management costs would be 

effected as under the last two plane. A wider latitude in adjusting fares would be pos

sible under such operation than under any of the preceding plans. 

Purchase of the Present Properties by a Public Transportation District 
to be Specially Created for that Purpose 

In general, the advantage of this arrangement compared to acquisition or lease 

of the properties by the City of Los Angeles is that an organization would be established 

which is in a position to improve the service requirements of both the City of Los Angeles 

and the adjoining communities and could render such service on a broader basis than could 

the City of Los Angeles. In other respects the advantages and disadvantages of this plan 

would be the same as though the City of Los Angeles acquired the properties. 

Gauge of Track 

The Los Angeles Railway is narrow gauge (3'6"), while the Pacific Electric lines 

are standard gauge. It is of course apparent that the gauge of the Pacific Electric 

Railway lines could not be changed because of its interurban and freight operations. To 

reconstruct the Los Angeles Railway to standard gauge would require the complete rebuild

ing of the system, and it is obvious, as has been demonstrated in previous reports, that 

there is no plan of unification under which the gauges of the two systems oan be standard

ized. This in itself eliminates what otherwise would be a very promising field in unifi-

cation; namely, the consolidation of car houses, car shops, and other faoilities,and the 

freer inter-connection of the various lines insofar as routing and service are concerned. 

Development to the West 

The continued growth of the area between Los Angeles and Santa Monica raises a 

question in any plan of unification of the extent to which such unification should be 

provided. In former studies it has been considered that eight to ten miles from downtown 

Los Angeles is the reasonable limit of such unified service, and this limit appears to 

be proper for studies at this time with the exception of the territory to the west and 

the possible exception of service into the Glendale area. One of ·the Los Angeles Motor 

Coach Company lines now operates to Santa Monica, and with the activity of the municipal 

lines operated by the Cities of Culver City and Santa Monica it would appear that if uni

fied operation ware not carried out in this entire area, there would remain the problems 
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of non-unified service in this territory. Unified service in thi s area is to a large 

extent possible under the first plan discussed; namely, the acquisition of the Los 

Angeles Railway by the Pacific Electric Railway, but i n all other pl ans it would involve 

the acquisition Of consid erable of the Pacific Electric rtailway's interurban lines. 

New Capital Requirements Under Unification 
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The new capital requirements to render an adequate service are not materially 

changed under any plan of operation on a unified basis compared to the present operation. 

In other words, there are certain definite needs for new facilities which are present at 

thiS time and would be present under any unified plan of operation. 

Unification and Rapid Transit 

Insofar as operation is concerned, unification under the Pacific Electric plan 

would provide the ideal arrangement for an ultimate rapid transit service, but the financ

ing of such improvements would be best carried out under a public ownership plan. 

Unification in Relation to Franchise Requirements and Taxes 

Obviously unification carried out under some form of public ownership would 

eliminate the tax item in the expenses incurred under private ownership. Such an elimina

tion, while on the surface effecting a saving in costs, ultimately would make no differ

ence as other tax payers would be called upon to make up the difference. The same is 

true in connection with the franchise requirements, which undoubtedly would be eliminated 

under public operation. 

Unification and . Public Relations 

Unification has decided advantage in this item. The present dual management 

arrangement iS of itself conducive to less satisfactory public relations than a single 

system would be. Beyond this consideration it is undoubtedly true that a single ownership 

and operating management could find it easier to deal with both the patrons of the local 

service and the public authorities. 

Unification and Extensions of Service 

Any extensions 0f service as made through motor coach operation involve both 

new capital and, as a result, added operating costs. It is believed that it would be 

found easier to make extensions of service into newer territory under the public ownership 

plan, but that such extensions could be reasonably carried out under any of the plana 

discussed. 
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Concl~aion 

A definite determination of results ~dar any of these plana requires the 

setting ~p of a detailed plan ~f acquisition and operation. It has not been possible 

in connection With this study of the present operations to make these detailed studies. 

From the general study, however, which we have given the situation as to unification we 

have reached the conclusion that because of differences in gauge, labor conditions, and 

operating methode, and the problems incident to a separation of Pacific Electric proper

ties, no substantial savings will result from unification. Offsetting this, however, 

wo~ld be the advantages of one management, possible improved financial stability, and pos

sible simplification of the fare structure. 

Without the benefit of detail study of a particular plan, but confining the con

clusion to the general proposition of unification and weighing ita advantages and disadvan

tages, we are unable to recommend any plan as being so outstanding that it should be 

placed in effect. 

---oOo---



CHAPTER XXV 

SUMMARY AND CONCLUSIONS 

The Los Angeles Railway and the local lines of the Paoifio Electric Railway, 

together with their agency, Los Angeles Motor Coach Company, serve on the average over a 

quarter million patrons, and account for nearly 800,000 separate trips eaoh day in the 

area within an eight mile radius of downtown Los Angeles. This service is rendered in 

competition with perhaps the most intensive use of the private automobile of any major 

community in the world. 

The problem of looal mass transportation ·in Los Angeles as conducted by these 

carriers is of vital importance to the owners of the properties, the business interests, 

and not least to the patrons and public generally. 
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The difference in track gauge of the two companies is a barrier to complete 

unification of these properties. While the Paoifio Electric lines are standard gauge, 

the Los !ngeles Railway has narrow gauge tracks, which presents a serious obstacle to the 

providing of the kind of service a community such as Los Angeles naturally desires. 

Neither of these transit agencies is in favorable financial condition. Los 

Angeles Railway faces important maturities of underlying bonds within the next five years. 

Pacific Electric Railway also has important bond maturities in the next few years. 

OVer sixty percent . of the rail passenger equipment of the Los Angeles Railway 

is old and with the new developments, is seriously out of harmony with the reasonable 

publio requirements of a great city. 

The fares in effect on the three systems are constructed on essentially differ

ent bases, and in many respects lack unity as between carriers. 

These fundamental faots are not new. They have been set forth in various prior 

studies and reports in the past. It has been the purpose of this report, in presenting 

summaries and recommendations, to utilize the results of the previous studies insofar as 

they presently apply and to keep the reoanmendations within the range of practicability 

and reasonable hope of accomplishment in the near future. 

SECTION A 

NEW EQUIPMENT 

The moat serious situation. and one which must be remedied lies in the character 

of a substantial part of the older street oar equipment of the Los Angeles Hailway. The 

minimum requirement to put the company in a state of reasonable operating efficiency is 

at least two hundred modern, up-to-date street oars which will provide high rates of ac

celeration and speed with a minimum of noise, low floor level, and comfortable interior 
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accommodations. It is believed the purchase of new equipment is fully justified by 

operating economies and increased traffic and that the Los Angeles Railway should exert 

every effort to acquire such new rail equipment at the earliest possible date. 

SECTION B 

PRESENT EQUIPMENT 

Noise constitutes a most serious objection to the present equipment both of 

the Los Angeles Railway and Pacific Electric Railway from the viewpoint of the property 

owner, oar rider, and public generally. The Los Angeles Railway is engaging in ~xperi

ments looking toward a reduction of noise, and it is believed that the responsible manage

ment of each company should immediately devote itself to the elimination of some of the 

noise resulting !rom street oar operation. 

SECTION 0 

ONE-MAN OAR OPERATION 

Operation of street oars by one man is entirely practicable if properly 

equipped oars are used. Any new equipment should be designed for that type of operation. 

Also the existing oars originally built' since 1920 should be remodeled with safety doors 

and equipment suitable for such service, together with modernization and reduction in 

noise in this class of equipment. 

SECTION D 

SERVICE 

The service rendered by the companies has been studied in a comprehensive 

manner. Service is a matter which has day-to-day requirements, and it has been the intent 

to study major service requirements rather than minor details. The important conclusions 

in regard to service are: 

l. Need for added basic service on Temple Street "L" line, and need for added 

basic service on Pico Street "P" line. A suggested rerouting plan wherein such added 

service might be provided without added cost is through the combination of the Temple 

Street and Pico Street lines. 

2. Heed for added basic se!'vice on the "H", "R", "S", and "3" lines to the west of 

downtown Los Angeles. 

3. Need for improved peak service on certain lines as detailed in the report. 

4. Installation of a moto r coach line on Fairfax Avenue from Pico Street to 

Hollywood is recommended. 

5. Extension of ~elrosa Avenue coach line to downto~n Los Angeles via Melrose 

Avenue, Vermont Avenue, and ~hird Street . 
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SUMMARY AND CONCLUSIONS 

SECTION E 

FARES 

The three systems have three different fa re structures. 7.he development of 

these structures has reasonably well gr ounded historical background. The differences 

are unfortunate, but it is possible that any attempt to standardize fares under present 

conditions would result in objections outweighing the benefits. 

Present fares have been analyzed, and t he outstanding recommendation is that a 

token fare o! ~ ¢ be provided on the ·,vestern and Vine -La Brea coach lines of the Los 

Angeles Motor Coach Company on a zone basis without transfer, in lieu of the present 10¢ 

cash fare. 

It appears to be impracticable to reduce all fares to 5¢ at t h is time as it is 

estimated that a loss of over $1,000,000 a year would be sustained in gross revenue of 
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the local lines, even though present 10¢ fares were not reduced. The estimate contem

plates substantially increased travel as a result of the reduction. A zone plan, however, 

may be established on the Los Angeles Railway similar to the Pacific Electric zone plan 

without serious effect on revenue. Rhether such a pls.n should be adopted is a matter of 

broad public policy. 

SECTION F 

COORDll~ATION AND UNIFICATION 

Possibilities of a more complete coordination of the local systems and of a 

number of plans for actual unification of the properties have been rev iewed in the report. 

While the general idea is alluring, a consideration of the subject indicates many serious 

practicable barriers, chief of which is the difference in track gauge of the two syste~s. 

Out of our review of this entire subject we have concluded, from the public standpoint, 

that there is one further step in coordination which may logically and properly be placed 

in effect by the carriers and that is an all-company, system-wide pass selling for not 

more than ~1.50 a week. This pass will provide a more attractive tare to the regular 

rider who must now use the lines of more than one carrier. 

CONCLUSION 

The recommendations made, i! carried out, will substantially improve loca l 

transportation conditions. They should be carried out promptly, and their ultimate effect 

will not adversely affect net income of the carriers. 

---oOo---
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