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WE S T SID E ROUTE
002)9

PROJECTED
NET AVAIL-
ABLE FOR DEPREC. & MANDATORY PROJECTED
DEBT SERVo OPERATING SINKING NET SUR-

AMOUNT AND RE- ESTIMATED RESERVE FUND PLUS
MATURITY MATURING SERVE FUND INTEREST PAYMENTS PAYMENTS AVAILABLE

~:(

1963 1,224 (1/2) (1, 224)
1964 (1/2) 1,569 2,448 50 ( 929)
1965 3,568 2,448 300 820
1966 4,074 2,448 300 1,226
1967 100 4,673 2,448 300 1,825
1968 225 5,284 2,442 300 2,317
1969 325 5,874 2,430 300 2,819
1970 425 6,498 2,412 300 3,361
1971 500 7, 131 2,388 300 3,943
1972 575 7,810 2,361 300 4,574
1973 650 8,464 2,329 300 5,185
1974 700 9, 136 2,294 300 5,842
1975 750 9,792 2,255 300 6,487
1976 800 9,853 2,214 300 6,539
1977 850 9,853 2,170 300 6,533
1978 900 9,853 2,123 300 6, 530
1979 900 9,853 2,074 300 6,579
1980 950 9,853 2,024 300 6,579
1981 950 9,853 1,972 300 6,639
1982 1,000 9,853 1,920 300 6,633
1983 1,000 9,853 1,865 300 6,688
1984 9,853 1,810 300 1, 100 6,643
1985 9,853 1,749 300 1,200 6,604
1986 9,853 1,683 300 1,300 6,570
1987 9,853 1,612 300 1,400 6,541
1988 9,853 I, 535 300 1,500 6,518
1989 9,853 1,452 300 1,650 6,451
1990 9,853 1, 361 300 1,800 6,392
1991 9,853 1,262 300 2,000 6,291
1992 9,853 I, 152 300 2,200 6,201
1993 9,853 1,031 300 2.400 6,122
1994 9,853 899 300 2,600 6,054
1995 9,853 756 300 2.900 5,897
1996 9,853 597 300 3,200 5,756
1997 9,853 421 300 3.600 5,532
1998 32,900 9,853 223 300 4,050 5,280

TOTAL 44,500

(000' s omitted)



EAST SID E ROUTE
00"'9'- "- <l

PROJECTED
NET AVAIL-
ABLE FOR DEPREC. <s: MANDATORYPROJECTEI:
DEBT 'ERV. OPERATING 51 iKI. G NET SUR-

AMOUNT A on RE- ESTIMATED RESERVE FUND PLUS
t\IATURITY MATURING SERVE FUo D INTEREST PAYMENT PAYMENTS AVAILABLE

::~

1963 1,224(1/2) (1,224)
1964 (1/2) 2,016 2,448 50 ( 482)
1965 4,459 2,448 300 1, 711
1966 5,214 2,448 300 2,466
1967 100 5,959 2,448 300 3, 111
1968 225 6,720 2,442 300 3,743
1969 3/- 7,452 2,430 300 4,427~J

1970 425 8,226 2,412 300 5, 199
1971 500 9,018 2,388 300 5,830
1972 575 9,868 2,361 300 6,632
1973 650 10,685 2,329 300 7,406
1974 700 11,524 2,294 300 8,230
1975 750 12,342 2,255 300 8,937
1976 800 12,453 2,214 300 9, 139
1977 850 12,453 2,170 300 9, 133
1978 900 12,453 2, 123 .300 9, 130
1979 900 12,453 2,074 300 9, 170
1980 950 12,453 2,024 300 9, 179
1981 950 12,453 1,972 300 9,231
1982 1,oao 12,453 1,920 300 9,233
1983 1,000 12,453 1,865 300 9,288
1984 12,453 I, 810 300 1, 100 9,243
1985 12,453 1,749 300 1,200 9,20-1
1986 12,453 1,683 300 1,300 9, 170
1987 12,453 1,612 300 1,400 9, 141
1988 12,453 1, 535 300 1,500 9, 118
1989 12,453 1,452 300 1,650 9,051
1\)90 12 •. 53 1, 361 300 1,800 8,992
1991 12,453 1,262 300 2,000 8,891
1992 12,453 I, 152 300 2,200 8,802-
1993 12,453 1,031 300 2,400 8,722
1994 12,453 899 300 2,600 8,654
1 95 12,453 756 300 2,900 8,497
1996 12, -153 597 300 3,200 8,356
1997 12,453 421 300 3,600 8, 132

1998 32,900 12,-!53 ;>;>" 300 -!,O50 7,880~~)

TOTAL 44,500

(000 15 omitted)



..



IC  0, 000 
1?1 000 

111 100 
020 000 
•? -3 0 000 

000 
?ft 000 
J0,000 
333 000 

3..if 000 

j epoOD 
(/ 4( 000 

1-1#1 000 
ii6f ago 

iri i .2ottf oo0 

g e2Fef-004 

dos voo 	,70 G70490 
0230 000 	27 

a od-4 ova 
3 313 000 

Slf 000 
g 44? 000 

i71" goo 
Hiq ova 

4/ 7t; 1,o 
T olepoo 

fo,000 

so?, 342, ova 

oo 0 

.2,8- / 000 
3o6 000 
312 coo 
..?Sf o 0o 
3i7 000 

0 c/o 
IP( I o cc 
if‘f000 

A-tc 77/762 ris-70  
a,v ,49/20,‹7ai-A-0 

gywv- ,9A 
„ot/,e ~7- /7o,to •°,41/z 

         

ter71 4? At ??:4/ /et,litkp 

7/0e 	Mir/ 

Pori,e447-er" Are "Wior 
/eev€ kfer 	,A=3ee,.er,ra, 

(4') 

e2/ 	&if ?cr.. 

  

           

 

irraf-ecrA 

fief 

       

        

        

 

tr (5/ ao 
e v'e 

     

          

 

I) 

  

) 

     

             

e 
/do, doo 	1,924 1 ,4;o  

1 74,voo 	► g-f-o-er 

4;4, 	000 14 -6; 000 

	

o 	  

	

do o 	 

W7 	 101,000 

2i.g6.2)000 
,s7f,ouo 

2  77/, odo 
2  0 3. 1 00 49 

frcf 
‘7r,

3 -4.1.;o0o 
o op 

7/ 	3 F1(,poo 
7t 	't 0  F7, o 00 
73 	Ottfoo 

416 H 7 000 
7C 	H , f•zt,00e 

/JZ00 0 00 

fertrf 

3 7, 009,o0o  

317 000 
.2 119.z 000 

7? coo 
.2 	000 
3 RePF 000 

j Goo ova 
ffor000  ti  

2;_t000-
ki 4-- 412 000 

000 
sr cZ0q0619 

3q co 
'6(P000 

00 o  

I 

y  
ei 000 

.26Pe.2 000 
J.?/3 oo0 
.7 .00 ood 

.7 PcP/ aoo 
4/ •211 0•,e 
y c4( 0.• 

Po/ 0,o 
,ra,0Thoo 
,1- (t000 

Coo 
3371 0o. 

Pril 00a • 

LIZ ;10, 00o 
47;-;  oda 
	iwt  pi, (),90 • 

G? 

'I 

go 	 r,,, rifirewhi rle 4t/ cf- ,4\4:7 

ARTHUR C. JENI<INS As 5OCtAT4 
CONSULTING ENGINEERS 

1095 MARKET STREET 
SAN FRANCISCO 3, CALIFORN14 



G. Annual Revenue at $1.2.5 Base Fare

Reduced Rate
Passengers Full- Fa rc Tolal

Employees Half-Fare Passengers Passenger
Year 35¢ 65¢ $1. G5 Revenue

(1) (2) (3) (4 )

1962 $ 7 J 282 $ 7,592 .$ 1, 60 1, 89·1 $1,616,768

1963 7,793 8,304 1,748,806 1, 764,903

1964 8. 176 9,016 1,893,438 1.910.630
1965 8 J 615 9,965 2,0-*5,369 2,063,9-19
1966 9,326 10,914 2,2.99,500 2,319,740
1967 9,837 12,100 2.,551,350 2,573,287

1968 10,476 13,286 2,810 J 044 2,833,806
1969 II, 114 14,472 3 J 061 J 894 3,087,480
1970 11,753 15,659 3,329.256 3,356,668
1971 12,264 16,845 3,588,863 3,617,972
1972 12.,775 18,2.68 3,867,631 3 J 898,674
1973 13,286 19,455 4,137,2.75 4,170,016
1974 13, 797 20,878 4,414,675 4 J 449,350
1975 14, 308 2.2,064 4,687,056 4,723,428

H. Annual Revenue at $1. 50 Base Fare

Reduced Rate
Passengers Ful1- Fa r.e Tolal

Employees Half- Fare Passengers Passenger
Year 50¢ 75¢ $1. 50 Revenue

(1) (2) (3) (4 )

1962 $10,403 $ 8,760 $1,922,273 $1,941.436
1963 11,133 9,581 2,098,568 2, 119,282
1964 11,680 10,4.03 2 J 272.125 2,294,208
1965 12,593 11,498 2,454.443 2,478, 534
1966 13,323 12,593 2,759.400 2,785,316
1967 14,053 13. 961 3,061,620 3,089,634

., 1968 14,965 15 J 330 3.372,053 3,402,3·41)
~

! 1969 15,878 16.699 3,674,273 3,706,850
0 1970 16,790 18,068 3 J 995,108 4,02.9,966
-;

1971 17.520 19 J 436 4,306,635 4,343,591
" 1972 18,250 21,079 4, 641 J 158 4 J 680,487,
1 1973 18,980 22,448 4,964,730 5,006,158
~
u 1974 19, 710 24,090 5,2.97,610 5,341.410
•? 1975 2.0,440 25,459 5,62.4,468 5,670,367
•
~

..
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PltEDIUM RUN
STORO

...;C Based on actual pas senge r traffic on bus line ope rating
between airport and downtown Los Angeles.

I
I

ESTIMATED POTE TIAL PASSEI"GER TRAFFIC AI' D REVENUE I
I

01" PROPOSED AIRPORT MO 'ORAIL LINE (Continued) I
I
I

Total Cabs Origin of Cabs I
Assuming From Estimated Diversion I

No Rail From Rail Service to Rail Service I
Year Service Zone 9 Area Autos Passengers I-- (1) (l) I(3) (4 ) (5 ) I

I
C. Ave rage Daily Passenge rs froln Taxicabs I

I
Factor 100% 41.4% 47.9% 50% x 1. 12 I

l
196 l l,800 1. 160 556 278 3 11 I
1963 3, 100 1, l80 613 306 343 i
1964 3,400 1,410 675 337 377
1965 3,700 1,530 733 367 411
1966 4,300 1,780 853 426 477
1967 4,800 1,990 953 476 533
1968 5,400 2,240 1,070 535 599
1969 5,900 l,oi40 1, 170 585 655
1970 6,500 2,690 I, 190 645 722
1971 7. 100 2.,940 I, -110 705 790
1972. 7, 00 3,230 1.550 775 868
1973 8,oiOO 3, .j, 80 1,670 835 935
1974 9,000 3,730 1,790 895 1,002
1975 9,700 4,020 1,930 965 1,081

D. Total Ave rage Daily Passengers

From From From Airline From Total Average
Airport Employee Passenger Taxi- Daily

Year Buses)~ Autos Related Autos cabs Passengers
(1 ) (2 ) (3 ) (4 ) (5)

1962 1,305 52 1,932 31 1 3,600
1963 1,390 53 2, 143 343 3,929
1964 1,480 54 2.,341 377 4,252
1965 1,576 55 2,552 411 4,594
1966 1,678 57 2,947 477 5, 159
1967 1,787 58 3,342 533 5,720
1968 1,903 59 3,736 599 6,297
1969 2,027 60 4, 117 655 6,859
1970 2, 159 62 4.512 722 7,455
1971 2,245 63 4,935 790 8,033
1972 l,335 65 5,386 868 8,654
1973 2,428 68 5,823 935 9,254
1974 2,525 70 6,275 1,002 9,872
1975 2,626 73 6,698 1,081 10,478u

•,
~

.
l
~.,
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MEOmM RUN -l__Wli!I~E3qJ)\:/_"!"ll. L1~ -__+ ___~-------------a
POSTCAJlO

ESTIMATED POTENTIAL PASSE GER TRAFFIC AND REVENUE

ON PROPOSED AIRPOR T MO 'ORAIL LINE

Total Autos Origin of Autos
Assurning ;Fronl Estimated Diversion

No Rail FrOD) Rail Service to Rail Service
Year Service Zone 9 Area Autos Passengers

(1) (2. ) (3) (4 ) (5)

A. Average Daily Passengers from Employe~ Autos

Factor 1000/0 5.4% 33.30/0 25% x 1. 23

1962. 9,400 508 169 42 52
1963 9,600 518 172 43 53
1964 9,800 529 176 44 54
1965 10.000 540 180 45 55
1966 10,200 551 183 46 57
1967 10.400 562 187 47 58
1968 10,600 572. 190 48 59
1969 10, 800 583 194 49 60
1970 11,000 59 198 50 62
1971 11,400 616 205 51 63
1972 11,800 637 21Z 53 65
1973 12.,200 659 219 55 68
1974 12. 600 680 226 57 70
1975 13,000 702. 234 59 73

B. Average Daily Passengers from Airline Related Autos

Factor 1000/0 17.7% 47.9% 65% x 1. 41

1962 2.4.900 4,410 2. I 110 1,370 1,932.
1963 27,600 4,890 2,340 1,520 2,143
1964 30,200 5.350 2,560 1.660 2,341
1965 32., 900 5.82.0 2.,790 1,810 2.,552
1966 37,900 6,710 3,210 2,090 2.947
1967 42..900 7,590 3.640 2,370 3 • 342
1968 48,000 8,500 4.070 2,650 3,736
1969 53,000 9,380 4,490 2,920 4, 117

~ 1970 58,000 10.270 4,920 3.200 4,512.,
< 1971 63,600 11,260 5,390 3,500 4.935~

! 1972 69.300 12,270 5.880 3,820 5,386. 1973 74,900 13,260 6,350 4,130 5, 823,..
"'l 1974 80,600 14,270 6,840 4,450 6,275u

1975 86,200 15,260 7,310 4.750 6,698
=<

..
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ARTHUR C • ..J£N~INS
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S ptember 27 J96J

T ..ANSPORTATlO .... - TI'lArrlC

rl'lANSIT - UTILITIES - VALUATION

Mr WlllJam L. Hoyt PresIdent
Goodell Monora,l Systems. Inc
634 South SprJ ng St r _ t
Los Angele s 14. Califo rni a

Dear Mr Hoyt

Since our original dJscussions on the subjec during last
April. a study bas been made of financial feasibihtyand
prehmJnary analysi s of passenger transportat on cha rac­
tenstJCS as reJated to th prospectlve InstallatIon of a
monorail syst m between th Los Ang I s international
Ai rport and the downtown a rea of Los Angele S wIth branch
lineservice to theeasterlvarea of the WilshJreBoulevard
section,

Sufficient data of a relJable natur bas now been assernbJed
and analyz d and estirnates have b en mad as to the prob­
able r venue produclng potentJal1ty of such an operation,
projected from 1960 to J 975 Contamed in the report sub·
Inltt dherewithare the results of thls work. together with
a preliminary layout of prosp ctive routes that are con­
sIdered to be adaptable to such a system

It lS my understanding that after your company has re­
view d thes fJl1dings a f nal report will be prepared to
show the cOlnplete flnan lal prospect of earnings, cost of
operation, and cost of facihties Including raIl cars. sta­
tions. track structur 5 and olh I' appurt nances. together
with stima €s of bond serVlce requirements
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.'\ REPORT ON F.TNA CIAL F EASIBIUTY OF A

GOODELL MO ORAJL PASSE GER LINE

SERVl G

LOS A. GELE~S INTER -ATIO AL AJRPORT

PART A

CONCLUS,_ONS AND DISCUSSION

OBl ECTIVE AND SCOPE

It is the objecti e of this n neral analysis Lo determlne the feasl-

bility of financing constructmg and operating a h1gh speed, light-weight

elevated 'monorail passenger system between the Los Angeles Jnternational

Ai rport and the dmr.:ntown busi nes s sectlon of Los Angeles. with a branch line

routed westerly to Serve a portion of the Wilshire Boulevard district.

This analysis will conslst of two phases. The first phase, thg

results of which are contained herein, relates to the I'nagmtude of potential

passenger traffic and revenue of such a system, and tentat1ve routing of the

rail line, The second phase wi 11 cove r those aspects relating to general

desirn characteristics of the ra,l cars and supporting structures, and of the

investment and bond S Pflong estHuates,

CO CLUSIONS

1. For a practIcal, high speedl, light weIght, attractive and convenient rail

passenger line operating be-tween the Los Angeles International Airport

~ and downtown trITllnal 1n Los An €,les. wlth a branch LJne 1nto the

Wilshi re Bouleva I'd Area. the source s of passenge r t raffi c would be:

A- 1



a DiverSlon of pass.engers who would otherwIse use the

al rport bus line o,n the downtown rout.e.

b. Dl.version of passengers who would otherwise use

automobiles to an.d from the ai rport.

c. Induced new tra£f:lc that would not otherwise use either

of those modes of; travel.

2. It is estimated that. potential annuaJ traffic from these three sources for

the year 1965, would be'.

do. Diversion of ai rEne bus traffic

b. Diversion of auto traffic

c. Induced traffic

Total Passengers

706,000

2.373,000

308,000

3,387,000

3. At the rat.e schedule presenilly in effect on the airport bus system, of

$1.25 for adult passengers, it is estim.ated that passenger revenue for

the year 1965 would be $3,991, 000 and revenue from other sources would

be $347, 000 I or a total of $4.338, 000

4. It is estimated that during the ten· year period 1965 1975, the average

annual revenue would be $7.224. 000.

5. The above estimates are premised upon a rail system of ultramodern

design, with high speed, light welght, elevated monorall type, operated

on short headways. wi th terminal facilities of modern, convenient and

attractJVe deslgn and fully coordinated with the architectural and physical

character of the new airport, with emphasis upon convenience of handling

luggage.

6. Economic feasibility of such. a system will depend upon the cost of

facilities, including the TIght of way. rail supporting structure, passenger

cars and station facilities; the annual cost of operation; and the cost of

financing.

A- 2
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7. With lncreasing alrline pass ng r traff'c, ]ncreaslng auton10bile congestion

and lnte f renc of vehlcular traUJc WJth 3Jrhn bus service at grade,

the re appea rs to be a n"lOSt kavorable ell Inate for an elevated raj lway

systern which. due to the concentrated pOInts of source. diHerenl charac~

ter of patronage and pres nl' far structure, has h'gh prospect of success

as con1pared wlth a conven 10nal local passenge r trans] t system that would

be requ.1 red to serve a scattered populaHon with short lnf"erval stops, high

peak to base ratj 0 and low fa re.

B. Final routing layout. wi 11 reg~u:tre extens;ve analys;.s as to avadability of

ri ght of way, rights of occupancy and use of existing st re 15 and freeways,

crossings wlth exis ..ing traffic arteries, most favo able downtown routings,

ana selection of sites for tenrunal facl1ities in the bus ness district. In

general. however there are thr e prospective routings that appear to have

merit, as follows:

a. Easterly from the a~ port along Century Boulevard to the

Harbor Freeway, thence north on the freeway into the

downtown area.

b. Northeasterlv f ro:m the a11"port aJ ong exis ti.ng ra~ 1road

right of way to Slauson Avenue, thence easte rly along

Sla uson Avenue to th Ha rbor Freeway> thence along

the freeway, nto tihe downtown a rea with bus conne ct.i on

to serve the Wilshi re Bou..l va rd Area.

Co Same as above, but with a branch rall line westerly from

downtown 'nto the Wl1shire Boulevard Area, or along

Hoover Street frolm a point in the vicimt of Expositlon

Boulevard.

A· 3



d Easterly along Slauson Avenue or Cent t.1ry Boulevard to

existJng rIghts of way and thence nodhel:ly mto the down-

town a rea from the southeast.

BASIC CONSIDERA TraNS

In approaching the questlon of financial feaslbibty. the baslC founda-

tion data required is an estimate of the potential passenger trafflc and the

prospect)ve annual revenue over a sufficient period of years upon which to

establish a reasonable and reahstic program of finanClng and net return

For purpose of this prelimmary report, certain of the basic consi-

derations are as follows·

1. Airline passenger traffic has been growing at such a rapid rate during

recent years, and the size and speed of planes have inc reased to such

an extent, that major airports of metropolitan areas throughout the

country have found it necessary to expand their runways and modernize

their passenger handling faclhties in order to keep pace with the trend.

2.. Improvement i.n jet age ai rplane design and expanded terminal facilities

has bee l ) prompted by public acceptance of this mode of travel and by

the desire of airllne companies and airport management to provide col-

lateral service to airline passengers commensurate ~'ith the superior

quality of air transportallon.

3. Except for the attractive downtown ticket offices. the modernistic and

futuristic appeal of the airline passenger industry is in eHect isolated

behind the entrance gates of the aj rports. Outside those gates. the ai r-

line passenger descends from the fantasy of his lofty luxury into the

realities of the perpetual battle of street traffic congestion

the mercy of the automobile.

He is at

4. Vehlcul.ar traffic congestlOn at the concentration points and on the streets

and freeways in the vi cinity of me t ropoh tan a rea ai rports has grown to

A·4



such proportlons as to log t}1t.' ntrar c s app oae s and park n

lots

5. Growt of a'rllne travel thalt " 01 -s frorr'! th Inher nt app al of th15

mode of transportation IS no doubt already ,-tare! d by the dJff1culty of

aIrport access and the ant:IC pat d futur up\.l;fard tr nd of air passenger

volu.rne n,ay be stifled b Intolerable vehIcuJar congestlon

6, DespIte past r luctance of the aIrlJJ1C' Jndustry and aIrport l1'dnagernent 10

conSIder ground transportation as an mt gral pa t of alrllne travel. the

tirne has arrIved when the imterreiatlonshlp of th. two must be recomjzed,

and It is imperative that steps be taken to break the bottl 'neck through

acceptance of some modern mode of tran.sportatJon that wIll conveniently,

comfortably and speedily bnng passengers to the aJ rports when beginmng

an aJ rli n t ri p. and take them away when the t np ha s b "en completed COI1)-

pletely free of the mterfert!mce of street level traffic

7. To accomplish this objective it 1S obvious that the passenger conveyance

must be operated either below or above the srr"eel surfaces. and in view

of the magnitud of prospect ve volu.me It is equally obvious that under-

ground facilities cannot be justified due t.o the hIgh cost of construction.

8. Therefore, it becomes evident that the only practical means of accomp-

lishing the objectlve is to adopt an elevated transportat]on system wlth

high speed cars of autornatic or sern1- automatic design. of sn,all enough

SIze to be flex.ibly adaptablle to automat'c operatIon and control, so as to

prOVide a relatIvel' short. interval of tune between cars.

~
~ 9. Des]gn of rail cars. supporting structures and station faClhtJes should be
<:
.'

!.
~.,

]11 k pi g w1th m 5t recenll and modern concepts of safety bght-weight

construc 10n. h]gb-strength metals unifornl rates of. acceleratlon and

<
decele J-ation n01 seJ es s and smooth operat) on 1 tron"c controls and

closed c" rcuit t levlsion mon\toring and appeal-n 1 decor conslstent i 1
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all respects wIth desJgn apPOlll t lnenrs comfort and convemence of the

serVIce provlded by the al r'llnes themselves

10. 5 ation faClht.l s. although necessanly of conservatJV desIgn, shouJd be

generous in proportions. attractlve In arch tecture. conveniently accessible

and closely located to anlpJe automobIle parkIng areas

n, Baggage handllng facll1tIes should be glven hJg11 pnorlty In desIgn of

cars and statIon equipment so as to reduce to a Inlmn,um the COSt, damage

and inconvemence of luggage transport.

12, The routing should be such as to take advantage of avallable airways over

streets. freeways or existing rail rlghts of way so that the cost of track

structures can be kept at a mJn1mum and dIsplacement of dwellings and

buildings can be aVOl,ded.

13. The vast expanse of avajlable space above the paved surfaces of the street

system offers almost unJilXlJted possJbtlltles as a means of relieving

vehIcular traffic congestion In metropolitan areas. where the capacity of

converging art-eries far exceeds the abilIty of the downtown traffIC system

to absorb the volwne jnto the antIquated system of streets that was laved

out in the era when automotive vehicles presented no senous problem.

PURPOSE

It IS the purpose of thjs study to determine the probable financtal

feasi bill ty of can structJOn and operatlOn of a h1 gh - speed elevated raIl rapid

translt system that will providle passenger serVIce between the Los Angeles

International i\lrpOI"t and a downtown terminal in Los Angeles and also to

explore the potentialities of extend ng a branch hne to the west to serve the

Wilshire Boulevard Area.

10 order to accomplJsh thIS objective, It is necessary to determine

the present volwne of passenger traffIC mOVIng between the airport and other
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concent rat; on pm nts a thE: nodh the reaf part~cula rly the downtown bUSlnes s

dIstnct In Los Angeles A.ttejr de t ermInJng the characterIstICS of the present

traffIC pattern It lS necessarv to proJect these est1mat s jnto the future so

that a reasonable flnanClng pelClod can be developed agalnst whIch to prepare

estJn1ates of potentlal revenue and the Jnvesttnent cost of pro'\IjdIng the trans

portatlon facJlItIes as well as the annual costs of ope atlng the system

EssentIally. thJS study IS for the purpose of determInIng the fll1an

cia} feaslblJJ ty of establIshmg such a speclahzed type of hI gh speed transpor

tation wIthout particular regard to the physical nature of the transportation

device itself.

BASIC ASSUMPTIONS

It is obvious from casual observation of the transportation problem

at the Internatlol1al Aj rport. that what.ever system of Hlass transportatIon is

consIdered. it WJ 11 have to be is eparaLed from the g ade of norma] veh~cular

traffic. This must be the baSIC premIse upon which the study is made.

Exper ence to date has lndlcated conclUSIvely that no form of mass

transporta Ion can satIsfactorily meet the problem If Jt IS to use E,xisting

st ructures. h' ghways and freeways mixed with veIl] cula r traffic or even on

privat.e right of way 1f the line must cross existing streets at grade.

This leaves two alternate methods of construction. eIther under

ground or overhead. The volume of traffic at present and that whIch may be

developed In the future 18 far less than SUiflCJent to justJfy an underground

system. It becomes apparent. therefore, that if a rail passenger system is

to be built. It must utilize the space above eXlstJng streets In the form. of an

elevated structure

Therefore thi 5 study must be conflI1€d to the premJse that the line

will be elevated for Its entlre length between the alrport and Its pOJnt or pOJnts

of destination to the north
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ROUTING

The system contemplated 1.S Jnherently a pOJnt··to·· pOlnt operation

with little, if any, intermed'ate local short haul traff,c. The pnmary objec-

tive. therefore, becomes one of tranSpOl"tlng passengers from a convenient

point of loading at the a:rport to a convement pOInt of dlscharge at final

destination over a route that wl11 permH the fastest travel withIn reasonable

limits of safety By reason of thjs point-to point characterIstlc the selec-

Hon of routIng becomes somewhat flexible which 15 highly important 1n

considering the initial investment 1n right of way facilit:\es

InitJal cost of the system is one of the controlhng aspects and its

financial success may depend greatly upon keeping the original cost at a

minimum. It becomes important, therefore, that In selectIng a route, maxi-

mum advantage be taken of existing facHities where available, that will

elim:nate the necessity for acquJr;ng use of land that is presently occupied

by residential and busines s development.

If it is possible to make use of existing raHroad d ghts of way that

are so laid out that the route will not be exces61ve]y d rCUltous. the cost of

construction can be kept at a minimum In doing thlS 1t may be necessary to

construct more mileage of bne than would be. required over a direct point to

pomt alignment

The ci r.-cui toY of roubng, however, does not offer too great a prob-

le'm in view of the high average speed that can be attained by an elevated

""'(
u
C'
11,
"=

'"

railroad system with few, if any, intermediate stops between terminals. It

is not the purpose of th.is study to develop joint use agreements between the

airport transit operatlon and owners of existing facl1 ties that might be

have a bea ring upon the final feasi bili ty dete rmination.

<
z

-.:: adaptable to the proposed ope ratlon. The elements of cost, however, will
Ll

"~
I

I
«
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he owner of an stlng r rJ t of way would demand payment for

use of th fac I tles durin rhe In'tlal constructJo period and a 1 as" r'ental

dUrIng futur y ars of operatIon In the area b tw • Ih aJ rport and down

town Los An el s there ar· many JT1dustnes that ar s rv d by branch lines

of the rnajo r raJ I roads LocatIon of the raJlroad tracks at" such that It nllCJht

...'

be possibl to use a comb'natlon of rallroad rIghts of way that would provIde

almost cant nuous routIng frOlTl th aJ rport fo r e downtown busIness sectlon

and c reale no Jnterfer enee WJ th no rmal raIl road op ratIon.

There is another possibJllty of using the ra Jroad nght of \Vay for

part of the dIstance and the freeway rlght of way for the remalnJng dlstanc .

Th latte r. although aHordwg a more dl ect routmg would involve speCIal

design cha racten sties at the 0 e rpas ses along the freeway where the clea ranee

fa r standa rd hi ghway cons r ct on has be. n n<ainta ined. J.t J S de 51 rabie, the re-

fore that the potentJal advantages and dIsadvantages of both fo n.s of rout,ng

be thoroughly explored

TERMINAL FACILIT1ES

ProvlSlon of adequate passenger tern<,nal faclht es at. the aIrport

and downtown presents a major part of the problem. Details of design are

beyond the scope of this analys' 5 but son,e consJd ratJon must be gIven to

the nature of t.he facl1i tIes when estln<atlng the pIobabl use.

At the airport. there will be am.pte grow1d area for construct.lon of

a suitable tenn-nal which will no doubt fIt In WIth the type of archItecture used

in the newly expand d facilities. In the downtown area, however. the problem

is much greater due to the more limited access routes and sUItable space for

tern<inal structures.

The eaSIest alld perhaps 1n the over-all analySIS, the most can

venient p01nt (or a t nninal would be at the PacJhc El tnc RaIlway BuddIng
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which is located on the southeast corner of 6th and MaJIl Streets. This IS

the main bus termInal for the interurban hnes of the Los Angeles Metro-

polltan Translt Authorlt.y. and also is avaIlable to several of the local translt

lmes. If a termmal were to be located jn th vJcinity of ex,sti.ng bus pick-up

points. there wouJd be major problems unless suitable arrang ments could

be worked out WIth the Clty for constructing an elevated bne along the

downtown streets.

PRESENT AIRPORT SERVICE

Pubhc transportation IS presently provJded to the airport from two

pick-up pOlnts In the downtown area; one at the Blltmore Hotel and the other

at the Statler Hotel, A transfer shuttle is operated between the Statler Hotel

and the Ambassador Hotel to the west on Wilshire Boulevard. Another air-

port bus route oper.ates between the ajrpol"'t and Hollywood.

In consIdering the most suitable 10caLJon for ter.Ylinal facilities.

an estimate n'1ust be m.ade as to the most centrally located pOlnt that would

be convenient t.o the greatest num:-J - r of potentIal al hne passengers. It

would appear that such a route as contemplated should extend beyond the

Biltmore Hotel which 1 S now the most northerly terminus, into the Civic

Center area. There IS no doubt a substantial amount of airline traffic going

directly to and from the City, County, State and F deral Buildings located

in the Civ) c Center.

A trunk line, therefore. operating from the airport terminal Into

the downtown area either over a combination of railroad rIght of way and

freeway or railroad right of way for the entlre distance to Su(th and Main

"z
~ Streets, WJ.th suitable extension to the ClYic Cente • would provIde a much
u
-;

needed serVlce that wou.ld probably attract a maximum traffic voluITle

tion of the term:inal in elther case is highly ~mportant

.A 10
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POTENT.'AL SOURCES OF TRAFFIC

When consIderi ng the f:· nanclal feasl bill ty of an a1 tport r ap.ld

translt bne all potential sou,rc s of traffIC must be explored 1n addItion

to the passengers who a e actually US1l1g alrl1nes comJng In and out of t,he

airport. there ar many workers r'egularly employed at the atrport a sub~

stantia.l number of sightseers who trave1 by automobile, and a large number

of persons who accompany a rllne passengers all makmg use of automobiles.

A good rapid transit ra:.l line will attract SOlTIe of the persons from

each of these categor' es It. must be kept in mi nd, howev r. tha t the san1e

problem which confronts rail rapid transit in general In our metropolitan

areas, is present when conSIderIng thIS lImited project and 1S perhaps more

accentuated due to the eXlrennely restricted area that WIll be served. Casual

observation of movement of persons and vehicles to and from and about the

airport, coupled with a general knowledge of the population distribution and

decentralization characteristics of the Los Angeles metropolItan area,

indicates concluslVely the rnpossibl1Jty of prov;ding adequate service to all

pe rsons using the ai rport

1n approaclnng the problem. therefo e 1t must be recognized that

a selected portion of the airport populatIon is to be served, and that the

pe rcentage of the tolal populatIOn may well be fal rly small. The re must bp.

a starting place, howeve r. and the logical approach is to layout one trunk

line by itself or possibly WIth one branch line feeder, that wIll within a rea-

..
"•;;
o
II

'"...
.t

"%
~
%

sonable mileage of track and roadwa fac)llties provide service to a potential

volUfi1e of traffic sufficient to meet the fmanClal requIrements of the facilitIes

and service to be provlded.

Thl s would naturally Inean selectIon of a route that wl11 connect
U
<r
?;: high density commerCIal and r'es!dential areas that are most productIve of
I:
<:

ai rhne travel. Here agaIn I:h,' s process can be done with a reasonable degree
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of accur acv th rough general knowledge of t e growth a d deve 1opment

characten stIes of t 1e area ,nvolved

DUrlng rec n t yea:rs the e has been a rap d gJowth of conlm~r-

cial entErpris s along Wl1shiLr Bou..1E"vard to the west of the dow11town

busi nes 5 a rea 1n tbese la ge buslness concentl:atlons. rnany of whIch are

home offices of state-wlde. weste.n states and natJonal lnstltutjons, it is

reasonable to expect that rhere would be a substant!al amount of business

travel to and from these off) (_es that would make up a sizable segment of

the potent1 al a trport t aifi c

The other principall pOint of concentration is the downtown area

Altbough there has been a consJderable expansIon of hotel capaCl.ty to the

west there still is a h1gh concent atlon of hotels in and Immediately adja-

cent to the cen ral business distrlct:. Also jncluded In thJS area are the

fJnancIal center of Southern CalJfornia. extensIve wholesal and ret.ail

acbvities. together wlth the City. County State and Federal OffIce

BUJldings in the CiV1C CeMer area All of these are close.l' associated

(
ii
o..
<:

WIth airline passenger travejl as well as aJr nlal] and al r express

Therefore. ;n developll1g an initIal approach to elevated lugh

speed rail transportation to and from the aIrport, It 1S logical to select the

downtown busIness area and the Wllshlre Boulevard sectlons due to thel r

high density cha ractenstics as the la rg st potentlal source of prospective

al rline passenger traffic. The remaInder of the vast region of the Los

Angeles metropohtan area IT:iust: at least for the p esenL be considered

as produc"ng inadequate concentration of potentJal trafflc to jusl)fy any

such elevated rail service

Ii suitab.le termJnal f--cibtles are const ucf-cd in the Wl1shire

a rea and downtown they w511 no doubt 5e rye as rnaj or collectlng cente rs

to which motorl sts will bnng thei r frIends instead of travebng the greater
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dIstance to the airport. ThJ.s means that adequate pro"ls~on must be made

for automobde park) ng ln the: mmedJ ate vie; mty of the aJrpo rt raIl line

terminals, together wlth smtable lounging and recreational £aCllities at

those points.

PASSENGER CONVEN.:ENCE F AC::LlTIES

To attaJn maXJmum potentia] traffic. the terInlnal facilIties of

the system must. be desIgned so as to offEr most, ,f not all of the pomts of

i ntere st and convenience affor.ded pa s senge rs \.IIho a re brought di re cUy to

the a1 rport.

Essentially, this raillme sholld be consJdered as a high-speed

extension of the airbnes themselves. ::1. should be possIble to work out

s,ome system of bagiage checking In the rail line terminals that would

obVIate the necessJty of rehandl1ng of baggage at t.he a'rport. At the outset,

this may be looked upon WJ th dl sfavor but eventually it should be considered

as a part of the servJce.

INADEQUACY OF PRESENT SERVICE

In the early days of alrhne travel. transportatl.on to and from the

airports was to a large extent conducted by a deluxe type of transportation

vehicle. w; th limousines being used; n many case s. The al rplane was

looked upon as a deluxe type of long.,haul transportation. and it was con-·

sidered necessary t.o maintain a high standard of groWld transportation

with luxury-type vehjcles commensurate wIth the quallty of the airplanes
,
<g themselves.

The limousine was actually a limOUSIne in those days and in

most instances they were modern Cadillacs. DUrIng more recent years,

however. as the volume of passenger trafb c has l.ncreased and the cost

of providing t ransportat" on has c. ontmued upwa d use of small capaclty
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deluxe vehicles as large.!y dJsappeared

In alJ large metropolJlan areas today t "typlcal groun.d trans-

portation serv c s prov d d by passen ,er buses. The bus s essentJally

no dIfferent from any other mass transit bus except for the t"ear end baggage

campa rtnl- nt Actually Jt IS I 55 appeallng n sO!"l",e respects than t .e

modern Interurban bus used ln rnetropolltan areas. Th re 15 nothIng about

th v ~] cl or the se rv) ce that presents any speClaJ appeal

The te rm, nal faed U e s of these bus II nes are noth ng mo re than

a waitIn o place at a hotel. with an atmosphere sorn what the same as that of

a conventlonal bus depot The general character of these faCJ1JtJ€s falls far

short of the standards of luxury of the jet age a; rplane and the convenIence

and attractn eness of the modern aIrport.

It is interestIng to note that airline personnel when seillng

tickets ln the well appOlnted a~rhne tlcket ofhces, lnqu're as to whether the

prospective passenger wlshes to use the l'l1mouslne " The word "bus"

seems to be dlstasteful w:"en. r ferring to a)rhne transportatlon ThIS 1 S

Half ourly serv ce IS lJke\'nse operated

not intended as an ll1dJctrnent of the ground t ransportatlon operators, Prob­

lems confrontmg these ompalles are largely beyond thea control.

At present al rport buses a re operated from. the downtown a rea

at lnte rvals of one half hour leavlng on the hour and on the half" hour from

the Biltmore and Statler Hotels

froIn the a'rport to those hotels.

A typlcal a·rllne t"'p fror. Los Angeles to San FranClsco Jnvolves

almost as much tune gettlng to the a"rport and checking in as _5 requlred in

the air between the two a1 rports. and then a .other lnterval of approxlmately

the same ti me on the ground gettlno from the San F ranci seo al rport to a

downtown destlnation. The travel time )S conslderablv extended for those

who n1ust proceed for a greate r d, stance
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Air travel is som,etu_'les mace "nore unpalatable when ground

transportaLlon employees a re on str:ke. and no terrn'nal connecting serVlce is

avaIlable. Such an lnCl dent recently occurred at the San Frand sco Ai l"port,

and m makjng a tnp fron') the B ltn1.ore Hotel to a place of r€sJdence In

Berkeley, the st.art.ing t.me h'om the hoteJ was 4 30 1n the afternoon and the

arrival tlme at home was 9.30 in the evenIng. of W1 :ch total tJm€ only one

hour was spent in the au

.~Il summa ry it might be sald that the weakes t hnk In ai rline

transportatlon has been the gr10und t.ransportation serVIce t.o and from the

airports. Airplanes have progressed in a relatively few years from the two-

engine DC-· 3 to the mode 1"n jets with the~ r luxurious appointments high speed

and ultra comfort for the passengers, On the othe r hand ground transporta-

bon has gone JU the reverse d:lrectlon from the fairly JuxurJous hmousine of

2.0 years ago to the 33-passenger bus. WhlCh f.inds It lncreasmgly dlHicult

to maintaJn a reasonable schedule due to street. trafflc congestlon

Any substant5al Hort to prov~de a modern :c.oeans of ground trans-

portalion more nearly in keep:mg wi th L e st.andards of ai rhne transportation

should be looked upon wjth grE~at favor by not only the aIrline cOInpanies and

the public, but also the ai rport admin' stration and dty traffic officials

EXPLANATION OF COMPUTATIONS AND STATISTiCS

1. General

In Part B of this report are shown the results of statJstical

analysis relat'ng to th.e past present and probable future trend of air-

line traffic mov ng th rough the Los Angeles lnte rnat~onal A5 rport.

Although the prima ry purpose of thlS r.eport 15 to determlue the

financIal feasibllity of a rail line operation between the airport and the
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downtown a1' a of Los Angeles, such flnd)ngs must be based upon a

reabst c analysls of past trends and Tea'5onable predlct10n of future growth

.Tt 15 therefore. necessary t.hat careful analys s be n,ade of

actual traffic volume not only on the ai rlines but· also that which passes

into and out of the airport confJnes by all modes of transportation,

The volume of passenger traffic that wlll be attracted to a 1'13.11

system will conslst of two segments. Fi st there wLll be those persons

who can be diverted from present means of conveyance. and, secondly,

there is the potent.aJ patronage of the future that can be captured as the

growth trend contJuues upward. This analYSl s has explored each of

those potent.al sources of traH1C 1n an orderly 5 quence and wlth an

ample degree of conservati sm.

l. Smnmary of Revenue Estlma te

On page B 13 under Sect:'on VXJ.E are shown the flnal estlmates

of annual revenue that can be expected from the proposed passenger rail

system at fou chfferenr rates of adult fare.

The process of d veloplng these revenue fIgu.res was to estJrYlate

the number of persons p_esentJy uSJng automoblles that could be attracted

to the rail line, and t.hen to estimate the nurn.ber of passengers that would

be diverted from the present ajrport: bus servic to the raJI bne.

This total \1Jas then :nCl'eased by 10% as an allowance for traffic

expected to be wduced by the novelty and attract. on of the new type mono-

rail transportation.. The n xt step was to segregate the total passengers

between reduced rate haH-fare and adult passengers.

Apphcable rates of fare were then apphed to the passengers in

each of these classes to determIne the amount of revenue for each, as

shown on pages 10 - 12.
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To that annual revenue was then added a further inc rem nt of

induced rev~nue at rat s varYlng as between the several fare classifica-

hans.

3. Example of Computation - For Year 1960

Estimated annual raIl I'll passengers was comput d as follows.

Total Passengers from Autos and Buses

Passengers Daily

Employee Autos 49 x 1.3 64

Airline Passenger Autos 2,000 x 1.6 3,200

Taxicabs 450 x 1.5 675

Total To
Autos Autos Zone 9----

Employee Autos 9.000 486

Airline Passenger Autos 19.600 6 500

Taxicabs 2.200 900

Total Daily Autos

Total Pas senge rs

Annual Passengers from Autos

Annual Passengers from Airline Buses

Induced New Traffic - 10%

Total Annual Passengers 1960

3,939

To Rail Line
% Number

10% 49

30 2,000

50 450

2,499

Annual

23.360

1, 168.000

246,375

1, 437.735

1,438.000

420 000

1,858 000

186 000

2,044- 000

Aiter computing the total annual passengers, they were then broken down

into the three passenger fare classifications for airhne employees' reduced

rate children's half··fare and adult full fare

Reduced Rate Employee Passengers

as follows;

Employee Autos

Airport Buses

10% 2.300

16,800

Total Employee Rate Passengers 19,100
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Half-Fare Passengers

AIrline Passenger Autos

Aj rport Buses

Total Half-Fare Passengers

Full Fare Passen.gers

Total Passengers

1%

1%

11,700

4,200

15.900

1,858,000

Less Redu ed Rate

Less Half- Fare

19. lOa

15,900 35,000

Total Full Fa re Pas senge rs 1,823,000

Passenger volun1e as con-~puted above was then apphed to the

specific rates of fare for each classlflcatlon to dete:rn.ine the estimated

annual revenue as follows for the $1. 25 basic adult rate:

Employee Rate 1.9.100!;E $0.35 $ 6,685

Half- Rate

Full Rate

15 900 llJ $0. 57

1823,000 @ $1. 14

9,063

2.,078,220

Total Annual Passenger Revenue 2..093.968

Additional nduced TraffIC 15% 314. °9S

Revenue from Other Sources 10%

Total Annual Revenue

4. Airline Passenger Trend

209,397

$2,617,560

.'
<
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Under section! of Part B, page B-1. the actual volume of

traffic moving through the airport has been shown by years as set forth

in official documents prepared by the Airport administration .

Airlir~.e passengers have increased over the past eight years

by an ave rage of 15.8% pe r year. There appears to be no reason to

expect a decline in the rate of growth unless there IS Some unforeseen

catastrophe of major scale involVIng national econon.ic or military emer-

gency, or unles s the volmne exceeds the ai rport capacity.
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5. Air Mail, Express and Frelght

A1r Mall has shovlin a consIstent upward t end except for

1957-58. durmg each of the past eight years a reragJng 7.2% after

allowance for the loss in 1957-58.

AIr Express and FreIght voltune has increased reoularly over

the same period of tJme averag-ng 13.4% per year.

It would appear easonable to expect that t.hese trends will like-

wise continue upward barrIng unforeseen major emergencies.

6. Local Alrport Statistlcs

Section HI page B- 2, shows that there were 285 Industries

located Wlthm a one-mile radius of the airport, with 75 leaseholders at

the airport with total employment of 32 .. 000 persons. At the time of this

survey there were 17 airlines using the ai rport w~th two addltionaI lines

expected In the nea r future This magnitude of act vity provIdes a sub-

<

,
u

stantial measure of potential airport raIl line patronage.

7. Forecast of Ai dine Pas sengers

Under sectlon IV on page B··2, there are shown the results of a

long range pred:ction of airlme passenger tr'affic extendIng from 1956

through 1970. These estimates were prepared by the Aviation ServIce

Company and s ubmi tted to the Los Angele s Depa rtment of Al rports in

February 1956.

Three bases of estimating were submitted as shown In the three

columns of the t.able. The first was tern1ed a "conservative" estirnate,

the second a "supportable'! estimate. and the third a "not iInprobable"

estimate. It is interesting to note that colun1n (4) of the table shows that

actual traffic over the penod of five years from 1956 through 1960 showed

annual increases in excess of the 'not Improbable'! estImate, with excep-

tion of the year 1958.
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)f thjs ac.tlJal pattern con lnued, certainly the conservallve esti-

mate WJll be r ached and)t lS qwte lIkely t.hat the supportable estimate

will be reached Under favorable conditions the past trend may continue

with a rate of growth that wJU equal, 1£ not exceed the third estimate as

shown on the table. It JS reasonable to expect that the trend of alrport

rail passengers w)11 continue upward if the volume of ai r15ne passenger

traffIC £ollows the predlcted trend.

Actually, there is a probability that the trend of growth on the

rail line ml ght exceed the t !:'end of growth on the ai dines, Th] s could

well be brought about as a result of the rapldly lncreasing vehIcular

traffic congestion 1n the vlclnity of the alrpo t and on Clty streets which,

as it worsens. will tend to d),scourage that m.ode of travel for airline

passengers They will virtually be forced to seek some other means of

..
u

~
U
o..'-,
<

It
<

travel and a well-desIgned elevated rapld transit i'ne will SOlVE their

problem, providing It offe s destination points that are reasonably con-

venient t.o the ai rhne passengers.

8, Automotive Train c

To any person uSlng the anEnes and to those visiting the airport,

it is obvious that a great volume of passenger t.raffic 's carried by auto-

mobiles into and out of the airport confines. At the present time, a

relatively small percentage of the tolal airline traffl C gets to and from the

airport by mass transit faClhties. By far the greater portion rehes upon

the private a utOl'nobl1e .

In addition to the aIrline passengers themselves. these automo-

biles car ry persons employed at the al rport. relatives and £rj ends of the

airline passengers and many visitors. Although no systematic count has

been aval1able to sho\.\! the annual growth of automotlve trafhc, lts effect

has been seriously felt by the heavy congestion on the main artenes leading
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to and fron th 3J rpo r yehle '" ong L on h s be I .. U"rof

onslcl rabl n rn not 0 I to lh r art adznlnlstrat n but also to

th Clt t raffJ d partm nt and th 5

9. VehIcular TraffIc Count

DI 1 } n of ghw 'S

In n ffor f 0 Y th ro dwork for 50rn means of r II f,

lraffl _OWll was onducted In 1960 and th r sults Wer complIed III a

docum'nl pr par d by Ih C llforn a 0 Slon of HIg lwa 5 ated

Octob r 1960 ThIS report ontaH1S results of de stl natIon

traffl surv y. the £indln s of winch ll1d;cate th pOInts to which dnvers

of utomobJles passing out of the aport. wer destIn d Th SUeY y

was conduct·d and h report comp'l d HI th su I manner to S ",r ate

the trafhc fi rst betwe n pr d s gated zone at' as and s condly as to

tl nature of the traffic and th type of vehicl ...

Under sectIon V on page B-2. and [allowIng sec Ions. ar shown

the resuJts of that surve . Th re w re four clasSIfIcatIons of vehl les

as shown n s etion ViI. ons 1 sting of pr'vat autornobl1 s taxl -abs

U-drive autos and "[or 1 Ir \ VP. cles. 'nc] din S s. ai rpo t coaches

and Ii rnousin s The total group \J as further 5 ore at d as to I'he nalure

of the tnp being made, r s tin 1n thre major lassificatlons as shown

nder sectlon V. Thes classifIcallons w re () aIrport nIploy .S:

( ) airllne passengers and rafflc r '.ated t ereto; and {3 mIse llan QUS

traff c

The en ral 1rect10.S '11 which v hIcl W 1" proc edlng a s they

1 ft the airport w re deter In d on the baSIS of [IV segmenrs which "I.'ere

w:ith relat on to th aIrport; north. nort ast, e st SOLlt t;;ast a 5 >uth.

., A furthe r s r g tl n of t r ff \I as mad to deter In· 01 of

hIcl 5 on an ho rly b SIS Th r suts show uncle r s ~ctlon VlU on

p e B-4 o th t tabl th tota v h1 les aunt d a

A 2
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hours of the day and by the type of vehicle

ThIs same segregatIon was made wIth r spect t.o the vehjcles

unde r the d, He rent clas . es of use The reslilts of thIs s gregatlon are

shown under section IV on page B··4, This table breaks the vehIcles down

between those of anport employees and those of non-employees. whIch

would include the airhne passengers and related trafflc,

10, Traffic Zone Layout

As indicated above there were a number of predeslgnated zones

lald out on the map of the Los Angeles metropobtan area for the purpose

of determining the traffIC using the aIrport that was destined to or ori-

ginated f Oln these vanous zones One of these zones was nwnber 9,

whi eh included the downtown busi nes s d; s t ric t of Los Angele s and the

Wilshire area extendJng approxirnately as far west as La Brea Avenue.

Under section X on page B·· 5 8 shown an analysls of the 2.4

hour traffic traveling between the airport and points In zone 9, segregated

by employees l autos, alrhne passengers and related autos, and taxicabs,

This analysls also shows the percent of the total destIned to zone 9, and

the percent in each classiCcation that it is estimated could be d1Verted to

the rail system.

11. Development of Annual Auto Traffic ProjectIons

Under section Xl 15 shown the number of passengers that it is

estimated the rad JJne would obtain. based upon the average occupancy

of the three classificat ons of vehlcles as determined by the traffic count.

These fjgures on page B---5 show an. estImate of 1.2.91 daily automobiles

and taxis that would be diverted to the rail line and an equivalent passenger

volume of 3,082..

On page B 6 under sectlon XII there is shown the estimated daily

autos 111 both dJrectlOns, ;n pl"o-ection from 1960 through 1975 as developed
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from the D VlSlon of Hlghways traffIC count Based upon the est.Imate

thereu1 that for each 100 an-line passengers th re would be 70 automoblles

using the aJrporl lh r' would be a tolal of 25 000 autos for 1960 42,000

for 1965 74 000 for 1970 and 109 200 for 1975 ass uming the ratlO

betw en 31rJjyH? passengers and automobiles to contmue unchanged. This

projection has been used hereIn for eslim.at,ng future raJ 1 hne passengers

and checked agal nsl a computat. on based on the long range e stlma te of

airhne passengers

Using these flgures and breaking them down between the several

classes of users the projected raIl hne traffic that would be dIverted

from autos] 5 shown under section X..E. pages B·6 and B - 7. The fi rst

group refers to employees' autos Of the total shown In column (3\ of

sect on XIJ., the ernployees' autos have been sec)" egated and shown ln

column (1' under section XJll. In colun1n .2' the nurnber of total

employees' autos destIned to zone 9 has been shown based upon the results

of the 1960 vehicular count, wInch showed that 5 4% of the total went to

zo e 9. In column (3) of section XI:J ther e are shown the number of

employee automob:iles destmed to zone 9 that probably would be

attracted by the raIl service. For thIS purpose, it was estimated that

10% would make use of the rail line

Unde r subsectJ on B of sectlOn XlII on page B-? J 5 shown the

san1e process of developl'nent for airbne and related autos The total

autos of this classl.f:ccation a '('00 shown in column (1\, and -11 column (2.)

has been included that portion which would be destmed to POInts in zone 9

based upon the traffic count of 1960 whIch mdlcated that 33% of the total

went to this zone. It is estJmated that of thiS zone 9 traffic 30% would

be attracted to the raIl serVIce and the results ate shown In colemn (3).
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At I'he bottom of that page under subsectJon C. taxJcab traffic

has been SlIn Jarly analyzed The traffIc count show d that 40% of taxi-

cab ':raffic was destined to zan 9. and for purpose of th1s r "'port It IS

estimated that due to the nature of thIs tr.affIC. 50% wou.ld make use of the

12. EstImate of Passengers Dl verted fronI Autos

Under subsection D on page B-8 the estlnlated automobJle

traffic In each of these classihcations has been converted Into passenger

traffic by applying the average occupancy rgures determIned by the 1960

traffic count. In column '4) of this tabl on page B 8, there are shown

the estimated average dally passenger traffIC from these three sources;

namely. employee autos a1 rlJ ne autos and taxicabs

In column (5\. these daily avt?rages have been multiplied by

365 to produce the estimated annual passenger traffIC ThIS process

<
ii
o

develops the estImated traffIc frmn one of the maj or sources. namely.

aut:omobile tra££1c

~ 3. Estimate of Passengers to be Diverted from Au"port Bus Line

The other major source :s the traffIC presently using the air-

port bus system between the ai t"port and downtown Los Angeles. To

determine the probable volume of traffJc frorn thIS source, an analysis

was made of the annual trafhc using eXIstIng routes of the airport bus

ope ration.

Of these several rou.tes, the one serving downtown Los Angeles

was isolated and the volume of traffic handled on an annual basis was

determined to be 420.000 passe get's for the year 1960. as shown on the

during corni.ng years In a reasonable relatlonsn.i.p to the InCrease in airline

.,
u..
~

:
a
<

table under section XIV It was est mated that this traffIC would increase

traffic and to the stimated increase in auto trafiic as estimated In the
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o & 0 study. ThJS segment of tra[flc was correspondIngly projected by

years from 1960 to 1975

14, Estlmated Passengers [rorn Othe r Sources

In column (3\ of ~iection XIV the two major sources of traffic

were combined to show the total estimated potent.ial rall llne passengers

that would be dlverted from the two .major sources of traffiC. In addi-

ion to the traffic expe ted to be captured from these two major sources i

it is estimated that t.here "',fjll be a certain measure of traffic that would

be generated by reason of. the novelty and Intere st of the new monorall

serVlce. To provide for this a factor of 1. 1 was applied to the pas-

sengers . n column (3).

15. Annual Revenue Computati.on

Having established the total number of anticipated passengers

annually as shown in colurrll1 (4\: It then became necessary to segregate

these totals into the several classifications of traffIC that would take

cliffe rent rates of fare. Thl s was done under section XV commencing on

page B-9

Under subsection A, the estimate of employees at a reduced rate

was developed. For this purpose it was estimated that 100/0 of the pas-

sengers from employee autos would be involved, and that 40/0 of the

present airport bus traffic. would be included, gIving a combjned result

as shown \.ll1der colllllln ') .

Under subsectIon B, the half-fare passengers were estimated,

based upon the actual perc ntage of half-fa es presently earned by the

airline buses. Deduct.ing these two c1asSl£ications frorrl total passengers

produced the volume of f 11 fare passengers unde subsectIon C. page

B-I0 in column (3
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HavIng deternll ed the volun1e of passeY,lgers 1n each of these

classifications the next step was to convert these passengers Into

estimated annual revenue ThIS was done under section XVI commencing

<u
o
'"'"<:

5
'Z

on page B-IO, using a lull fare adult rate of $1. 00.

In "he followlng subsechons B, C and D, the same process was

applied, using full adult fat'"es of $1. 25, $1. 35 and $1. 50. Under sub-

section E are shown the estlmat d percents of induced traffic that m1ght

be expected under these four baSIC rate classifications.

16. Revenue from Other Sources

In a rail operation such as that anticipated. there no doubt would

be a substantial volume of ai r mail. 31 r expres s l and air freight traffic

which would produce revenue ]n addition to the passenger revenue. It is

difficult at thi s point to make a reasonably accurai:e est~mate of the reve-

nue that nnght be der~ved from these sources. Therefore, an arbitrary

figure of 10% of passenger evenue at the $1.25 rate level has been

adopted. whIch 1S consldered to be on the conservative side. This

estimate s shown under section XVIJ.. page Boo 12..

17. Final Summary of Estimated Annual Revenue

Under section XVIII .. page B··13. is shown the final summary of

estin"lated annual revenue from aU of these prevIously discussed sources,

inc1udlllg newly gene rated traffic. nduced revenue I and revenue from

other sources. ThlS table shows the est.imates under the four different

basic adult fares considered. A the foot of this table is shown a sample

of the calculations involved in producing the revenue shown ;'1"1 these

columns, using the 1965 revenue under the $).3:> basic fare for the

purpose.

For purpose of thlS esbmate, no allowance was applied for

passenger diminutlOn at higher basic fares.
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1"o. System Chara e r sties

Seello X. X 5ho\.... :5 prehrrunarv h3 a l r'st s of the rail

systen Inc! uding rout 11 ages stat'ons. r lning llme and prospec-

...

u

tlve 'prnent requir m~nls under vanous ar apacltles. All of these

f atures rust be 'orked out wlt.h gr eater refJnernenl for final stnnating

of cost and Investment.

19. Swnmary

After following th step bv step development outli ed above. the

fInal annual revenue £1 ures as shown un er section XVJIl. paae B-13,

w r' developed. It 1 s felt that the revenues shown the reon can reason-

ably be expect d to mat riallze Jf the fundamemaJ p emise as touched

upon elsewhe e herein IS followed of sett'n up th' rall systerY, so that

its destination terminal fadlit'es w'n be at such locations and of such

design as to provide convenience of a c 5S comfort and attraction. at

1ea5.t equivalent to those pr s ntly afforded. by he anport bus system.

!t is impo t.ant to keep in nllnd that the dearee to whIch this

rail line can capture passen e traffic w1l1 epend upon the balance

between the desirable featu es 't affords as compared WJth the desi.rable

and u.ndesirable features of the existing a1 rport bus operation and the

private auto obile,

Arthu C, Jenkins

Fe!. AS E Mem. AlEE, Mem. SAE,
Mem. Soc. A1ner. Militar Engrs •• Mem. I.T.E.

Registe ed Professional Engil:leer
o. 246, Ci< it En inee.r
o. 2. 19 .. Electrical Enginee r
o. :J2 0 M chanica1 Engineer
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Par t B

STATISTICS AND COMPUT A TlONS

J. iurcraft and Airline Passenger Traffic· LAX(a)

Annual
Ai rc raft Annual Al dine Passengers

Movements Pe rcent
Year In and Out Number Inc-rea se

(1 \ (2.) (3)

952-53 245,113 2,358,009 ],8. 9
1953·54 2.77 085 2.,606,051 1iO. 5
J954-55 278,536 3,067,548 17.7
1955-56 266,455 3,627,886 1H. 3
l.956-57 305 843 4,284,530 1.8. 1
957-58 32.2,192 4,851,123 13.2

1958-59' 323293 5,159:103 6. 3
1959-60 304.361 6,366 .. 804 23.4

II. Mall, E~xpress & Frelght By Air - LAX(a)

<

Year

1952.-·53
1953-54
1954-55
1955-56
1956 ··57
1957 58
1958 59
1959·-60

AnnuaJ Tons
of Al r Mall

(I)

14;8J2
15. 313
16,78.1
17,681
2.0,268
19,664
21,411
23,875

Annual Tons of
Air Express and F'reight

(2)

29,400
32.,608
37,909
42,543
50,292
49,322
61,72.6
69,901

(a) Source: L. A. Dept. of Airports Annual Report, 1960.
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:I 1.

'" I h In I 1 ) 1 r" dl US 0 far po n

2 5 J dust I S \ Itb $300 000.000 annual pa, roll
7 L as holder, at,a rport llh 2,000 rnploy es and

w k1 pa"roll K edIn 4,000,000.
17 AJr1mess r ealrport

2 Ad Jt onal aIrhnes xp t -·d )11 11 ar futur e

Y ar

]956
J 57
1958
19<)9
1960

19b J

1962
1963
19 4
1965

966
J967
1968
1969
1970

st of Future Alr1111

3,300,668
·l247.626
i. 730 582
5,208 370

,759,936

.347,450
6 9,70 134
7, 26;720
8,315,412
<).034, 696

9,780,058
10,548 770
11.33764
12, ... -iO, 5-10
1Z,952,742

Suppor ta ble
Estlnlat.e

{ '- '

3 800,668
4,262 l48
4,780.336
5,361.146
6012.,526

6.743,048
7.562328
8 481 Ira
9"ll.6JO

10 667 270

I I, 963 344
13,416 890
IS, 04 7,042
16.875,258
18,92.5,602

J ot
Irnprabablt:

Est)lnat

(3 \

3,858.820
4. 303.884
::, 003 1 38
5.696874
6> 48 800

7.386 260
8.410,·t3S
9 -76 630

10 , 904; 526
12.416,548

14,138,226
16,098,632
18,330,868
20,872 626
23,766.824

Actual
TraffJ

(4 )

}, 944,967
4,669.063
4.8Z6.350
r,893,387
6,605.036

v .... utomotJve T afflc Departing LAX(c\

T P of Traffi

AIrport Employ's
Ai rhn Passeng rs

and Relat d T raff
Mis ]Jan aus Traff c~·

Tot' 1

Dl"partlllg Autos

P r nt

r 1\ (21

-1 500 26.5% 1..)

10,900 64.0 1.6
1,600 9. 5 1.3

17 000 100.0%

" BankIng, Post OfilC ,TourJsts, t.

(a)Sourcc,: L. A, D p rtmenl of AIrports Annual Report, 1960.
(b)Avl-tlon S rVl Co. Report: 1'0.2, to L.A. Departm ntofAlrports, 2/16/56.
(c)Source: O&D Sur "'. Cal1fc)rJ a DIVISion of H ghways, October 1960.
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0, r etlon

orth

O. '.3.

D s t 1at, on A r a

San Fe nando Valley, Santa
Monica, and Beverly Hills

Holl wood, Gl ndal WIl shi r
Downtown L. A .. San Gabriel Vall .y

P rc .nt

28%

35

E st

So. Ea.

Dir~ctly ast of a:rport and northern
po rt on of Or n County 1.3

L. A. Harbor, Long Beach, and
southern port on of Orang County b

South

VII. Type of Vehi 1

South Ba Are-a

AJ rport Area

Total

Typ.

9

7

100%

Pe rc nt

:!
u

-<
"

Private AutomobJ 1

Taxi

.Bus, AJrpo.t Coa 11 and Lln.QUSlne'

U-Orive Autos

Total

:~ Includes serVlC to hotels a d motels.

83.0%

10.0

4.5

2. 5

100.0%

(a) Sourc: . O&D Survey California Division of Highways, October 1960,
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VIlI. Departmg Tra(fJ c by Hout's and Type OW 24 Hours {a~

Bus
Hour Autos Tax] s & Limo. Tru ks Total---

(1; (2 {3 \ (4) (5)

6 7a 253 39 15 iO 317
7- 8 545 88 24 8 665
8 9 662. 58 29 1 760
() ·10 525 57 22 2. I 625

10 . 11 486 25 20 24 555
1 I 12 698 48 24 26 796
12 . lp 800 78 25 22 925

1 - 2 783 53 22. J 5 873
2. - 3 889 49 27 27 992
3 4 956 73 27 2. 1 1 .. 077
4- S 1, 331 72 39 10 },452
5· 6 819 46 20 9 894
6 7 988 75 39 12 1, 114
7 8 857 67 32 1 ) 967
8- 9 987 64 25 14 1,090
9-10 853 87 25 13 978

10-11 776 70 23 11 880
11 - 12 69l 23 20 5 739
12- la 512 17 12 7 548

I - 6a 600 40 640
Total 15,0) 1 ), 129 470 277 16,887
Percent 88.9% 6.7% 2.8% 1.6% 100.00/0

IX. Departing Auto TraffJc by Hours and Class - OW 24 Hours(a)

Employees on Employees
Hour Vehicles Pe rcent Vehicles Pe rcenl---

(ll t2. (3) (4 )

6- 7a 44 J. 0% 261 2. 1%
7 8 21.7 4.8 460 3. 7
8- 9 2.18 4.8 542 4.4
9··10 76 1.7 549 4.4

10 ··11 94 2.. 1 461 3.7
11 I 2. 177 3. 9 619 5.0
12- Ip J93 4.3 732 5. 9

1 - 2 135 3.0 738 6.0
2- 3 267 5. 9 725 5. 9
3- 4 436 9. 7 641 5.2-
4- 5 817 18. I 635 S. 1
5 6 3j7 7.0 577 4.6
6- 7 166 3. 7 948 7.7
7- 8 78 1.7 889 7.2
8- 9 135 3. 0 955 7.7
9-10 114 2. 5 864 7.0

10- I '1 130 2.9 750 6. 1
11 - 12 339 7.5 400 3. 2.
12- la 377 8.4 171 1.4

1 - 6a 180 4.0 460 3.7
Total 4,510 100.0% 10,501 100.0%

L (a) Source: O&D Survey, California DJV1SlOn of Highways. October 1960.

~~~'=--------
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x. DestlnatJOn of D parting Autos

24 Houlr T raffJ c Between LAX and O&D Zone 9

Emp oy e Autos
Total Autos
Percent a Zan 9

um.b r to Zone 9
Per c at r a Ra] J LJ n e
-umber to RaJl LlI1.e

Ai rline Passenger & Related
Total Aut as
Percent to Zon. 9

umb r to Zone 9
Percent to Rail Line

u.mbe r to Ra l Lme

Taxi cabs
Total r axicabs
Pe rc ent '·0 Zone 9
Nwnber to Zone 9
Percent to Raj] Llne
Nwnbe r to Rad Lll1e

4,510
5.4%
245

100/0
25

Autos
10.501

32. 9%
3,460

30.0%
1) 038

1, too
41.4%

455
50. 0%
228

Total Autos and TaX1S to Rall Line
One Way p r 24 Hour Day 1,291

Xl. Passengers Dlverted from Autos and Tax.l.s to Rail Line

Passengers to
Rail Line

One Both
Way Ways

(3) (4)
Class of Vehicle

Employee s I Autos

Airline Passenger and
Related Autos

Num.ber
of

Vehicles

(1)

25

1,038

Ave rage
Vehicle

Occupancy
(2 )

1.3

1.6

33

1.661

66

2,332

....
u
c.

"%
"«

Taxica bs 228

Total Daily Pas senge rs

- 5-

1.5 342 684

3.082



Xli. Pt'oject d Average Da:l.ly Auto Traffic (ADT)

EstJmated on ratJO of 0.7 autos per airhne passenger

AJ T bne Dally Autos Dally Autos
Year Passengers One Way Both Ways (ADT)

(l 12\ (3)

1960 -8,000 J2,OOO 21),000
196i 2,0 -,30O 14,200 28,400
1962 22 500 15 800 3 - ,600
1963 24 800 17,400 34. 800
1964 27,000 18,900 37,800

1965 29,300 21,000 42,000
J966 33,800 2-3,700 47,400
1967 38,400 26.900 53 800
1968 42,900 30~00O 60,000
1969 47,500 33, 300 66,600

]970 52,000 37,000 74,000
197 1 57,2,00 40,000 80,000
197 2 62,400 43,700 87,400
1973 67,600 47,300 94.600
1974 72,800 51,000 102.,000
j 975 78,000 54,600 109,200

XIII. Projected Rail Lne Tra£flc from Autos

A. Employees Autos Both DJrections

"I
<
[j
o

"

Yea r

1960
1961
1962
1963
1964
] 96 5
1966
1967
1968
1969
1970
1971
1972
1973
1974
19 7 5

Total Autos
(1)

9,000(a)
9,200
9,400
9,600
9,800

10,000(a)
J.O -' 200
10,400
10,600
10,800
11,000 (a)
11,400
11,800
).2,,200
12,600
13,000

Destlned to
Zone 9, 5.4%

(2)

486
497
508
518
529
540
551
562
572
583
594
616
637
659
680
702

Es tima te d Rail
Div e r sian 10%

(3)

49
50
51
52
53
54
55
56
57
58
59
62
64
66
68
70

(a) O&D Survey, Califorma Divisi.on of Highways, October J960, Table 6.
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B. rIme and R lat Jd Autos (ADT)

Y. r

1960
1961
1962
1963
1964
1965
196
]967
1968
1969
1970
197J
972

]973
1974
1975

Total Aut.os
(1 )

! 9, 600 (a \
22,300
2 00
27,600
30,200
32.900(a)
37. gOO
42,900
48,000
53,000
58,ooot.a)
63,600
69,300
74, 900
80,600
86 200

D:>Stl d to
Zone 9

33%
(2. )

6 500
7,400
8,200
9, 100

10,000
0,900

j2,500
14,200
15,800
17,500
19, 100
21, 000
22,900
24,700
26,600
28,400

Est) mat d
Rail Dlversion

300/<,
(3)

2,000
2,,2.00
2, 00
2 7Q10
3,000
3,300
3,8010
4,3010
4,7010
5,3010
5,7010
6,3010
6,9010
7,400
8,000
8,SC10

C. Tax'cab TraffIc (ADT)

"

Year

1960
] 96 1
1962
1963
1964
1965
1966
1967
1968
1969
J970
1971
19' 2
1973
1974
1975

Total TaXl5
1 •

2,200,·b'
Z, 00
2,800
3, 100
3,400
3,700
4,300
4,800
5, 00
5,900
6,500
7, 100
7 800
8,400
9,000
9.700

DestJ ned to
Zone 9

40 0/0
(2)

900
1,000
1, 100
1,200
1,400
1,500
1,700
1 , 900
2,200
2,400
2,600
2,800
3, 100
3 J 400
3,600
3) 900

E5tIma d
Rail DivcrsJOI1

50%

(31

4'50
500
5'50
600
700
7'50
8 ~50

9'50
I, 100
1,200
1,300
1,400
1,5'50
1,700
1,800
1,9'50

..,
(.

•<

(a) 78 4 % of A DT O&D Report. Califorma D1Vl 5J on of Hl ghways
pc g 11 and Table 7,

(b) 8, 8% of . DT. 0& D R port, CalJforrua D Vl 51 on of HI ghway s ,
Oetobe r 1960, pa 1 I and Tabl e 7.
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D. Equlvalent Auto to Rall Passeng rs

Dally Pass

Al rl ne A"erag
En p]oyees' Passenger Dally Annual

Aulos f~~utos Taxis Pa ssenge)' Passenger
Year 1.3 x A. (3) 1.bxB.. 3\ 1.5xC.(3\ Tra{f'c T ra Hie

) /2 3 ) 4} ( 5'

]960 64 3,200 675 3,9 9 I 438,000
1961 6r:; 3,500 750 4 315 1,575,000
) 962 66 4 000 830 4,896 .,78 7 ,000
1963 68 4 300 900 5,268 ] 923 000
1964 69 4 800 J I 050 5,919 2. 160 000
1965 70 5,300 1 no 6,:'00 2,373,000
1966 72 6 100 1,280 7 452 2 720.000
1967 73 6 900 1,430 8 403 3,067,000
1968 74 7 500 1,650 9,224 3 367,000
1969 75 8,='00 J; 800 10,375 3,78 7 ,000
]970 77 9 10O 1 950 11,127 4 06 1,000
1971 8J I.O 100 2, 100 12,281 4 83 000
1972. 83 ] ! 000 2,330 13,4)3 4. 896,000
1973 86 11,800 2,550 14 .. 436 c:,,269,000
1974 88 12,800 2,700 15,588 5,690.000
1975 91 13 600 2,930 16,62J 6 067 000

XlV. Estimated Potent)aI RaJl Line Pass ngers

DIverted {nom Pres"nl. FacJlitles
AJrpol·t Bus Aula and Taxi CornbJned
Pass ngers ,Passf'ngers Total

Y ar to Ralls to RaJJs Passengers
(1) /2\ (3)

"...,
U
t<

f
"0(

1960
19b1
1962
1963
1964
1965
1966
1967
1968
1969
1970
]971
1972
1973
1974
1975

420 000
477,000
534 000
59 J ,000
649,000
706,000
813,000
920,000

1,02 7 ,000
1135,000
1, Z42" 000
1,358,000
J, 474000
1 0 589,000
1, 705 000
1 , 82 ' ) 000

I 438.,000
),5 7 5,000
) , 787,000
'.923,000
2 160,000
2,373 000
2,720 000
3,067,000
3,367,000
3 787 000
4,06),000
4.483,000
4 896,000
':> 26q 000
5 690 000
6.06 7 ,000

8-

1,858,000
2,052,000
2,32. 1,000
2,514,000
2.,809,000
3,079,000
3,533,000
3,987,000
4,394,000
4 922,000
5_303 000
5 841 000
6,370,000
6 858,000
7,395,000
7,888,000

Tot,al . ncludlng
e\.V Trafflc at

Factor of 1. ]
(4\

2,044 000
2,2·57,000
2 553)000
2,765,000
3,090 000
3,387.000
3,886.000
4,386,000
4,833,000
5 4 4,000
5,833.000
6,425 000
7,007 000
7,544.000
8, 134 000
8 677,000



B. Half Fare Pas engers

<

.
,
w

Ye r

1 60
196 I
196;?
1963
1964
196~)

J966
1967
1961'
1969
1970
1971
1 7;~

1973
1974
197 1-

ron1
A r _In

Pa 5 ng r
utos

J • 0 %
( I )

11,700
12,800
1 ,600
15 '00
17,300
I 300
22 300
25,200
27,400
31,000
33.200
36 00
40, 100
43. J00
46,700
4 , 00

-9-

From
Pr s nt
Al r po r t

Bu s
1. 00/0
(2

4 00
4 00
5,300
5,900
6.500
7 100
8 100
9 00

10, 300
11,400
12,400
13 00
14,700
1 .900
17,100
18.l00

1 . 00
17 , 600
19, qOO
21 ,600
24 ,000
Z6 400
30 00
34 ,400
37,700
42.400

5 600
~0.400

4.800
5q.OOO
63,800
67 800

rs



r

1 60
1 1
1962
1963
1964
1965
]966
Ig67
J 68
I 6
1970
1971
1972
1973
197·t
)975

XVI. Est

A. At Fal" oJ $1. 00 1$.9 pIu_ $ Oq ax)

Full Far $0 91
H If FarE' 0 4";

Emplo F r 0 3'"

To a]

E plav s Half Fa r s Full Far s Pa n '. r
y ar $0. r $0.45 $0. 91 Re· nue

J ) ( ) \3

J9 0 $ 6,6 5 0:. 7 1 $ be; 7 770
1961 ., 525 7 9 '.83 .7 47 JSI

196 8, a 8 9 2 072 3 3 2 089 28
1963 1 9 720 2,244,3 3 26 188
1964 975 LO 800 2,508 • 1 '" 2 ti2 190• :>

1965 10 780 I 1 • 80 2,74Q 38 2 772 4 8

• 1966 12,2 ]3,680 155,42 8 0
u 1967 13. 25 J 80 ,S 1, J 3,591 !36CI ,
.. 1968 1 ,330 16, 6 24 31- 956 70

~
1969 16,835 1 080 4,396,66 .,f ·n .... 1:,80

· 1970 1 375 20,520 4, 736,45 4 77 3 '":
!: I 71 20 020 ~2 b80 5 2J7 3 4 l), 260 094
E en . 00 2 ,660 5,690. • J 2 5 73 ,772
~ 1973 3. 310 , - - 0 • J2 .7 .344•.. 1 74 ~4 , 990 28. 71 0 6.606 6.660,11

197~ ,6 - 30, I) a 7 04 7 04 276
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B. At Fare of $1 25 1$1. 14 plus $0. j J Tax)

Full Fa re Net
Half Fa re Net.
Errtployee Fa re

$ J. 14
.57
,35

Year

1960
}96J
1962
1963
] 964
J965
i966
1967
1968
1969
]970
197J
1972
1973
J974
1975

En1plove 5

$0. 35
, 1 \

$ 6,685
7,52 ?
8,330
9 135
9,975

10,780
12.2.85
] 3 I 82l)
15,330
16,835
18,37 5
2.0,020
21,700
23,3JO
24 1990
26,635

Half Fa res
$0,57

$ 9,063
"0,032
11 I 34 3
12,312
13,680
1S, 048
J7, 328
19,608
2:' ,489
24" . 68
25,992
2,8,728
3J,2.36
33,630
36, 166
38,646

Full Fares
$J. 14

$2.078,220
2. 294 706
2,596,122
'2, 8' ~ ,582
3, 142,4 J 0
3,444,852
3,952,950
4,462,074
4,916,250
5,50 7 ,9JO
5,933,586
6.536,076
7,12.8,648
7.674,936
8,276.172
8,828,274

TotaJ
Pa!:>senge-J:'
Revenue

4

$2,093,968
2,3J.:::.2.63
2. 615, 79S
2,833,029
3, '16b, 06"
3,470,680
3,982 563
4A95,?07
4,953,069
5,548,9J3
5,977,953
6 584. 824.
7. J 8!. 584
'7,731,876
8,337,528
8,893,555

C. At Fare of $1..35 ($1. 23 plus $0. J2 Tax)

Full Fare Net
Half Fa re - Net
Employee Fare

$1. 23
0.62
0.35

~,

Year'

1960
1961
1962,
1963
1964
1965
1966
1967
1968
1969
19 7 0
1971.
1972
1973
1974
1975

Emplovees
$0.35

( 1

$ 6,685
7,525
8 330
9, J35
9, 97 5

10,780
J2,285.
13,825
15,330
16,835
18,375
2.0,020
21,700
23,310
24,990
26,635

Half Fares
$0.62

(2)

$ 9,858
10: 912
12.,338
13,392
J4,880
6,368

18,848
21, 328
2,3,374
26 288
28,2 7 2
3 ~, 248
33)976
36,580
39,srb
42,036

. I 1-

Full Fares

$1. " 3
(3)

$2,242,290
2,,471).869
2.801,0 7 9
3 033,549
3,390.495
3. 7 :6,814
4,26"-,025
4,814,343
5, 304, 375
5,942, 74~
6 .. 402 027
7,052,082
7, 69J ,436
8,2,80,85?
8,9Z9554
9,525,243

Total
Passenger
Revenue

(4 )

$2,258,833
2 494,306
2 821 747
3,056\ 076
3:415,350
3 743,962
4.296,]58
4,849,49b
'3,343,0 7 9
').985,868
6,448.674
7,103,350
7,747,112
8,340, "/42
8,994,100
9,593,9'14



D. At Fare of $1. 50 $ 1. 36 plus $0. 1.4 Tax)

Full Fare ,- Nt.t $].36
Half Fa e . Net 0.68
Employee Fare 0.40

Annual Rail Line Passenger Revenue
Total

Employees Half Fa res Full Fa res Passenger
Year $0,40 $0.68 $1. 36 Revenue

( I' '2l (3\ (4:)( ,

J960 $ 7,640 $10,812 $ 2.,479,280 $ 2.,497,732
196] 8,600 j 1 ,968 2,73 7 ,544 2,758 11 2,
1962 9,520 13,532 3,097;128 3,12-0 180
1963 JO,440 14,688 3,354,]68 3,379,296
1964 11. 400 J.6,320 3,748,840 3,776,560
]965 12,320 17,952 4, 109,648 4,139,920
1966 14,040 20,672. 4,715 800 4,750,512
1967 15,800 23,392 5,323,176 5,362,368
1968 J7,520 25,636 5,865,000 5,908 156
1969 19,240 2,8,832 6,570,840 6,618,912
1970 21,000 3 J, 008 7,078,664 7, 130,672
1971 22,880 34,2,72 7,797,424 7,854,576
1972 24,800 37,264 8,504,352 8,566,416
1973 2.6,640 40,120 9,156,064 9,222.824
1974 28,560 43,384 9,8 7 3,328 9.945,272
1.975 30,440 46, 104- 10, 531 976 10,608,520

E. Induced Passenger Revenue

"w
~
u
o
"'"<
",',
i
"u-,
U

":>%....
<:

Ba SlC Rate
of Fare

$1. 00
1. 2·5
l. 35
1. 50

XVII. Estlmated Revenue from Other Sources

Mail, Express and Freigh
Concessions and Advertislng
Joint Facility Use
Other Sources

Total

(Apply to annual passenger revenue at
present base fare of $1. 2.5. XVI. B.)

- 12-

Percent of
Induced TraWe

20%
15
13
10

% of Passenger
Revenue

5%
3
1
1

10%



XVlll. Surnn1.8 nl

Othe r Source 5

Base Fare
Y.ar $1. 50

(4

1960 $2,2J6 700 $ 2 617,000 $ Z 762.000 $ Z 957,000
1961 2. -i 7.800 2,890 000 3.050 000 3,265.000
1962 2 76 .100 3,270 000 3.450,000 3,694,000
1963 2,999. 100 3 54 1,000 3,737000 4,001 000
1964 3, 3S ~ , 600 3 958.000 4, 176, 000 4,471,000
1965 3,0 7 4,000 4,338 000 4 578.000 4, 90i, 000
1966 4.2l6 000 4,978,000 5,253.000 5,624,000
1967 4,759:000 5 619 000 5,929,000 6,348,000
1968 5 243,000 6,J9],000 6,533,000 6,994,000
1969 5,874.000 6,936,000 7,3J9.000 7,836,000
1970 6,328 000 7,472,000 7,885,000 8,442,000
1971 6,912.000 8,173.000 8,627,000 9,240,000
1972 7.484.000 8 859,000 9 354,000 10 023.000
J973 8.01.2 000 9 1492.000 10,025,000 10,745,000
1974 8 592 000 10. l8B.000 10,763,000 11, 540, 000
1975 9, 25,000 10,827 000 11,441,000 12,269,000

Sample Calculation 1965 Col ·3, $4,5 7 8,000
8. Passt.nger Rev. XV~. C. 1965 Col. (4\ $3,743,962
b. Inducement Factor XVI. , E. for $1.35 fare - 13% or 1.13
c. From (a\ above 3;743,962 x 1.13 4,230,677
d. From XV.:, oth r revenu'" factor 10% of $1 25 fare base revenue
e. From XVI. 1965 Col. (4), 10% of 3,470,680· $ 347,068
f. From tel abov .4,230,67 7 plus 347,068 4.577745 (4,578,000\

XIX. SysteITl Charactel'l<::tlcs

A. Route Mileage

]. Downtown LJ ne App roxllnately 15 miles OW
From. LAX to downtown Los Angeles Te rm) na] and
beyond to C1VJC Center Terminal.

Z. WJlshlre Lme . ApproxlInately 18 mll s OW
Fran, LAX to downtoVJn Los Angeles Tennlnal or viclnity
thereof, th"n westerly parallellng Wl1shlre Boulevard to
a termJ Ilal Hi the V1Cll1.l tv of the Ambassador Hotel.

B. Stations

.,
1. At Los Ang les InternatlOnal Airport
2. Downtown Los Angel s
3. CIV1 c Center
4. Wilshl re Boulevard
5. Posslbl future stops

Coll1seurn
Holly\ ood Pa rk
IntermedIate as r qUI red.

- 13

2
2
]

'3
8



C. Running TJm~

L Downtown Los Angeles
2. WIsh) re
3. Ave rag schedule speed
4. Average termlna] stop
5. Average lntern,edJate stop
6. LAX to WllshlIe - 18 mlles
7. LAX to C)V1C Center· 15 ml1es

R T 1 hr. 20 mm.
R T, ~ hr. 40 mi n.
60 m. p. h.
10 min.
5 mln.
18 m n.
15 mm.

D. Equipment Reqmrement

Annual passengers
Average per month
Ave r-age p r day
Average per hour
Ratio max. hr. to ave r. hr u

Average max. hr. - Both dlrectJons
Average max. hr. - One way

3.387,000
282;000

9,300
380
2.0
760
380

1 6
2. 3
3. 2
3. 6
4.4
5. 3
5. 7
6.7
7. 3

Headway (Mm. )

2. 1
3. 1
4.2
5.0
6.2
7.3
8.0
8. 9

10.0

100 %LF 75% LF
Passenger Car Max. Cars Per Hour

Capacity 100% LF 75% LF

10 38 51
15 26 35
20 .19 25
25 16 22
30 13 18
35 1 I 15
40 10 14
45 9 12
50 8 II
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fF 694 • P73 ARCHIVES

1"045)'
Prellffilnar~ eport on
firlarlcial feasl. ill t~ of

SCRTD LIB A' Y
425 SOUTH M I

LOS A GELE I CA. 90013

MTA LIBRARY
ONE GATEWAY PLAZA, 15th Floor

LOS ANGELES, CA 90012
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