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Mr, O, A, Smith, President
Pacific Electric Railway Company
675 Pacific Electric Building
Los Angeles, California

Dear Sir:

As a part of the systemwide rehabilitation studies which you have
requested, there is submitted herewith for your consideration a report
relating to modernization of the Northern District passenger service, as
presently conducted by rail lines.

This report is one of several that will cover the entire passenger
rail system and sets forth the comparative financial results to be expected
under the several plans of operation studied. Analysis of the financial
status of the Company, the problems confronting it under continued rail op-
eration and the need for modernization of facilities, indicated the desir-
ability of proceeding with this phase of the survey in advance of others due
to its heavy bearing upon the Company's financial status.

During the year of 1947 system passenger rail operations were
conducted at a net loss of 3,426,129, Despite increases in fares that be-
came effective on February 1, 1948 and substantial economies of operation
brought about during that year, an operating loss before bond interest on
passenger rail operations was incurred in the amount of $2,893,962 during
the twelve months' period ending Octobher 31, 1948. To attempt to further
reduce the deficit by lowerine the standard of maintenance and service on
the rail lines would not be prudent. Other means must be adopted.

It has heen the purpose of this study to develop a method of oper-
ation that will maintain a high standard of service to the public and at the
same time convert the heavy losses presently and heretofore incurred on the
Northern District Rail Lines into a reasonable profit, Results of the
studies indicate conclusively that these objectives can be realized through
elimination of rail service and establishment of modern motor coach operation.

It is estimated that under continued rail service, these six lines
will suffer an annual operating loss of $970,000 without giving consider-
ation to interest on bonds and other appropriate deductions from income. As
compared with that loss, establishment of motor coach service will produce
an operating profit of at least $155,000 or a net improvement of epprox-
imately 1,125,000, and at the same time provide the public with an adequate



Mr, O. A. Smith, President
January 15, 1949

service of hish standard commensurate with similar types of service in effect
throughout the Country.

Continued rail operation usines either present ecuipment or new
P,C.C. cars would result in heavy financial losses even if track and roadway
and facilities were in first class condition, Actually, however, to contin-
ue rail service of any character will require an estimated expenditure in
excess of $2,700,000 to bring track and roadway up to proper operating
standards.

Upon the basis of the studies made and the content of this report,
it is concluded that passenger rail service should be discontinued and that
modern motor coach operation should be established. Such a modernized oper-
ation will redound to the benefit of both the public and the Company through
providing an improved service and producing a measure of profit more nearly
meeting that to which the Company is entitled.

Respectfully submitted,

zé?éaii}af Eﬁ;zftﬁiabaéi;ip.

ARTHUR C. JENKINS
-



Pacific Electric Railway Company

REPORT ON
NORTHERN DISTRICT FASSENGER RAIL LINES

FOREWORD

In the preparation of basic data, assembly of field information,
development of cost, revenue and other financial data, the files, re-
souroes and personnel of the various departments of the Company have
been drawn upon to a substantial extent.

Preparation of the material necessary to completion of this
report has involved comprehensive field surveys, exhaustive study of
records, extensive cost analysis and the preparation of numerous sets
of detailed schedules and manpower assignments, all based upon actual
conditions, official records of the Company and practical operating
practices.

The wholehearted cooperation and assistance rendered by the vari-
ous departments and offices of the Company in this work has been of
inestimable value. Service rendered by the Research Bureau, Schedule
Bureau, Engineering Department and Passenger Traffic Department are
worthy of special mention. It is desired to particularly acknowledge
the assistance rendered by lire He C. Marler, Passenger Traffic Manager,
Mr. D. R. Lewis, Engineering Assistant to the President, and lMr. L. He
Appel, Research Engineer and his staff.

ARTHUR C. JENKINS



Pacific Electric Railway Company

REPCRT ON

NORTHERN DISTRICT LINES

TABLE OF CONTINTS

Letter of Transmittal

Foreword

A - BASIC CONSIDERATIONS

Purpose and Scope of Study ¢ » o s s ¢ ¢ s 6 o oo 2o 0998 ¢ &

Fundamental Premise

Financial Rehabilitation and Service Modernization
General Modernization Program
.Related Proceedings and Reports
Types of Operation Considered

Methods of Computation . «

L]
Revenue....-o..
Expenses .« s « 4 o o o
Depreciation . ¢« ¢ ¢ «
Traffic Checks o+ ¢ ¢ «

B - FINANCIAL ANALYSIS
Summary of Results o ¢ « « «
Improvement in Net Operating
System Deficit ¢+ ¢ o o o o «
Equivalent Fare Increase . .

C - PRESENT RAIL OPERATION
Description of Routes:
Pasadena Short Line . .
Pasadena Oak Knoll Line
Monrovia=-Glendora Line
Sierra Madre Line . o «
Sierra Vista Loeal Line
Baldwin Park Line ., « .
Mileage Schedules . + ¢ o «
Service Characteristics:
Pasadena Short Line . .
Pasadena Oak Knoll Line
Monrovia=Glendora Line
Sierra Madre Line , , .
Sierra Vista Local Line
Baldwin Park Line . « «

. & 5 & =

- 9 3 & = 9

- + & " % @

. 4§ & = & &

Income

L ] L] - -

- 8§ & % & & =n

.
L
L]
.
L]

«a 8 5 & & w »

Characteristics of Area Served .
Traffic Characteristics and Trends

4 & 8 p s = =

.
»
-
-
-
L
L 3

. & & % 3 s 8

- % » ®w ® s & »

s &« 4 = 8 @

v & s q 8 * 3

« % a € ¢ & 9 a & s @

e & u e & & F b

" & & 8 ® 3 a s

- % 4 & = @

8 W w 8 & 8 = a & & 9

. &4 & ® & & 8

*

" * & % & s a “« & % » - 4 & & @ & @

s & & & = & » 9

a & 8 @ & 8. a . = = @ f & = % @ = =

e @ & a8 # & = =

.- s B & 8 8 &

- % ® & § % & " 8 = 9

e & ®« » » & & @

2 ¢ ®# & & F @ 4 & @ 9 4 8 @ 0 & b &8 s s 2 @

Requirements,

* 9 ° & * »

"« 4 w % & @ 4 @

"= & & " @& 5 " % » =

- - L] -

«® & 8 =» & = @ - & = 4

4« ® & 4 & 5 =8

4 = « g & s & 3

. B % 9 “« & & 2 ¢ »

4 &« % a * »

» & = = # & = - a2 = ®

- L - - - - - -

" & & & - 4§ s & & =

w ¥ & & 8 8 a

4 &« ® ® 8§ » & »

“« ¢ & ¥ = 8 = ® s & a "= & & s & &

@ = & 5’9 8 s =

" & &8 9 & 3 & " & & & &« » & & 9 & 8 9 & o w

« & 9 & & & BB

i

(G RG.RC, B R VAV SIS

2 v\

10
10
10
11

11
12
12
12
13



TAB‘%E OF CONTENTS
Continued)

C = (Contd).

Equipment and Facilities: ; :
Ra:'IJ.CarS....-...o.-........&_.
Interlocking Plants « « ¢ o« s ¢ ¢ o o ¢ o 4
Electrical Substations . ¢ o ¢ « o s s « &
avack and Roadway s ¢ o s o 650 6.4 5 8 ¢ @

Freight Operations o o « « o o » o ¢

Future Passenger Eaming Prospects « o o o« « o » o 06 o o = o

D - RATL OPERATION WITH P,C.C. TYPE CARS
Boubby and SETWACe s & » 8 % o @ & & % % 9 #

Equipment Requirements « « s o« o s o ¢ 0 ¢ 6 0 2 060 ¢ 0 o o »
Track Rolabilitation « o o s w9 % ¢ ¢ 06 o 0 8 2 & oo % & @
Other Facilities Required for P,C.C. Operation o « o « « » o o
Financial Results € @ % 8 P g B e e e N e e e s e & 4
Rail Shuttle-Motor Coach Feeder Plan « « « o o s o o » « s ¢ &
E - PROPOSED MOTOR COACH OPERATIONS
Routes and Service & & 5 o6 9 8 B W 8 6 B S W 8 & 8 8 " & @
Pasaderm Short Line , ¢ s s o o 9 v 6 # 6 9 » o5 6 9 & o
Pasadena. Oa.k KnO].l Line o e § o B 8 4 @ & & 0 & 8 g & & &
MonrowiasGlendora Line o+ ¢ o 6 6 6 o 6 o0 49 4 6 ¢ % ¥
Sierra Vista local Line « v o ¢ v o o # ¢ s s « 5 » & « »
Los AngeleS-BﬂldWin Parle: ANE a w @ % o iy B e g0 e W
Sierra Madre Line . TR S T S T R T N T AR TR T I e T
Equipment Requirement for Motor Coach Operation « « o« o »
Other Facilities . I SRR S~ T S S U I S T
Pinancial Results s o o & 5 3 & ® o o ¥ v e ® o 0 v e @
Suita.bility Of M.Otor CoaChes " ® B e ® % 6 @ ® ¢ ® 9 ® ®
Prior Reports and Proceedings « o« s o ¢ « e« w09 o » # #
Prospect for Rail Rapid Transit ¢ ¢« ¢ ¢ a ¢ ¢ ¢ ¢ « s & &
Load Factors PO S S TP N YO S T U U SO G T A e L T S
FI‘Eight Rail Connection at Azusa ¢ P e 8 e 9 W Y e E e @

F - SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS
Conclusions © P el e e e W e e s B e R R
Recommendations . ® W OR R E R R W R A e e W RN R
T A T O I

TABLE OF CONTENTS

LIST OF TABLES
No.
l, Consolidated Summary of Estimated Financial Results of
Operation Under Various Plans for Northern District Lines ,

w " g & 8 8

& ® & ® 8 W @ B ® 53 = & s ¥ a

16
16
17
17

* @ & 9

18
19

20

e & ¥ = & @

21

22
23
23
23
23
23
2l
2
25
25
26
26
28
28
28

e & g & & § & & % s 9 = & = B

31



LIST OF TABLES (Contd).

No.

2.
3.
Le
5.
6.
Te

84
9a
10,
llr
12-
13.

1k,
15|
16.
17.
18,

19.
20,
21,

22,
23.
2L
25,
26,
27,

A

P

PEN

D

I

X

TABLE OF CONTENTS

(Continued)

Estimated Financial Results by Lines:
Pasadena Oak Knoll and Short Lines . .

Monrovia-Glendora Line . « o o o « «

Sierra Madre Line
Sierra Vista Line

Baldwin Park Line

e & & » & ° ¢ s =

e« ¢ & o & o & v =

L . .

« ¢ 0 * @

-

.
Proposed Northern District Shuttle Service

Comparative Service and Operating Data:

Pasadena Oak Fnoll and Short Lines , ., .

fonrovia-Glendora Line . . .

Sierra Madre Line
Baldwin Park Line

Cost of Additional Facilities and Equipment

@ = @ .

Ld - L4 - Ll -

- . - L] - - . . L] . .

Ledger Value of Facilities to be Abandoned .

Estimated Salvage and Cost of Removal:

Consolidated SUuMMATIY « o ¢ o « ¢ o © ¢« ¢ 5 o
Pasadena Oak Knoll and Short Lines . . « « &
Monrovia-Glendora Line and Sierra Madre Line

Sierra Vista and Alhambra Lines

- . - - L] -

doint Trackage v « o v o @ 4% ¢ & o & & & &

Present Condition of Track and Roadway:

- - - - - -

#® & & =

- - - - - -

- . - - L ]

- - L] L] -

L ] L - . 0w

- . & - -

Pasadena Oak Knoll and Short Lines o « « ¢ & 5 = o » »
Monrovia-Glendora, Sierra Madre and Baldwin Park Lines , .
Estimated Cost of Rehabilitation for Continued Rail Operations

Passenger Statistics and Trends by Lines:

Pasadena Short Line
Pasadena 0Oak Knoll
Monrovia-Glendora L
Sierra Madre Line
Sierra Vista Line
Baldwin Park Line

LIST OF MAPS AND CHARTS

No,
T

IT,
11T,

L] - L L]

Line
ine .
e o @
-« » =

- L] - L]
*« & » = 0
- - . . -
- L] - - Ll
. . . . -
. Ld L - .

* & & 8 8

4 & ®* & a »

Map of Pacific Electric Railway System . .
Map of Present Routes of Northern District
Map of Proposed Motor Coach Routes , . +

T I T

- L] . & & =

. L] - . L] -

e & & 8 & e

"« & = & & @

- % % =

* 8 & 8 &

- - - . . -

21
iii

v
vi
vii

viii

xviii

Ry b

xii

xxiii
po.alid

Xxvi

Page No,
xxviii
OE1X



ARRENDIIX

TABLE OF CONTENTS
(Concluded)

LIST OF MAPS AND CHARTS (Contd).
Nog Page No,
Charts - Passengers, Seats, and Units of Equipment at
Maximum Load Points:
IV, Pasadena Short Line « + 4 « & '

[ I B I " @ 0 L I T B O B N B R m

Vo Pacadons Oak Knoll 1ine s o s v s o o v we s v e p s o e xxii
VI‘ MOnI‘GVia-GlendOI'a Li_ne. [ 20N TR Y T T T T " S RN U B I T R U T x}od.ii
VIL SieI'raMadI‘eLine,............-.--.--.. worv
Vi, Slerfa Vista ldne o o @ « s % @ @ & o % @ & s § @ p & o @w XV
i 5 BaldWinPaI‘kLineooaqooccao.poaootvl.'. xxxvi
X, Chart - Trend of Passengers and Revenue by Lines . , 4+ o « & xxxvii
XI, Sketch of Proposed lNew Motor Coach Temminal - 6th & Main . . xoooriii



Pacific Electric Railway Company

COMPARATIVE ECONOMICS, SERVICE AND

CPERATING RESULTS

NORTHERN DISTRICT PASSENGER RAIL LINES

A - BASIC CONSIDERATIONS

PURPOSE_AND_SCOPE OF STUDY

The purpose of this study is basically to determine whether or not it
may be possible to preserve passenger rail service on the Northern District
Lines either by application of revised methods of service, operations and
facilities of the present plant, or rearrangement of those elements to ac-
commodate new P.C.Ce type rail cars operated under the most modern practices
and procedure, and in the event that both such rail programs should prove to
be infeasible, to develop some other plan of operation that will fulfill the
requirements of adequate service and reasonable financial returns.

In view of the widespread desire on behalf of many public and civie
representatives that rail service be preserved, this study has taken into con-
sideration all practical advantages of rail rehabilitation through use of
most up-to-date rall cars of the P.C.C. type and the reconstruction of facili-
ties required for this operationa

FUNDAMENTAL PREMISE

It has been accepted as a basic assumption in conducting this survey and
in deriving the conclusions and recommendations set forth herein that the only
way in which the public can continue to be supplied with passenger transpor-
tation service by Pacific Electric Railway Company is for the physical and
financial elements of the operation to be adjusted to the extent necessary to
produce a reascnable profit to the carrier and a correspondingly adequate
standard of service to the public. To propound the theory that standards of x
service are paramount to the financial solvency of the carrier who is required
to provide that service is tantamount to depriving private industry of its fun-
damental incentive to remain in business and its inherent rights under the
principles of free enterprise upon which the foundation of our economic system
is established.

The problem can be epitomized as consisting of two primary responsibili-
ties, first that of the carricr to discharge its obligation to the public in
the most efficient and effective manner through the exercise of prudent and
far-sighted managerial discretion, and the second, is the obligation of the
persons benefiting from the service to pay a sufficient amount in return to
offset the cost of providing it and, in addition, assure the Company of a

e



reasonable measure of profit. To attain the desired balance of interests

and eocuities it is essential that the problems of both principals and the re-
strictions under which they must function, be thoroughly understood and the
superficial effects of minutia be subordinated to the paramount issues that
go to the more profound consideration of survival or extinction of the trans-
portation system.

FINANCTAL REHABILITATION AND SERVICE MODERNIZATION REQUIREMENTS

For the year of 1947 consolidated operations of this carrier were con-
ducted at a net loss of $1,760,072.98. Passenger operations, including both
rail and motor coach lines, were conducted during that year at an operating
loss* of $2,793,875.97. Passenger service conducted by rail incurred a loss
for the year of $3,426,188.91. Some relief was experienced during 1948 as a
result of the increase in fares that became effective on February lst of that
year and through drastic economies effected in many departments. Despite
those improvements, passenger rail operations suffered an operating loss# for
the most recent twelve month period for which figures are available of
$2,893,962. This figure applies to the twelve months ending October 31, 1948.
Of that loss 77 per cent was chargeable to interurban rail lines and 23 per
cent to so-called local lines. Of the 77 per cent representing interurban
rail line losses, the five interurban lines of the Northern District, under
consideration herein, were responsible for 57 per cent or §$1,270,000.

In view of these losses it has not been possible for the Company to main-
tain the desirable top level of facility maintenance and similarly it has not
been possible under the circumstances to follow a long range program of rail
car replacement. Consequently, the service to the public has not been at the
highest standard that could have been possible through use of modernized
operations and facilities. In drawing this conclusion a distinction must be
made between types of service. Actually, under the rule of a seat per passen-
ger which is adhered to within reasonably practical limits, the individual
passenger has & more commodious service than would be the case with new P.C.Cae
carss Both the P.C.C. rail car and the modern motor coach offer higher sched-
ule speeds due to their lighter weight and higher rates of acceleration and
decelerstion. As to interior arrangement and seating there is very little
difference between the P.C.C. car and the modern motor coach. The latter does
possess the important advantage of free steering maneuverability.

Viewing the problem in its broad aspects there is real and urgent need
for financial rehabilitation and service modernization on these lines of the
Northern District,.and the results of the studies made indicate conclusively
that the only feasible plan to accomplish both objectives is through estab-
lishment of motor coach service in lieu of the antiquated and non-profitable
rail operations, Revenue potentialities are not sufficient to support the
heavy cost of maintaining the fixed facilities required for rail operation.

GENERAL MODERNIZATION PROGRAM

This report on the Northern District interurban passenger rail lines and
the northern end of the Watts-Sierra Vista Local Line is one of several such
reports that will cover all rail passenger lines both interurban and local.

¥ = Before allocation of bond interest and other appropriate deductions from
operating income.
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In the systemwide modernization program it is intended to study not only
the rail passenger lines but also all existing motor coach lines for the pur-
pose of determining the extent to which service improvements can be made and
their financial status improveds It is not only the rail passenger lines
that are suffering deficits. Recent analysis discloses that of the 25 motor
coach lines operated by the Company, only 8 were profitable. The remaining
17 lines were operated at a losse. '

RELATED PROCEEDINGS AND REPORTS

As indicated above, this and other reports are a part of the major
modernization programe This report and others already prepared and presently
in process of completion are directly related to the formal proceedings be-
fore the Public Utilities Commission of the State of California in Applica-
tions Nos. 23053 and 27466 and Case No. 4843.

The Commission's Decision No. 41152 dated January 19, 1948, in those
proceedings and exhibits submitted by Commission and Company witnesses prior
thereto are all closely related to this report and those others of the same
series. There is also a direct relationship between this report and exhibits
and testimony submitted in evidence before the Commission at the hearing held
in Los Angeles on October 13, 1948+ Specifically, the exhibits referred to
were Nos. 46, L7, 48 and 49« This report also covers one phase of the
studies recommended in the Preliminary Report submitted to the President of
the Company dated July 15, 1948.

Considerable of the basic and supporting theory behind the findings set
forth herein will be found in the exhibits and testimony above referred to
and for sake of brevity, they will not be repeated as this report will be
made a part of the same proceedinge

TYPES OF OPERATION CONSIDERED

All possibilities of economies through continued operation of rail ser-
vice under present conditions have been explored and a determination reached
that rail passenger service as conducted with present equipment and facili-
ties cannot be made to pay its way, and that to bring about a reasonable re-
lationship between earnings and cost of providing service, major changes are
mandatorye In order that due consideration be given to all possible means of
accomplishing the desired results through modernization of facilities and ser-
vice, the scope of the survey has been extended to include,

(a) A replacement of the existing rail cars with modern
light-weight, stream-lined PCC-type cars equipped for
one-man operation.

(b) Shuttle rail operation between Los Angeles and Sierra
Vista and metor coach distribution from Sierra Vista.

(¢) Conversion of present rail operations to highway ser-
vice utilizing modern motor coachess

The systemwide modernization program has been segregated into several
parts, each one applying to a natural subdivision of the rail system general=-
ly embracing those lines serving a specific geographic area and conforming to
the operating divisions of the systems This study covers only those rail



lines included in the Northern District and other studies will be submitted
covering rail operations in the Southern and Western Districts.

In conducting the surveys and developing the financial estimates under
the various methods of operation outlined above, two standards of loading
have been used including that presently in effect as prescribed by the Public
Utilities Commission of the State of California and another providing for
less restrictive loading standards on interurban lines during the morning and
evening peak traffic periods. Present standards provide a seat for each pas-
senger on interurban lines throughout the entire day. The computations made
herein where higher load standards are used, contemplate 150 per cent load
factor on rail cars and 60 passengers for a L5 passenger capacity motor coach
on interurban lines with no passengers standing longer than thirty minutes
from the central loading area,

It is not intended thot the interurban load factors described above are
to apply except during the short peak hours morning and evening.

METHODS OF COMPUTATION

Revenue - Under each of the plans considered, revenue has been estimated
upon the basis of actual earnings during the months of 1948 projected for a
period of twelve months. There has been no speculation as to the probability
of increased traffic due to new types of equipment. Extensive analysis of
various sources of information on this subject has been made and it appears
that there is wide variance between the views of operiting managers on various
properties throughout the country as to whether or not new equipment in re-
placement of old actually produces any increased traffic, and on those prop=-
erties where induced traffic has been agreed to exist there is difference of
opinion as to the estimated amounte. It appears that if new equipment does
induce additional traffic there would probably be no difference in the per-
centage as between new rail cars and new motor coachess. If it should be
assuned that new equipment would induce additional traffic, it would be logical
to expect the increase to occur during peak periods as well as off-peak peri=-
ods, thereby increasing to a corresponding degree the operating expenses which
would be reflected in the final estimates of net earnings, as the costs of
operation as computed herein adhere closely to the loading standards applied
in each instance.

If it were a matter of computing the financial advantages of one type of
equipment over another in replacement of vehicles on profitable lines, the pro-
vision for an increment of induced traffic, if such should be determined to
be proper, would possibly be of importance. However, when considering rail
lines of the Northern District of this Company which are currently operated at
a substantial and constant loss, the relatively small element of finaneial im-
provement that might exist through induced traffic is rendered insignificant
when compared with the magnitude of economical improvement possible through
replacement of older more costly rail equipment with modern motor coaches.

In this connection when comparing the merits of modern rail cars with
those of modern motor coaches it should be kept in mind that the elements
ordinarily considered to be traffic stimulating are frequency of service,
schedule, speed and fares. As to frequency of service and schedule speed,
motor coaches have the advantage over modern rail equipment and correspond-
ingly should be expected to develop a greater stimulation of traffic if any

~ly=



consideration is to be given to such effects of modernization.

Upon this basis of reasoning, annual revenue for lines of the Northern
District as included herein under the conversion plan has been estimated to
be no different from current earnings expanded to a twelve months'! period.

enses - Operating expenses, as reflected by the estimates of finan-
cial results of operation contained herein, represent actual costs in accord-
ance with the accounting records of the Company. These have been carefully
analyzed and segregated into sufficiently minute detail to afford final re-
sults that are as accurate as it is practicable to determine. Cost of train-
men's wages for present operation have been computed upon the basis of the
actual cost per car mile during the first six months of 1948, increased to
reflect the higher wage rates that became effective on October 16, 1948. No
allowance has been made for increase in clerical wages which will probably
be retroactive to sometime in 1948. For _other plans of operation, wages of
trainmen and operators have been estlmated upon the basis of the actual __
schedules and manpower requlrements determlned to be necessary upon the basis
of field traffic checks taken on each line, In view of the fact that in the
systemwide modernization program all rail lines are to be vonsidered for
modernization, full costs and taxes have been used instead of out-of-pocket
costs, except to the extent that certain modifications were required as a
means of eliminating inconsistencies that might otherwise obviously exist.

When considering a systemwide modernization program, the only equitable
basis of computation is that of full cost. The theory of out-of-pocket cost
should only be applied in isolated instances where service or operating
changes on & minor scale would have no direct bearing upon costs of a general
nature that would not be reduced by the changes contemplated.

Depreciation - Depreciation expenses have been computed upon the basis
of actual rates presently used by the Company for accounting purposes. Under
the revised depreciation formula recently prescribed by the Interstate Com-
merce Commission for application to Pacific Electric properties, it might be
contended that charges assigned to Ways and Structures accounts are unneces-
sarily high. However, whatever the difference might be, it would amply be
offset by the fact that a service life of only seven years has been applied
to motor coaches in the financial estimates, whereas actually the Public
Utilities Commission has approved a life of ten years for such equipment. Use
of a ten-year life instead of seven would increase the financial advantage of
motor coach operation by approximately $92,571.

herein are based upon schedules prepared in conformance ‘with actual trafflc
as determined by special field traffic checks on each line involved, covering
the full operating period of the day.

B - FINANCIAL ANALYSIS

SUMMARY OF RESULTS

There are included in the Appendix a number of financial statements con=-
taining the results of the analysis of various methods of operation on the
Northern District rail lines. The results of each individual line are shown



in detail on separate statements and the combined findings are condensed on
a summary Table No. 1, which, in brief, shows as follows;

ESTIMATED ANNUAL FINANCIAL RESULTS OF
NORTHERN DISTRICT LINES

Units of
Net Operating Equipment
Income Required

AT PRESENT LOADING STANDARDS
Present Rall Qperations
Pasadena Oak Knoll and short Lines $(T80,936 35

Monrovia=Glendora Line (293,742 20
Sierra Madre Line 18) 9
Sierra Vista Local (North) (152,358) 16
El Monte-Baldwin Park Line 281,770 _g%
Total 9 10
Rail Operation - P.C.C. Cars (459,770) 101
Motor Coach Operation 155,334 120

AT PROPOSED LOADING STANDARDS

Present Rail Operations % (800,0 80
Rail QOperations - P.C.C. Cars (271,21 78
Motor Coach Operation 304,862 101

(RED_FIGURES)

IMPROVEMENT IN NET OPERATING INCOME

Under each plan of operation one set of computations has been prepared
to show the results under loading standards of a seat per passenger on inter-
urban lines as presently required and in effect, and another to show the re-
sults under loading standards permitting a reasonable standing load on inter-
urban lines during the peak traffic periods. The theory relative to loading
standards is set forth in Exhibit No« 49 submitted to the Public Utilities
Commission at the hearing on October 13, 1948 in Application No. 27466 and
Case No. 4843, and also in the report on the Venice Short Line.

It will be noted that whereas the combination of Northern District
Passenger Rail Lines operate at an aggregate annual operating loss of
$973,424, modernization through use of motor coaches will result in an annual
net operating profit of $155,34, at present loading standards and $304,862
at more lenient loading standards, or a net financial improvement of more
than $1,125,000 at present loading standards and approximately $1,275,000
under the proposed loading standardss

Under P.C.C. car operation the table shows an estimated annual loss of
$459,770 at present loading standards and a loss of $271,218 under proposed
loading standards. From Table No. 1 it will be noted that the Sierra Madre
line will operate at a loss even under motor coach operation.

These estimates indicate that under motor coach operation, at present

loading standards, approximately 7.5 per cent of gross revenue would be re-
tained as net and under the more lenient loading standard about 15 per cent
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would be retained. It is considered that for this type of industry where
labor costs are such a high percentage of total operating expenses, an
operating ratio of 15)per cent is not excessive. Although the theory of
reasonable rate of return on appropriate rate base for utility properties
has been adopted as the standard measurement of earnings over a period of
many years, the tendency in the transportation industry, particularly that
which is predominantly motor coach operation, has been away from rate of re-
turn and directed towards operating ratio.

The need for such a revision of theory for application to transit oper-
ators has been forcibly emphasized during and subsequent to the war by the
repeated annual demands for increcse in wage rates of employeess In virtu-
ally all cases such wage increases were granted after lengthy negotiations
and in many instances after further lengthy arbitration. The formula by
which such wage increases are accomplished carries with it a retroactive pro-
vision making whatever increases are finally granted effective as of the date

of expiration of the previous contract even though the settlement may not be
reached until several months after expiration.

During the meantime the Company's earnings continue on a normal basis
with no provision being made for acouiring a sufficient amount of revenue to
offset the cost of increased wages. The operator is precluded from filing
an application for increased fares to offset increased wages until such time
as the amount of increased costs has been definitely determined. Even after
such determination has been made by the Company, there usually is a retro-
active period of considerable magnitude which cannot be compensated for even
if increased fares could be made effective immediztely upon signing of the
labor agreement. Usually that period of time is extended considerably before
relief can be had through increased fares, if such are granteds

This means that the operating Company is subjected to the increased cost
of labor, without compensation through increased fares, for a period of sever-
al months before relief is obtained. Fare increases, when they finally are
permitted, do not ordinarily moke provision for the interim loss. It must be
absorbed by the Company.

This is only one example of the contingencies confronting an operating
transit company. Earnings in this industry are closely attuned to other de-
velopments in the area served such as strikes, increases in cost of fuel with-

out warning, increases in price of equipment and other items necessary for
continuation of operation.

SYSTEM DEFICIT

Tt should be assumed upon the basic principles of business economy that
an operator is entitled to earn a sufficient amount of revenue to mest costs
of operation and provide a reasonzble profit. On the rail lines involved in
this study such is not the case. Actually it is estimated that the five rail
lines considered in the Northern District will incur an annual net operating
loss of approximstely $973,000, For the year of 1947 the entire rail passen-
ger service incurred a deficit of approximately $3,500,000. On the system
operation as a whole for that year the net income represented a loss of
$1,760,000, despite the fact that freight business produced an operating profit

of §1,851,000.
EQUIVALENT FARE INCREASE

Upon the basis of a rough estimate of the investment required under motor
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coach operation, the profit under present loading standards would result in

a return on the investment of approximately L5 per cent, To realize this
financial improvement through fare adjustment would require an average in-
crease in fares as applying to these lines, of 55 per cent and at the more
lenient loading standards, 62 per cents These increases are upon the assump-
tion that no traffic would be lost, however, it is highly questionable that
existing traffic would be retained under such heavy fare increases.

In order for the Company to realize such a financial improvement through
reduction of costs, it would be necessary to curtail present operating ex-
penses 37 per cente This would be equivalent to eliminating completely more
than the total cost of operations of the Pasadena QOak Knoll and Short Lines.
This percentage is based upon present maintenance standards of equipment and
track and roadway. Actually, those standards have been permitted to drop down
to the bare essentials for reasonably safe and satisfactory operation and,
therefore, continued rail service would necessitate an annual expenditure of
much more than is now incurred in order that deferred maintenance would be
picked up for normal continued operation. It is obvious that under these
conditions it is impossible to realize even the minimum recsonable net earnings
under continued rail operation, and that the only solution, if service is to
be preserved, is to discontinue the costly rail service and establish modern
motor coach lines.

C - PRESENT RAIL OPERATION

The six passenger rail lines covered by this study operate from the Sixth
and Main Street Terminal in Los Angeles and are identified as follows:

Pasadena Short Line
Pasadena Oak Knoll Line
Monrovia-Glendora Line
Sierra Madre Line
Sierra Vista Local Line
Baldwin Park Line

Maps Noses 1 and 2 of the Appendix show their routing with relation to the
area served and the system operationse Various characteristics of the individ-
ual lines are set forth below,

DESCRIPTION OF ROUTE

Pasadena Short Line - A common route is followed by both the Pasadena
Short Line and the Pasadena Qak Knoll Line between Main Street Station, Los
Angeles, and Oneonta Station on Huntington Drive. For a description of route
between those points, refer to Los Angeles-Pasadena via Oak Knoll Line.

From Oneonta Station at Fair Oaks Avenue and Huntington Drive in South
Pasadena, the Pasadena Short Line proceeds north on Fair Oaks Avenue, over
private right-of-way for a short distance, thence along paved street through
the residential and business sections of South Pasadena and through the com-
mercial and business districts of Pasadena to the car house on Fair Oaks Ave-
nue north of Cclorado Street.

Fair Oaks Avenue is situated several blocks west of the business center
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near Azusa. Arcadia is the home of the famous Santa Anita Park race track.

This line uses the inside tracks of the four-track system between
Indian Village and E1 Molino, running "limited" between those points.

Sierra Madre Line - This linc follows the same route as the Glendora
Line from Los Angeles to San ifarino, and for description of route between
such points, refer to the latter line. At San Marino, the Sierra liadre
Line branchés off to the north and east on private right-of-way paralleling
Sierra Medre Boulevard to Michillinda Avenue, thence in paved city street
to Baldwin Avenue in Sierra ladre, and via Baldwin Avenue and private right-
of-way to the end of the line at Mountain Trail Avenue in Sierra liadre.

From San Marino the Line operates through residential districts, the
business and light industrial sections of East Pasadena, an agricultural
area, and finally the community of Sierra Madre. Shuttle bus service is now
provided on this line between San Marino and Sierra Madre at night and dur-
ing off-peaks and on Sundays.

Sierra Vista Local Line - This local line operates from 103rd Street in
Watts over the outside tracks of the four-track system on private right-of-
way paralleling Long Beach Avenue and other streets to Olympic Boulevard,
thence in paved streets over CGlympic Boulevard, 9th Street, Main Street,
1st Street, lLos Angeles Street, and Aliso Street to private right-of-way com-
mencing at Mission Road. From Mission Road, the route to Sierra Vista is the
same as for the Pasadena Oak Knoll Line, except that between Indian Village
and Sierra Vista, the outside tracks of the four-track system are used.

The northern end of this line, between downtown Los Angeles and Sierra
Vista, serves a varied territory. Commencing in downtown Los Angeles,
there is first the older mercantile area, followed by the Civic Center, the
Los Anzeles Union Passenger Terminal, an industrizl area, the Los Angeles
General Hospital (at some distance from the line), various residential dis-
tricts and finally the business and residential district of E1l Sereno, along
Huntington Drive.

Travel on the Sierra Vista end of this line is approximately one-half
in volume of that on the Watts end of the lines

Baldwin Park Line - This line operates out of liain Street Station, Los
Angeles, over the same route 2s the Pasadenc, Monrovia and Sierra liadre
lines to Valley Junction, a distance of 3.31 miles. At Valley Junction, the
line branches off toward the east over the old San Bernardino rail line,
serving the communities of Alhambra, Monterey Park, Wilmar, Rosemead,
El lMonte and Baldwin Park. The line is in private right-of-way and of double
track, with the exception of bridges over Rio Hondo and San Gabriel Rivers.
For almost the entire distance of 14.43 miles from Valley Junction to Baldwin
Park, the line is adjacent to or closely paralleled by highways, the principal
ones being Ramona Boulevard in Los Angeles and Alhambra, San Bernardino Road
in El Monte, and West Ramona Boulevard in Baldwin Park. Between the western
limit of Alhambra and El Monte, the line lies about midway between Valley
Boulevard and Garvey Avenue, the principal east-west highways through this
arcde

The route serves residentinl oreas of varying degrees of population,
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some being well developed such as Alhambra and lonterey Park, and others
still in the process of changing from agricultural to residential such as

Rosemead and Baldwin Parks There is little industrial activity along this
line,

Freight service is performed over this line in connection with freight
operations between Los Angeles and Covina, San Dimas, La Verne, Claremont,
Upland, Alta Loma, Etiwanda, Fontana, San Bernardino and Colton.

MILEAGE SCHEDULES

Distances from Los Angeles to the various points served by the passenger
rail lines under consideration in this report are as follows:

Pasadena Short Line Sierra Vista Local Line
Los Angeles to: Los Angeles to:
Echandia Jct. 2458 Mi. Echandia Jcte 2.58 Mi.
Valley Jet. 331 m Valley Jct. 341l ®
Sierra Vista 7.60 Sierra Vista T.60 "
Oneonta Park 8al45 M
Colo. & Fair Oaks 11l.30 n Baldwin Park Line
Carhouse 1051 W Los Angeles to:
Echandia Jcte 2,58 Mi.
Pasadena Oak Knoll Line Valley Jct. 3=31L "
Los Angeles to: El Monte 13.30 1
Echandia Jct. 258 Mi. Main Avenue 17.7 ™
Valley Jct. 331 0
Sierra Vista 7.60 1 Monrovia-Glendora Line
Oneonta Park 8.45 1 Los Angeles to:
El Molino 9.98 1 Echandia Jocte st 2658 Mi.
Colo. & Lake 12,70 n Valley Jcte F1a Feek 331k N
Colo. & Fair Oaks 13.74 ¢ Sierra Vista Alhawbra 7.60 "
Carhouse 13.95 n Oneonta Park St Liws 845 1
El liolino Sak Enell 0,98 "
Sierra Madre Line San Marino wors WDt 17,33 @
Los Angeles to: Monrovia 17.89 "
San Mzrino 11.33 Mi. Glendora 26,07
Lamandz Park 13.%0 o
Sierra lladre 16,67
Wilson Trail 17.00 1

SERVICE CHARACTERISTICS

Pasadena Short Line
Lengthof!‘oute............-....... lloSlMilES
Number of trains (daily except Saturdays and Sundays) . 45 to Pasadena
; L6 to Los Angeles

Daily Except Saturdays and Sundays

Los Angeles - A Peak Base PM Peak Nisht
Pasadena S R ———

Scheduled running time Lo Ln L5" 37

Cars required 15 I 16 3

(6 = 1100 Class)
(10 - 1200 Class)
Average miles per hour 15.7 16.8 15.3 18.7
Approximate headways 10n=20m 20n-30n 10n=20n LOn=60"
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Pasadena QOak Knoll Line
Length of YOULE ¢ w « » s = ¢ s o s 2 s & o s 5 s o 9 o3 1395 Miles
Number of trains operated (daily except Saturdays & Sun.) 41 to Pasadena
4O to Los Angeles

Daily Except Saturdays and Sundays

Los Angeles - - AM Peak Base PM Peak Night
Pasadena '

Scheduled running time 581 56m S 501

Cars required 13 L 15 L

(13 - 1100 Class)

( 2 = 1200 Class)
hverage miles per hour Ul 14.9 14.2 16.7
Approximate headways 151=20n 20n=-30n 15n=20" LOM-60

Monrovia-Glendora Line
Length of route & m 9 4§ 8 W & T 8 6 VP e s s s s s ey 17.89 .Mi-""MQHrOVia
26.07 " =Glendora
Number of trains (daily except Saturdays & Sundays) + « « 40 LA to Monrovia
#2L, LA to Glendora
38 Monrovia to LA
#2l, Glendora to LA

3% = The Glendora trains are included in the count of
trains serving lonroviaa

Daily Except Saturdays and Sundays

AM Peak Base PM Peak Night
Los Angeles to —= Monro- Glen- Monro- Glen-— Monro-~ Glen- [Monro Glen

via dora via dora via dora via dora

Scheduled running
Lime seevsvnecen 57 7 5L Thn 60n gon L8n 67"
Cars requires ssee —18ww G — e ey

(16 - 1100 Class)
( 2 - 1200 Class)
Average miles per hr. 18,8 203 19,9 21,1 17.9 19.5 | 22.4 23.3
Approximate headways 15" 30n 30n oLl 16=-20" 30" | 40~ LO-
0m  TOM

Sierra Madre Line

Length of rotle o « v« o« o v # o % v 2 o 3 = o s v s s s « 170 miles
Number of trains (daily except Saturdays and Sundays):-

11 thru, LA to Sierra Madre

1 shuttle, San Marino to Sierra Madre

9 thru, Sierra Madre to LA

3 shuttle, Sierra Madre to San Marino
Number of bus trips (daily except Saturdays and Sundays):

13 Sierra Madre to San Marino

13 San Marino-Sierra Madre

Daily Except Saturdays and Sundays

Los Angeles-Sierra Madre M Peak Base PLi Peak Night
Scheduled running time 63N - " -
Cars required 8 no 8 no
(8 = 1100 Class) thru thru
Average miles per hour 16.2 ser- 15,9 ser-
Approximate headways 15n vice 10-25" vice
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SIERRA VISTA LOCAL LINE

Length of route <sse.« 14483 miles Watts to Sierra Vista

7«4 miles, Main St. Station to Sierra Vista
Number of trains operated (daily except Saturdays & Sundays):

93 LA to Sierra Vista

92 Sierra Vista to LA

Daily Except Saturdays and Sundays

Los Angeles (lain St.

Station) to Sierra Vista Al Peak Base PM Peak Night
Scheduled running time 30 320 36 30"
Cars required 32 13 32 10

(28 - 600 Glass)
( 4 - 1100 Class)

Average miles per hour 13.1 13.9 12.3 14.8
Approximate headways 10-12" 12n 10-12" 120"

Baldwin Park Line
Length of route sscscsscccs 17.74 miles LA to Baldwin Park
Number of trains (daily except Saturdays & Sundays):
34 trips LA to El llonte
%*33 trips LA to Baldwin Park
32 trips El lonte to LA
#30 trips Baldwin Park to LA
% = The Baldwin Park trains are included in
the count of trains serving El Monte.

Los Angeles to Daily Except Saturdays and Sundays
Baldwin Park AN Peak Base PM Peak Night

Scheduled running time Gon 53n 60" 50n

Cars required 20 3 20 3
(20 -~ 1200 Class)

Average miles per hour 17.74 2041 17.74 213

Approximate headways 15m=30" LOn 15"-30" 60"

CHARACTER OF AREA SERVED

The cities and areas served by the Pasadena, Monrovia, Glendora and
Sierra Madre lines, are somewhat similar in their respective characteristics.
All are essentially residential or home communities, their principal indus-
tries being light commercial and retail trades, although there are some
heavy industries. In common with Los Angeles County as a whole, all have
shown large increases in population during the past eight years and particu-
larly so, since the end of the war. This trend will undoubtedly continue.
Also most of the communities served have expanded or developed industrially,
both commercially and in manufacturing to some extent. The City of Pasadena
in particular has had a substantial increase in the establishment of new out-
standing or major retail stores, making it a competitive shopping center with
Los Angeles as far as the general area is concerned. Although on the outer
ends of the Monrovia-Glendora ILine and the Slerra lMadre Line population cen-
ters developed along the lines in the early deys of their existence, such is
not the tendency today. There has been a shift of developmental activity
from the rail lines to the main highweys. This is characteristic of most of
the long lines of the system.
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Simultaneously with the increase in population the patronage on the
respective lines increased during the period through 1944 and 1945. Subse-
quently a substantial decline in traffic started and has continued without
interruption despite continued increase in population in the areas served...
Increases in population of a number of the cities served by the Northern
District Lines as compiled by the Regional Planning Commission of Los Angeles
County are as follows:

Populatio
April October Per Gent

City 1940 A28 Increase
HIERTIR sisiissassbnrnsmbeneans. Spion 20,521, 124,99
Azusa dB s en s s s s s dbetosneonnnde 5,209 9’673 85’70
Glendora L E RN BN R R R RN RN NN ] 2,822 3’583 26.97
Honrovia rPeaveressesERanbesnran 12,807 19’550 52'65
Pasadena SecsmesscsssvssarReas 81’8611- 110’091 31401"'8
San lMarino Rtbsssssennrrannnene 8’175 l.l,!-l.l? 39:66
Sierra Hadre ascecacsssescencaer 43581 7,142 55490
South Fasadena AreErsseavaTTanel 114.’356 17’713 23.38
El Monte slevssnssasaressnndense 11-’7246 7’702 62'20

TRAFFIC CHARACTERISTICS AND TREIDS

Excluding the Sierra Vista Local Line, the five interurban lines con-
sidered in this report carry 42.6/4 per cent of the total passengers carried
on all interurban lines of the systems The per cent of total that each
carries is shown as follows:

Line Per Cent

Pasadena Short Line saeasrasndevend 10102
Pasadena Oak Knoll Line seseseasss 11455

Monrovia-Glendora Line sesececccse 9.48
Sierra Madl"e Line ssssvaserdddnidene 9.72
Baldwin Park Line sewesvresRssRsnnS 1-87

Of the total passenper rail lines on the system, five are designated for
traffic analysis purposes as local lines, including the Watts-Sierra Vista
Line. For the month of November 1948, which may be considered as a typical
month for comparative purposes, the so-called local lines carried 4,464,581
passengers as compared with 1,539,650 passenrcers on the interurban rail lines.
Of the local traffic the Watts-Sierra Vista Line carried 816,042 passengers
of which approximately 35 per cent were handled by the north end of the line
between Los Angeles and Sierra Vista, that portion which is considered in
this report. This would amount to approximately 285,600 passengers. The
trend of revenue and patronage on each of the lines involved is set forth on
individual tables attached to the Appendix showing the trend by years from
1938 to and including 1947, and by months for the years of 1947 and 1948,

For the Baldwin Park Line the Table of Statistics applies only to the period
of May 1947 throuch October 1943, Prior to May of 1947 conditions on the
Baldwin Park Line were different from present and the comparison could not
be established beyond that date.
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FUTURE PASSLNGER EARNTUG PROSE ECTS

Analysis of the operating service and economical characteristics of the
Northern District Lines when related to the charagteristics of the territory
served by them does not indicate the possibility of future profitable opera-
tions by continued rail passenger service. It is estimated that these lines
in the aggregate are operating at an annual loss of $889,892, or 29.62 cents
loss for each car mile operated, The losses for the individual lines are as
follows:

Net Operating

Line Loss
Oak Knoll & Pasadena Short Lines . $ 180,936
Monrovia-Glendora Line ceeveesevee 293,742
Sierra Madre (rail and motor coach)
Line L N T 6#,618
Sierra Vista LIne sysenesanasscovn 68,826

El Monte-Baldwin Park Line sueases 281,770
Total Pressenscan 899,892
These lines are typical of interurban passenger operations on all prop-
erties of like character, They are subjected to extremely heavy peak loads
and very lirht off-peak traffic., During the morning and evening peak
between 23 per cent and 36 per cent of the total traffic for the day is
handled. Durings the sharpest twenty-minute peak 4O per cent of maximum
hourly load is carried,. This condition necessitates the use of a large
nunber of cars that are recuired for onlyv one round trip per day which con-

tributes substantially to the hirh cost of operation and the nonprofitable
earnings,

A comparison of the number of cars reouired during the peak and during
the base is as follows:

Total Units
Line Peak Base

Pasadena Short Line sesesssosases 16
Pasadena Oak Knoll Line cessesees 15
Baldwin Park Line sssussvesoennes 20
Monrovia-Glendora-Sierra Madre

135 £ 7 QS e s 26
WﬁttS—Sierra ViSta sesemvss v n 32

Eu wer

D - RAIL OPERATION WITH P,C.C. TYPE CARS
ROUTES AND SERVICE

Routes under the plan of P.C.C. car operation were considered to be the
same as those of present rail operation, Service would, of course, be based
upon the requirements indicated by traffic checks and the effects of one-man
operation upon speeds and runnine time., Service characteristics and equip-
ment requirements are shown in comparative form on several tables attached
to the Appendix and need not be repeated here,
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and financial estimates were computed from that data and actual costs of
present onerations were modified to be aprlicable to P,C.C. cars where

Complete schedules were prepared to provide for this ty-e of operation\)
necessary.

EQUIPHENT REQUIREMENTS

To perform rail service under this plan would require 101 units of P.C.C,
type cars at present loading standards, at a cost of about $40,000 each, or
a total cost of $4,040,000, At the more lenient load factors, 78 units would

be needed, at a total cost of $3,120,000, a reduction in investment of
$920,000,

TRACK REHABILITATION

For continuation of rail operation with new P,C.C. type cars, present
cars, or other type of new cars, an extensive reconstruction program would be
necessary to bring existing track amd roadway up to proper standard for
satisfactory service. A considerably higher standard of track maintenance
is required for P.C.C. type cars than for the older type of conventional
design., Actual trial runs on the Venice Short Line have been made with P.C.C.
type cars and the results were highly unsatisfactory due to the unevenness
of the track. The present P,.C.C. type cars operated on the Glendale Line
were originally purchased for use on the Venice Short Line, but they proved
unsatisfactory and were transferred to the Glendale Line where they are now
permanently assigned.

For long-stop high speed operation on open track the sensitive rubber
suspension of the P,C.C. car tends to set up synchronous oscillations that
must be dampened by stopping the car. This condition is experienced fre-
quently on the Glendale Line on paved track where the standard of mainten-
ance is low,

It is estimated that the cost of rehabilitation of track and roadway
for continued rail operation would be approximately $2,800,000 as shown in
detail by Table No, 21 of the Appendix., It is estimated that this cost
would be divided in amount of $753,000 immediately and 32,043,000 over a
period of five years. These figures compare with the estimate in Exhibit
No., 32 submitted by the Commission's engineers in amount of $3,284,000 for
the Northern District Lines,

The Northern Distriet rail lines have in general been maintained in a
fairly satisfaetory operating condition, but there is a large amount of extra-
ordinary maintenance and rehabilitation of track facilities which should be
started immediately and completed within the next five years regardless of
type of rail equipment used,

In the event of substitution of P.C.C, cars, the program would of neces-
sity have to be speeded up so that the type of track facilities required for
the P.C.C. car would be available as soon as practicable in order to obtain
satisfactory and efficient performance, The inherent requirement of the
P.C.C. car is a high class rigid track structure,.

It is estimated that the immediate and future Maintenance of Way
expense during the next five years, based on present costs, will be approx-
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imately as follows:

Line Immediate Future Total
Pasadena Short Line s..ece.. $ 73,528 $ 254,794 $ 328,322
Oa-k KnOIl Line R N RN 90,186 282’911-3 373’129
Monrovia-Glendora Line s.... 187,792 659,173 846,965

Sierra Madre Line sveceeesaes 104,000 68,000 2,000
Sub Total eeses.. $455,506 91,564,910  $2,020,416

Common Code Tracks or Facil-
ities between Valley Jct.
and Eﬂ- MOlino S8 e B0 FRBa 166 $ 99.1“70 $ 266.h05

Sixth & San Pedro-Valley Jct. $ 98,247 $ 248,688 $ 346,935
Baldwin Park-Covina Line ,... 2,56 130,263 162,828
Grand Total sesese $753,253 $2,043,331 92,796, 584

In the event of abandonment of rail passenger service on all of the above
lines under study, maintenance of present power facilities between Valley
Junction and Azusa would be required until such time as the freight service
on the Monrovia-Glendora Line is handled by Diesel-electric unitss This
would mean temporary retention of the Sierra Park, Pasadena, Arcadia and
Azusa substations together with transmission lines and trolley feeders.

Simultaneous inauguration of Diesel freight operation with the abandon-
ment of passenger rail service together with construction of track connee-
tion between the Monrovia-Glendora Line with the Baldwin Park-Covina Line,
would permit total abandonment of all power facilities referred to above,

OTHER FACILITIES REQUIRED FOR P,C,C, OPERATION

In addition to track rehabilitation, continued rail operation, whether
with P,C.C, or conventional type cars, would require in accordance with
Recommendation No, 13 of Appendix "A" of the Public Utilities Commission,
Decision No, 41152, an expenditure of approximately $1,500,000 for expan-
sion of rail facilities at the 6th and Main Street Terminal in Los Angeles,
In the event the East By-Pass should be constructed, under Recommendation
No., 40 an expenditure of about $3,500,000 would be necessary to make track
connection thereto., Under Recommendation No, 25 an expenditure of about
$870,000 would be required to construct two additional main tracks between
Echandia Junction and Indian Village, Although Recommendation No, 36 does
not specify the nature or extent of enlargement or rearrangement of Macy
Strect Car Shops considered to be necessary, any appreciable alteration
would entail considerable cost. Added cost for electric feeder on the Sierra
Madre Line would also be necessary in amount of $20,000,

It must be kept in mind when considering these betterments that outside
money to finance them could not possibly be obtained in view of the opera-
ting losses consistently incurred, and there is no source from which to draw
funds of such magnitude from within the Company. -

Summarizing the costs that would be necessary to continue rail opera-
tion using new cars is approximately as follows:
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Item . Amount

101 P,G,C. Type Cars, or Others .... $4,040,000
Expansion Main St. Teminal .e.se+e. 1,500,000
Additional Track - Echandia to

Intian Vi11ame sesssransstnvosassn 870,000
Macy Street Car ShoOpS sevsssess-vere 50,000
Sierra Madre Feeder ..ceoccscecocsses 20,000
Track Rehabilitation seesceecsevesee 2,800,000

Track Circuit Changes cecesessssssce 76,000
Total PR — 9,35 ,OOO

FINANCIAL RESULTS

Table No. 1 of the Appendix and the several detailed financial state-
ments applying to individual lines show conclusively that continued rail
operation either with new cars or present cars would be highly nonprofitable,
Even at increased load factors the operation with P.C.C., type cars would
result in an annual loss of $271,000 and at present loading standards the
loss would be $k60,000. When comparing these losses under rail operation
with the profits of motor coach operation of $305,000 and $155,000 respec-
tively, there should be no question as-to the logical course of actions

Substitution of P,C,C. type one-man cars for present 1100-1200 Class
steel rail equipment would produce a net loss on a full cost basis of
$459,770 or 15.49 cents per car mile. On proposed load standard the loss
would amount to $271,218 or 9.8 cents per car mile operated. Results by
lines are as follows:

Net Operating Results
Present - Proposed
Line Load Factor Load Factor

Ozk ¥Knoll & Pasadena Short

'Llrle e RsperisRisprrsneT i

E

Monrovia=-Clendora Line seeese (172,221) (12 )
Sierra Hadre Line ceceecessese 96,319) 76,566)
Sierra Vista LiNne c.eesececses 16,1 16,873

M‘Baldwj_n Park Line_ hadt B SR
Total evesrnee (

=
O~
o]
fhe)
—
—~
o
ey (223
o
oo

(RED_FIGURES)

The above includes only ordinary Way and Structure expense and does not
include the extraordinary and rehabilitation costs.

RATL SHUTTLE-MOTOR COACH FEEDER PLAN

Preliminary observation of the characteristics of the Northern District
Lines indicated the possible feasibility of establishing a passenger rail
shuttle operation between downtown Los Angeles and Sierra Vista transferring
passengers to motor coach lines radiating from a transfer terminal at that
pointe Motor coach routes were laid out, operating schedules prepared for
both motor coach and rail lines and financial estimates were prepared. The
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results of the analysis indicated that under present loading standards this
type of operation would result in an annual net operating loss of $90,835.
At increased loading standards the plan was estimated to result in an
estimated profit of $84,100,

Aside from the unfavorable prospects of such an operation financially,
and the cost that would be incurred in building a transfer terminal, a
number of difficult operating problems would be present. Inbound from the
outlying territory little difficulty would be encountered in transferring
passengers fram small vehicles to larger rail cars. In the opposite direc-
tion, however, it would be necessary to transfer heavy peak traffic from
large capacity rail cars to smaller capacity motor coaches, thereby creating
a real problem of congestion and confusion, In addition, there would, of
course, be opposition on behalf of the public apainst the transfer in each
direction, The finanecial results of this analysis are shown on Table No. 7
in the Appendix.

The proposal contemplated a frequent rail service consisting of two,
three, and four-car trains operating between Los Angeles and Sierra Vista
which would connect with coaches at Sierra Vista operating on consistently
frequent schedules over the present rail routes including the Alhambra-
Temple City coach line but excepting the Los Angeles-Baldwin Park rail line,

The scheduled service was sufficient to provide for a train arriving
and leaving the terminals on the average of from 4 to 13 minutes during the
peaks and every 20 minutes during the base period. Motor coach schedules
were arranged accordingly so as to make all meets practicable,

The primary advantage of the proposed plan would be in the reduction of
the number of units operating over the streets and highways, especially
during the peak periods, but this was considered as outweighed by the rela-
tive inconvenience to the passengers destined beyond Sierra Vista.

E - PROPOSED MOTOR COACH OPERATION

ROUTES AND SERVICE

Map No. 3 in the Appendix shows the general arrangement of proposed
motor coach lines as developed by this study. Substantially the routes
follow the present rail lines, deviating only where necessary due to lack of
suitable roadways nearer the rail lines, The principle variation to this
rule is in connection with the Baldwin Park Line where a suitable parallel
roadway is only available for a portion of the distance covered by the rail
line, In that instance, however, there are existing motor coach lines on each
side of the rail line and parallel to it at a distance of about one-half mile,

Pasadena Short Line and Pasadena Oak Knoll Line - In order to effect
maximum economies in scheduling and use of equipment it is planned to tie the
Pasadena Short Line and Pasadena Oak Knoll Line together in a loop operation.
Route proposed for motor coach operation parallels as nearly as possible
present rail line, During peak periods it is also proposed to operate lim-
ited schedules between Los Angeles and Pasadena over Arroyo Seco Parkway,




Specific routes of parallel operations are as follows:

8, Pasadena Short Line - Commencing at new motor coach temminal on Los
Angeles Street, just south of 6th Street, thence via Los Anreles
Street, 6th Street, San Pedro Street, Aliso Street, Ramona Freeway,
down ramp to Mjssion Road, Mission Road, Huntington Drive (south),
Fremont Avenue, Huntington Drive (norths Fair Oaks Avenue to Colo-
rado Street. Length of route 11,65 miles,

Thence inbound via Pasadena Oak Knoll Line as follows: Colorado
Street, Lake Avenue, Oak Knoll Circle, Oak Knoll Avenue, Huntington
Drive znorth) Granada Avenue, Huntington Drive (south), Mission Road,
up ramp to Ramona Freeway, Ramona Freeway, Aliso Street, San Pedro
Street, 5th Street, Maple Avenue to rear entrance of Terminal
located on Los Angeles Street.

b. Pasadena Oak Knoll Line - Commencing at Terminal on Los Angeles
Street, just south of 6th Street, thence via Los Angeles Street, 6th
Street, San Pedro Street, Aliso Street, Ramona Freeway, down ramp to
Mission Road, Mission Road, Huntington Drive (south), Granada
Avenue, Huntington Drive (north), Oak Knoll Avenue, Oak Knoll Circle,
Lake Avenue to Colorado Street and Fair Oaks Avenue, Length of
route 14.60 miles,

Thence inbound via Pasadena Short Line as follows: Fair Oaks Avenue,
Huntington Drive (north), Fremont Avenue, Huntington Drive (south),
Mission Road, up ramp to Ramona Freeway, Ramona Freeway, Aliso
Street, San Pedro Street, 5th Street, Maple Avenue to rear entrance
of Terminal located on Los Angeles Street.

Sierra Vista Local Line - Commencing at Sierra Vista Station, Hunting-
ton Drive (south), Soto Street, Marengo Street, Mission Road, up ramp to
Ramona Freeway, Ramona Freeway, Aliso Street, Los Angeles Street to 2th
Street, Thence outbound via 8th Street, Main Street, Aliso Street, and

continuing along reverse of inbound route., Lenght of one-way route 8,2
miles.

lonrovia-Glendora Line - Commencing at Terminal on Los Anpeles Street,
just south of éth Street, thence via Los Anceles Street, 6th Street, San
Pedro Street, Aliso Street, Ramona Freeway, down ramp to Mission Road,
Mission Road, Huntington Drive (south), Holly Avenue, Huntington Drive, First
Avenue (Arcadia), Colorado Boulevard, Mayflower Avenue (Monrovia), Olive
Avenue, Shamrock Avenue, Huntington Drive, Falling Leaf Avenue, Foothill
Boulevard (through Duarte and Azusa), Citrus Avenue, Foothill Boulevard
(Glendora), and Michigan Avenue to Pacific Electric Station Glendora.

Return via reverse of above route to San Pedro Street and 5th Street,
Los Angeles, thence via 5th Street, Maple Avenue to rear entrance of Terminal
located on Los Anpeles Street. Length of route 27,5 miles,

Los Angeles-Baldwin Park Line - Present rail operations will be sup-
planted by motor coaches as follows:

a. Los Angeles to San Gabriel Boulevard via Hellman Avenue - Commencing
at new motor coach Terminal on Los Angeles Street just south of 6th
Street thence via Los Angeles Street, 6th Street, San Pedro Street,
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Aliso Street, Ramona Freeway and Hellman Avenue (Alhambra-Monterey
Park) to San Gabriel Boulevard (Wilmar), Retumn via reverse of above
route to San Pedro Street and 5th Street, Los Angeles, thence 5th
Street, Maple Avenue to rear of Terminal located on Los Angeles
Street, Length of route 10,35 miles,

b. Between San Gabriel Boulevard and El Monte - Service on existing
Valley Boulevard and Garvey Avenue motor coach lines will be augment-
ed to absorb present volume of traffic handled on rail line. Be-
tween San Gabriel Boulevard and El Monte there are no highways
paralleling present rail line with the exception of Garvey Avenue and
Valley Boulevard which are approximately one-half mile on either
side of rail line,

ce Between El Monte and Balawin Park - Present Garvey Avenue motor
coach line will be augmented and extended between El Monte and Bald-
win Park paralleling present rail line and on highway immediately
south of rail line as follows:

From E1 Monte Station via Columbia Street to Valley Boulevard, San
Bernardino Road, thence via San Bernardino Road and West Ramona
Boulevard to Baldwin Park, Length of additional route 4.2 miles. -

Sierra Madre Line - Commencing at Teminal on Los Angeles Street, just
south of 6th Street, thence via Los Anpeles Street, 6th Street, San Pedro _
Street, Aliso Street, Ramona Freeway, down ramp to Mission Road, Mission Road,
Huntington Drive (south), Sierra Madre Boulevard, Kersting Court, Baldwin
Avenue and Highland Avenue to Mountain Trail Avenue, Sierra Madre,

Return, via Mountain Trail Avermue, Montecito Avenue, Baldwin Avenue,
Sierra Madre Boulevard, Huntington Drive (south), Mission Road, Macy Street,
Lyon Street, Aliso Street, San Pedro Street, 5th Street, Maple Avenue to rear

entrance of Termminal located on Los Angeles Street, Length of route 17,1
miles,

Service proposed on the motor coach lines is designed on the basis of
traffic checks and is set forth in detail for each line on tables attached
to the Appendix, Estimated service is, of course, subject to changes from
time to time depending upon fluctuations in traffic volume,

EQUIPMENT REQUIREMENTS FOR MOTOR COACH OPERATION

Table No, 1 and individual line tables show the comparative number of
vehicles required for all types of operation considered. A summary of motor
coach requirements under that type of operation are as follows:

No, of Units Required

At Present At Proposed

Line Load Factors Load Factors
Pasadena Lines 33 27
Monrovia-Glendora 32 2L
Sierra Madre 8 8
Sierra Vista 19 19
Baldwin Park 28 W]
Total 120 101



It is proposed to use L5 passenger capacity coaches at an approximate
cost of $18,000 each, Total cost of equipment would be $2,160,000 or
$1,818,000 at proposed load factors.

OTHER FACILITIES

In addition to motor coaches required, as shown above, other facili-
ties would be required as follows:

Expanded Terminal at Main Street Station  § 100,000

Shop Facilities at Macy Street 125,000
Revision of Car House at Pasadena 35,000
Miscellaneous 10,000

Total : § 200 ,000

Chart No, XI in the Appendix shows the proposed Motor Coach Terminal
layout at Main Street Station. With discontinuance of r ail passenger
operation as proposed there would be no further need for the car shops and
facilities at Macy Street. The Macy Street property should be converted
into a modern motor coach repair and service facility of sufficient capac~
ity to relieve Torrance Shops of all motor coach repairs and overhauling.
The facility should be carefully designed to comply with most modern prac-

tices and equipped with the latest and most efficient types of machinery
and tools,

A systematically planned preventive maintenance schedule should be
established for the entire motor coach fleet and all equipment be kept in
first class condition at all times as to mechanical features, cleanliness,
painting and body repair.

FINANCIAL RESULTS

Motor coach operation in lieu of present rail service would produce
a net combined profit of $155,334 at present load standards, or approxi-
mately L4.4]1 cents per mile. This is an annual financial improvement at
the rate of $1,128,758, Even in this instance, the Sierra Madre service
shows a loss on full cost basis.

On a basis of proposed 133 per cent load factor for interurban lines,
the combined motor coach operation would show a profit of $304,862 or 9,23
cents per mile, A summary of the financial results by lines is as follows:

Net Operating Results

Present Proposed
Line Load Factor Load Factor
Oak Knoll & Pasadena Short Line § 153,385 $ 200,704
MonI‘DVia—GlendOI'a FesssavER RS 19.255 76'228
Sierra Madre cesesacssesssossss (24, 32L) (2,533)
Sierra Vista evsessePeNERNeRae Y 3,&L2 3 hhz

]
E]. Monte-Bal.dWin Pal"k L N 0 6 26'221
Total eaperronsee g 155,33h BOL’B 2
Present Annual LoSS sesveevvacs 2 2L
Net Financial Improvement ...., 1,128,758 1,278,286

=T



SUITABILITY OF MOTOR COACHLS

Experience of this Company has conclusively demonstrated the ability of
motor coaches to perform satisfactorily in replacement of rail lines in all
districts, With reference to the Northern District specifically rail service
to Alhambra and Temple City was replaced by motor coaches, rail service be-
tween Baldwin Park and San Bermardino was likewise superceded by highway
operation, In the City of Pasadena rail lines were completely replaced by
motor coaches. In other instances such as on the Sunland Line, motor coaches
pioneered the passenger transportation field,

The ability of motor coaches operating over streets and highways to
satisfactorily meet the most ripid transportation reouirements has become
such a fimly established fact that in the operating industry there is no
lonrer any cuestion, This type of service has long since served its appren-
ticeship passed through the painful stares of makeshift equipment and proce-
dure and now stands firmly on a sound foundation of proven ability. It
should be emphasized that motor coaches are particularly well adapted to
relatively long haul interurban and suburban types of operation such as is
found on the lines of the Northern District, Even in heavy density local
traffic the vehicle has dispelled all lorical contentions as to its inade-
guacy. On the Wilshire Boulevard motor coach line of the Los Angeles Motor
Coach Lines as heavy traffic is carried as on_the heaviest streetcar lines
in the City using P,C.C., type cars. In other large cities rubber tired
vehicles are rapidly replacing streetcar lines, Certainly this trend would
not continue if there were serious question as to the ability of motor
coaches to give a complete and satisfactory service, In connection with
this subject attention is directed to Exhibit No. 48 in this proceeding for
more extensive treatment of the subject.

PRIOR REPCRTS AIID PROCEEDTINGS

Prior to the last World War the Company was progressing rapidly on a
rehabilitation program which contemplated replacement of a number of addi-
tional rail lines with motor coach service. In connection with Application
No. 21656 of the California Railroad Commission extensive surveys were made
of the entire operations and service of the Company to determine the extent
to which economies might be effected through replacement of nonprofitable
rail lines with motor coach service as a means of avoiding fare increases,
As an outgrowth of that study ' and the Company rehabilitation program, local
passenger service in the City of Pasadena was discontinued, Passenger rail
service between Los Angeles, Alhambra, San Gabriel and Temple City was
replaced with motor coach service, and passenger rail operations between Los
Angeles and San Bernardino were discontinued beyond Baldwin Park. DMotor
coach service was established to take its place,

Local passenger rail service in the City of 5an Bernardino was discon-
tinued and likewise between San Bernardino, Riverside and Corona.

Numerous other rail passenger services were discontinued during the
same period of time and in some instances with no replacement service due to
the low revenue potentialities, The necessity of effecting the economical
benefits of motor coach operation were realized then and the justifications
are as sound today as they were then, Actually, with increased costs of
labor and material during the interim, combined with the greater competitive
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aspect of the private automobile, the situation is more acute under present
day conditions.

In Volume IV of the reports submitted by the Commission's engineering
staff in Application 21656 prior to the war, the findings relative to the
Northern District Lines were set forth together with analyses of other
interurban lines of the systems As to the Pasadena Lines, it was stated
in that report that service on the Oak Knoll Line should be considered
for discontinuance in favor of motor coach operation, and as to the Short
Line attention was directed to the advantages of motor coach service be-
tween Los Angeles and Pasadena over the Arroyo Seco Parkway.

As to the Sierra Madre Line, the low traffic characteristics were com=-
mented upon in that report and it was stated as follows;

"Existing patronage, however, does not justify con-
tinued operation of passenger rail service as at present.”

The report commented upon the Monrovia-Glendora Line as follows:

"Although this line shows a fairly good revenue per
car mile on a comparative basis with other lines of the
system, the major portion of the business is dervied be-
tween lMonrovia and Los Angeles, with very light patronage
between Monrovia and Glendoras. There appears to be no
justification for continued rail passenger operation be-
yond Monrovia, based upon the existing traffic, and cer-
tainly there is no justification for continued maintenance
of double track between Monrovia and Azusa."

Subseguent to that report the former rail line to San Gabriel and
Temple City via Alhambra has been replaced with motor coach operation.
In June 1937 the Company filed its 33rd supplementzl Application No.
17984 with the Railroad Commission asking permission to operate motor
coach service between Los Angeles and Pasadena via the Arroyo Seco Park-
waye.

In September 1940, the Company filed its first ammendment to 33rd
Supplemental Application No. 17984 requesting authority to operate inter-
urban motor coach service between Los Angeles, South Pasadena, Pasadena
and Altadena over the Arroyo Seco Parkway.

In the latter part of September 1940, Applications 23715 and 42nd
Supplemental Application Noes 17984 requested authority to abandon rail
passenger service betwcen Los Angeles and Pasadena and to abandon tracks
north of Huntington Drive and to reroute and extend the Garfield Avenue
motor coach line so as to operzte into Pasadena and extend Sierra Vista
local service beyond Siecrra Vista to E1 Molino.

In February 1941, First Supplement to Applications Nos, 23715 and
17984, 42nd Supplement, was filed by the Company requesting authority to
furnish interurban service along Huntington Drive through revised sched-
ules of Los Angeles-Glendora and Los Angeles-Sierra Madre service in-
stead of serving the area by extended Sierra Vista local service.
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Motor coach routes in replacement of rail lines as described in
this report follow as nearly parallel to existing rail lines as
is physically possible except for terminal routing in downtown
Los Angeles and limited schedules over the Arroyc Seco Parkway
on the Pasadena Short Line.

Suitable motor coach storage, service, repair and overhaul facili-
ties be established at the Macy Street facilities, desinged accord-
ing to most modern and efficient standards.

Servicing and repair of passenger rail cars at liacy Street be dis-
continued and the facilities be altered to the extent necessary
to provide for expanded motor coach facilities.

In designing the motor coach facilities at Macy Street provision
be made for absorbing all motor coach repair and overhaul present-
ly conducted at Torrance Shopse

Suitable storage and service facilities for motor coaches be pro-
vided in Pasadena, Sierra Madre, Monrovia, Glendora, Baldwin Park

and El ifonte to the extent required for security and short-line
operations.

A motor coach terminal be provided at the rear of the Main Street
Station to accommodate the additional motor coach operations.

Respectfully submitted,

ARTHUR C. JENKINS
CONSULTING ENGINEER



TABLE NO. |

SUMMARY

0F
ESTIMATED ANNUAL FINANCIAL RESULTS FROM
PRESENT AND PROPOSED OPERATIONS

NO!'R T H E R N D ST Rl e LN E'S
Loap EXPENSES UniTs, IncL.
FacToRr FEVENUES AND TAXES NET MILEAGE SPARES
PRESENT RAIL OPERATIONS (1) (2) (3) (4) (5) (6)
1 PAsADENA OAK KNOLL AND PRESENT $797,218 $978,154 %(180,936) 936,901 35
PaAsApENA SHORT LINE
2 MONROVIA-GLENDORA Do 481,059 774,801 (293,742) 778,145 20
3 SIERRA MADRE (RAIL & coacH) po 105,105 169,723 (64.618) 183,360 9
4 SIERRA VISTA DO 332,729 485,087 (152,358) 634,308 16
5 EL MONTE-RALDWIN PARK Do 342,694 624,464 (281,770) 595,061 22
6 ToTAL $2,058,805 $3.032,229 §(973.424) 3.¥27.775 102
7 PASADENA OAK KNOLL AND ProOPOSED $797,218 $907,194 $(109,976) B56,866 25
PASADENA SHORT LINE
8 MONROVIA-GLENDORA Do 481,059 730,246 (249.187) 727.149 16
9 SIERRA MADRE (RAIL & COACH) DO 105.105 160,379 (55,274) 174,512 7
10 SIERRA VISTA PRESENT 332,729 485,087 (152,358) 634,308 16
11 EL MONTE-RBALDWIN PARK ProOPOSED 342,694 575,992 (233,298) 544,741 16
12 ToTaL $2,058 ,805 $2.,858,898 $(800,093) 2,937,676 80
P.C.C. CAR -- ONE-MAN
OPERATION
13 Pasapena OAK KNOLL AND PRESENT $797.218 $838,999 $( 41,781) 936,901 35
PASADENA SHORT LINE
14 MONROV IA-GLENDORA Do 481,059 653,280 (172,221) 778,145 20
15 SIERRA MADRE Do 105.105 201,424 (96,319) 189,978 9
16 SIERRA VISTA Do 332,729 315 856 16,873 467,494 15
17 EL MONTE-BaALDWIN PARK Do 342,694 509,016 (166,322) 595,061 22
18 TOTAL £2.,058,805 §2.518,575 $(459,770) 2,967,579 101
19 Pasapenma Oaxk KNOLL AND ProrPosen $797,218 $765,882 $ 31,336 B56, 866 25
PASADENA SHORT LINE
20 MONROVIA-GLENDORA Do 481,059 604,994 (123,935) 727,149 16
21 SIERRA MADRE Do 105,105 181,671 (76,566) 172,732 6
22 SIERRA VISTA PRESENT 332,729 315 856 16,873 467,494 15
23 EL MONMTE-RALDWIN PARK PROPOSED 342,694 461,620 (118,926) 544,741 16
24 ToTaL $2.,058,805 $2.,330,023 $(271,218) 2,768,982 78
MOTOR COACH OPERATION
25 PasapeEna Oak KNOLL AND PRESENT $738,352 $584 967 $ 153,385 1,120,707 a3
PasADENA SHORT LINE
26 MONROVIA-GLENDORA Do 539,925 520,670 18.255 967,824 32
27 SIERRA MADRE Do 105,105 129,949 (24,844) 241,936 8
28 SIERRA VISTA Do 332,729 329,287 3,442 635,104 19
29 EL MONTE-BALDWIN PARK Do 325,876 321,780 4,096 558,039 28
30 TOTAL $2,041,987 $1.886,653 $155,.334 3,523,610 120
31 PAsADENA OaKk KNOLL AND ProrPosEp $738,352 $537.648 $200,704 1.053,252 27
PASADENA SHORT LINE
3z MONROVIA-GLENDORA oo 539,925 462,927 76,998 888,261 24
33 SIERRA MADRE Do 105,105 107,638 (2,533) 187,740 B8
34 S1eERRA VISTA PRESENT 332,729 329,287 3,442 635,104 19
a5 EL MONTE-BaALDWIN PARK PROPOSED 325,875 299,625 26,251 540,546 23
36 ToTAL $2,041,987 $1.737.125 $304,862 3,304,903 101

() INCLOSED

F1GURES

IN BRACKETS

INDICATE LOSS
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TABLE NO. 2
PAS ADEN O AK KNOLL L IGNVE
PASAD N A SHORT L.l NE
ESTIMATED ANNUA FINANCIAL RESULTS FROM OFERATIONS
PRESENT RA UL L GNE “OPERATI:GNS PROPOSED ONE-MAN RAIL OPERATIONS PROPOSED MOTOR COACH
PRESENT LOAD FACTOR PROPOSED LOAD FACTOR PRESENT LOAD FACTOR PROPOSED LOAD FACTOR LOGP OPERAT|ON
{TEM PASADENA PASADENA PASADENA PASADENA FASADENA PASADENA PASADENA PASADENA Fresen PrOPOSED
Oak KnoLL  SHORT LINE T o T A L Oan KnoLL  SHoeT Line T o T AL Oax KnOLL  SWorT LINE T4 T AL Oan KNOLL  SHORT LINE T o T AL L.F. L Ey
(1) {2 3 (4] (5) (&) {7 (8} (91 o) (RN [z (13} [14)
PASSENGER REVENUE $371.031 $418,599 $789,630 $374.031 §418,599 5789.630 $371.,031 $418.509 $789.830 $371.031 £418,599 $789., 630 $730,764 $730.764
OTHER REVENUE 3.981 3.627 7.588 3,961 3,627 7.588 3,961 3.627 7.588 3,961 3.627 7,588 7,588 7.588
TotaL REVENUE 374,992 422,226 787.218 374,992 422,226 797,218 374,992 422,226 797,218 374.992 422,226 737,218 738,352 738,352
OPERATING EXPENSES & Taxes 507.623 470,53} 978,154 477.93a 429,260 907.194 438.178 400,821 838 899 405,652 360,230 765,882 584,867 537,648
NET INCOME OR Loss §{132,631) $(a8.305) sl180,936) sli02,942) §(7.034) s(108.978) §(63.186) $21.405  5(41.781) $(30,660) $61.996 $31,338 $153,385 §200,704
----- DETAIL OF OPERATING EXPENSES AND TAXES -----
| _WAY B STRUCTUR
TA INTENANCE $ 61,375 5 50,083 111,438 $ 81,375 $ 50.063 8111438 $ 61,375 § S0.0R3 $111.438 § 51,578 § 50.063 $111,438 5§ 3,588 $ 3.370
DEPRECIATION 17,900 16,391 34.291 16,648 14,713 31.361 17.,9C0 16,381 34,291 18,648 14,713 31.361 1.908 1.781
ToTAL WAY & STRUCTURES 79.275 56,454 145,728 78.023 54.776 142,799 79.275 66,454 145,729 78.023 64,776 142,739 5,491 5.161
(A
WA TN TENANGE 31,790 36,347 68,137 29,567 32,645 §2.212 17,851 16,346 34,107 16, 803 14,673 31,276 50,432 47,398
Times & Tuges =% = 2 - i . e == L5 .= - - 13,785 12,955
DEPRECIATION - INCLUDING RENT OF 20.203 17.827 37.530 16,790 15.642 34,432 34,000 36,000 70,000 24,000 26,000 50,000 B84 .857 69,429
Leaseo UniTs
DTHER EQUIPMENT CosTs 14.623 13,390 28.013 13.801 12,020 25.621 14,623 13.390 28.013 13.601 12,020 25,5621 5.948 5,530
ToraL ECQUIFMENT 56,616 67,164 133,780 51,958 80,307 122,265 65,474 65.735 132.210 54,204 52,693 106,887 156,022 136,310
|11. POWER
POWER USED 27.889 25,281 53,170 25,939 22,693 48,632 22,887 20.958 43.845 21,287 18.812 40,099 e ,
OTHER POWER COSTS 15,134 13,718 28.852 14,076 12.314 26,390 12,418 11,373 23,782 11 581 10,208 21,759 = %
ToTAL POWER 43,023 38,999 82.022 40,015 35,007 75.022 35,306 32,331 67.537 32.838 29,020 61.858 = 3
|y, CONDUCTING TRANSPORTATION
WAINMEN & - OPERATORS' WAGES 150,183 145,594 205777 139,691 130, 689 270,380 87.975 85,2687 173,262 81.831 75,540 158,371 170,347 160,094
INSPECTING, CLEANING & LUBRICATING 36.181 33,140 69,331 33,660 29.748 63,408 36,181 33.140 69.331 33,660 29,748 63,408 37,432 35,179
EQUIPHMENT
ONEONTA TOWER - MAINTENANCE & CPERATION 4,773 4,773 8,546 4,773 4,773 5,546 4,773 4,773 5.545 4,773 4,773 9,546 - (.
FLAGMEN & SwITCHTENDERS 2,242 2,242 4,484 2,242 2,242 4,484 5.618 3.699 9.317 5.618 3.688 5317 - -
FUEL 8. 01X = £ i iz & e = o 21 " - il 61,639 57,929
OTHER TRANSPORTATION CosTe 27,730 25,392 53122 25.791 225783 48,584 27.730 25,382 53.122 25.791 22.793 48,584 46,733 43.821
Toral CONDUCTING TRANSPORTATION 221,119 211,140 432,260 206,157 180,245 396,402 162.287 152,291 314,578 151,673 137,553 289,226 316,151 297,123
V. TRAFFIC 3,423 3.138 #.558 3,182 2,812 5,998 3,423 3 13§ E.558 3,184 2.814 5.998 4,147 3.897
V:ﬁjﬂ:?& DAMAGES 24,404 22.347 45,751 22,698 20,060 42,758 24,404 22,347 46,751 22,698 20,060 42.758 16,923 15.904
OTHER GENERAL CosTs 38,440 35,200 73,640 35,753 31,597 67,350 38.440 35,200 73.640 35.753 31,597 67,350 42.085 39.084
ToTAL GENERAL 52,844 57,547 120,391 58,451 51,657 110,108 62,844 57.547 120,391 58.451 51,657 110.108 59.008 54.988
Tu,.;up.,umn INSURANCE & CARRIERS’ 18,671 18,355 38,026 18,494 16,718 a5.zi2 16.917 15.591 32,508 15,627 13.981 29,608 20,605 16,954
TAXING ACT
Ap VALOREM Tax 9,982 5,873 15,855 8.982 5,873 15,855 9.982 5,373 15.85% 9,987 5,873 15.855
FRANCHISE TAX 1,212 1.238 2,450 1.212 1.238 2.450 1212 j.238 2,450 1.212 1.238 2,450 s .
L. A. CITY LICEMSE 458 625 1.083 458 625 1 458 R25 1,083 458 625 1.083 10,739 w.‘:gs
Licewse, WElGHT FEE, RecIsTRATION. ETc. -- -~ -- - - .- e == -« o S == 12.804 10,476
TaTaL TAXES 31.323 26,0891 57,414 30,146 24.454 54,600 28,569 23.327 51,896 27,279 21.717 48,996 44,148 40,169
TOTAL OPERATING EXPENSES & TAXES $507.623 $470,531 $978.154 $477.934 §429.260 §907.194 3438,178 §40C, 821 $838,999 $405.652 $360,230 §765.882 $584,.967 $537.648
CUIFMENT 10001100 1000-1100  1000-1100 10001100 1000-1100  1000-1100 PLgigl PiCiCs PiC.C: P.C.C- P.C.C. PiCiC: MoToR MoTon
CLass OF E 1200 1500 1200 1200 : = ancw;; Coacn;;
A (] 17 18 35 12 13 25 17 18 35 12 3
:.u::l,:gn’ SRR SSACIDIRN SEARRY 489.062 447,839 936,901 454,871 401,995 BS56 . 866 489,062 447,839 936,901 454,871 401.995 856,866 1.120.70% 1.053.252
aitnm: MILES PER UNIT 28,768 24,880 26,769 37,906 30,923 34,275 28,768 24,880 26,769 37,906 30,823 34,275 33,961 39,009

() - FIGURES N HMRACKETS INDICATE LOSS.




TABLE NO. 3

MONROVIA-GLENDORA LoliSNEE

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PRESENT RAIL PROPOSED ONE-MAN PROPOSED MOTOR COACH
OPERATIONS RAIL OPERATIONS OPERAT I ONS
NO. I TEM PRESENT PROPOSED PRESENT ProPOSED PRESENT PROPOSED
JEHE G S U ENES LoF. | K7
(1) (2) (3) (4) (5) (6)
1 PASSENGER REVENUE $474,756 $474,756 $474 ,756 $474,756 £533,622 $533.622
2 OTHER REVENUE 6,303 6,303 6,303 6,303 6,303 6,303
3 TOTAL REVENUE 481,059 481,059 481,059 481,059 539,925 539,925
4 OPERATING EXPENSES & TAXES 774,801 730,246 653,280 604,994 520,670 462,927
5 NET INCOME OR Loss $(293,742) $(249,187) 4(172,221) §(123,935) § 19,255 76,998
---- DETAIL OF OPERATING EXPENSES AND TAXES ----
| . WAY & STRUCTURES
6 MAINTENANCE § 74,9459 § 74,949 % 74,949 % 74,949 $ 3.097 § 2.842
7 DEPRECIATION 28,480 26,614 28,480 26,614 1.645 1,510
TOTAL WAY B STRUCTURES 103,429 101,563 103,429 101,563 4,742 4,352
1l. EQUIPMENT
9 MAINTENANCE 46,533 43,484 28,402 26,541 43,552 39,972
TIRES & TUBES .- .- -- S = 11,904 10,926
DEPRECIATION, INCLUDING 32.838 30,686 40,000 26,000 B2,286 61,714
RENT OF LEASED UNITS
12 OTHER EqQUIPMENT CnSTS 23,267 21,742 23,267 21,742 6,001 5,507
13 ToTAL EQUIPMENT 102,638 95,912 91,669 74,283 143,743 118,119
111. POWER
14 Power UsEeD 44,709 41,779 36.415 34,029 - -
15 OTHER Power CosTs 24,261 22.671 19,760 18,465 -- .-
16 ToTaL POWER 68,970 64,450 56,175 52,494 .- -
1V. CONDUCTING TRANS-
PORTAT I ON
17 TRAINMEN-OPERATORS WAGES 245, 588 229,488 150,057 140,194 147,109 135,016
18 INSPECTING, CLEANING & 57,583 53,809 57,583 53,809 32,325 29,668
LUBRICATING EQUIPMENT
19 ONEONTA TOWER - MAINTENANCE 3.671 3,671 3,671 3.671 .- .-
& OPERATION
20 FLAGMEN & SWITCHTENDERS 1,722 1.722 4,316 4,316 .- .-
21 FUEL & O1IL s - =7 .- 53.230 48,854
22 OTHER TRANSPORTATION COSTS 44,121 41,229 44,121 41,229 40,358 37.040
23 ToTaL CONDUCTING TRANS- 352,685 329,919 259,748 243,219 273,022 250,578
PORTATION
24 V. TRAFFIC 5,447 5,090 5,447 5,090 3,581 3,287
_VI. GENERAL
25 INJURIES & DAMAGES 38,829 36,285 38,829 36,285 14,614 13,413
26 OTHER GENERAL CosTs 61,162 57,154 61,162 57,154 35,732 33,051
27 ToTAL GENERAL 99,991 93,439 99,991 93,439 50,346 46,464
TAXES
28 IUNEMPLOYMENT INSURANCE & 30,280 28,512 25,460 23,545 18,114 16,109
CARRIERS TAXING ACT
29 AD VALOREM Tax 10,780 10,780 10.780 10,780 s .
30 FRANCHISE Tax 125 125 125 125 .- -
31 L.A.CITY LICENSE 456 456 456 456 3,169 3.169
32 LIceNse, WT.Fee, ReGIs..ETcC. =i - - = }?.g;g ‘?.gég
33 STATE 3% GROSS RECEIPTS TAX -- == it v s ’
34 ToTAL TAXES 41.641 39,873 36,821 34,906 45,236 40,127
35 TOTAL OPERATING EXPENSES $774,801 $730,246 $653,280 $604,994 $520,670 $462,927
AND TAXES
EQUIPMENT 1100 1100 {0 e PLCACL MoTOR MoTOR
g S B COACHES COACHES
NUMBER OF UNITS, INCL. SPARES 20 16 20 16 32 24
g; MILEAGE 778,145 727,149 778,145 727,149 967,824 888,261
39 AVERAGE MILES PER UNIT 38,907 45,447 38,907 45,447 30,245 37.011

{ ) - FIGURES INCLOSED IN BRACKETS INDICATE LOSS.




S| ERRA

TABLE NO. 4

MADRE

I N E

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PROPOSED ONE -MAN

PROPOSED MOTOR COACH

ANOFESEEE;TOPERATIENS PRESENT OPERATIONS RAIL OPERATIONS OPERAT 1ONS
NO. | TEM LOAD FACTOR AND PROPOSED LOAD FACTOR PRESENT PROPGSED PRESENT PROPOSED
RAIL LINE MoTOR CoacH T 0 T A L RAIL LINE MOTOR CoacH T 0 T A L % EEs L.F. LioFie
1 PASSENGER REVENUE $ 81,817 $ 21,749 $103,566 § 81.817 $ 21,749 $103,566 $103,566 $103,566 $103,566 $103.566
2 OTHER REVENUE 1,216 323 1.538 1.216 323 1,539 1.539 1,539 1,539 1,539
3 TOTAL REVENUE 83,033 22,072 105,105 83,033 22,072 105,105 105,105 105,105 105,105 105,105
4 OPERATING EXPENSES & TAXEsS 134,847 34,876 169,723 125,503 34,876 160,379 201,424 181,671 129,949 107.638
5 _Ner Loss $(51.814) 3(12.804) $(64.618) $(42.470) _s(12.804) §(55.274) _$(96,319) §(76.566) _$(24.844) s (2.533)
s DETAIL OF OPERATING EXPENSES AND TAXES
l. WAY & STRUCTU =t
6 MA INTENANCE $ 14,714 $ 237 $ 14,951 $ 14,137 - 237 $ 14,374 $ 22.232 $ 22.232 $ 774 § 601
T DEPRECIATION 4,002 126 4.128 3,682 126 3,808 6,953 6,322 ail 319
8 _TOTAL WAY & STRUCTURES 18,71k 363 19.079 17.818 363 18,182 29,185 28,554 1,185 520
9 MAINTENANCE 6539 3,331 9,870 6,016 3,331 9,347 6.934 6.305 10,887 8,448
1 TIrES & Tuses .- 910 910 .- 910 910 .- .- 2,976 2.309
11 DEPRECIATION, INCLUDING RENT 4,614 2,571 7.185 4,245 2.57 6,816 18,000 12.000 20,571 20,571
oF LEASED UNITS
12 OTHER EquiPMENT CosSTS 3,269 459 3,728 3,008 459 3,467 5,680 S.165 1,500 1.164
13 _ ToTaL EQUIEMENT 14,427 2271 21.693 13,269 7,271 20,540 30,614 23,470 35,934 7
L11.POWER
14 Power UsSED 6,282 - 6,282 5,780 .- 5,780 8.890 8,083 e =i
15 OTHER Power CosTts 3,409 -- 3.408 3.136 -- 3,136 4.824 4,386 - o
16 __ToTAL POWER 9,691 -- 9,691 6,916 = 8,916 13,714 12,469 = =
- G P
17 TRAINMEN-OPERATORS WAGES 47,751 11.250 59,001 43.930 11,250 55.180 58.991 53,633 36,774 28,536
18 INSRECTING, CLEANING AND 8,091 2.472 10,563 7,444 2,472 9,916 14,058 12,782 8,081 6,271
LUBRICATING EQUIPMENT
19 ONEONTA TOWER - MAINTENANCE & 740 - 740 740 - 740 740 740 - .-
OPERATION
20 FLAGMEN & SwiTCHTENDERS 348 .- 348 348 .- 348 873 873 .- e
21 FueL & O1L - 4,071 4,071 - 4,071 4,071 .- .a 13.306 10,326
22 OTHER TRANSPORTATION CoOsSTS 6.200 3.086 9,286 5,704 3,086 8,790 10,772 9,794 10.089 7,829
23 ToTAL CONDUCTING TRANSPORTATION 63,130 20,879 84,009 58.166 20,879 79,045 85,434 77,822 68,250 __ 52 962
24 _ V. TRAFFIC 765 274 1,039 704 274 978 1,330 1.209 a9s 695
- NER,
25 INJURIES & DAMAGES 5,456 1,118 6,574 5,020 1.118 6,138 9,480 8.619 3,653 2,835
26 OTHER GENERAL CoSTS 8,594 2,702 11,296 7.907 2,702 10,609 14,932 13,577 gia42- 7,463 o
27 TOTAL GENERAL 4, 3,820 17.870 12,927 3.820 16,747 24,412 22,196 12,485 10,198
TAXES Q
28 UNEMPLOYMENT INSURANCE & 4,988 1,242 6.230 4,617 1,242 5,859 7,628 6,844 4,525 3,708
CARRIERS TAXING ACT
29 AD VALOREM TAX 8,772 - 8,772 8,772 .- 8.772 8,772 8,772 - .-
30 FRANCHISE Tax 230 -- 230 230 - 230 230 230 - .-
31 L.A.CITY LICENSE 83 .- 83 83 .- a3 105 105 1.075 1,075
32 Licewse, WEIGHT Fee, REGIs. ETC. .- 388 3gs - 388 388 .- - g.‘ltcm g,lg;
33 STATE 3% GROSS RECEIPTS TaAx .. 639 639 .- 639 £39 B == 2 g.g-_ —E e
34 TOTAL TAXES 14,073 2,268 16,342 13.702 2,269 15,971 16,735 15,951 11,1 o3 ___
35 TOTAL OPERATING EXP. & TAXES _§134.847  § 34,876  $169.723 $125.503 § 34,876 5160,379  §201.424 $181.671 $120.949 §107.638
1100 MoTor 1100/M.C. 1100 MO TOR 1100/M.C. P.C.C. PiCCx MoToR MoTOR
36 CLASS OF EOUIPMENT na Mclings : i Coacus; Cm\cnag
. 8 1 9 6 1 i,
ESI; :':::izlzcr G e 109,344 74,016 183,360 100,596 74,016 174,612 189,978 125732 241,936 187,740
13,668 74,016 ——20:978 - 16,766 74,016 24,945 _ 21,108 _28.789 30,242 23.458

39 AVEIM?E MILES PER UNIT
- FIGURES INCLOSED IN BRACKETS

INDICATE LOSS




TABLE NO. 5

WATTS-SIERRA VISTA LoENE

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS
(BASED ON PRESENT LOAD FACTOR)

PROPOSED ONE-MAN RAIL OPERATIONS

PRESENT tios PROPOSED MOTOR COACH
RAIL ANGELES - Los OPERAT | ONS
NO. I TEM OPERATIONS SIERRA'  AmoELEs: T.o Ta L 05 ANGELES-SIERRA VISTA
VisTa WATTS PLAN ‘A" PLAN 'B’
(1) (2) (3) (4) (5) (6)
1 PASSENGER REVENUE $943,259 $330.141 $613.118 $943,259 $330, 141 $239,540 #
2 OTHER REVENUE 6,470 2.588 3,882 6,470 2,588 2.588
3 ToTAL REVENUE 949,729 332,729 617,000 949,729 332729 242,128
4 OPERATING EXPENSES & Taxes 970,174 315,856 447 .204 763,060 329,287 236,466
5 NeT INcoME OR Loss $(20.445) § 16,873 $169.796 $186,669 $ 3.442 § 5.662
----- DETAIL OF OPERATING EXPENSES AND TAXES -----
|. WAY & STRUCTURES
6 MAINTENANCE $ 56,973 $ 25.671 $ 31,302 % 56,973 $ 2,032 § 1,403
7 DEPRECIATION 5.074 1,870 2,768 4,638 1,080 746
8 TOTAL WAY & STRUCTURES 62,047 27,541 34,070 61,611 3,112 2,149
11. EQUIPMENT
9 MAINTENANCE 59,244 17.064 25,261 42,325 28,580 19,738
10 Tires & TUBES .- - .- .a 7.812 5,395
11 DEPRECIATION 29,178 30,000 40,000 70,000 48,857 41,143
12 OTHER EouIPMENT COSTS 16,999 6.264 9.274 15.538 3 938 2.719
13 ToTaL EQUIPMENT 105,421 53,328 74,535 127,863 89,187 68,995
111. POWER
14 Power Usep 68,358 21,877 32,388 54,265 .- --
15 OTHER Power CosTs 37,094 11,872 17,575 29,447 - -
16 ToTAL POWER 105,452 33,749 49,963 83,712 - -
IV. CONDUCTING TRANSPOR-
TATION
17 TRAINMEN-OPERATORS WAGES 410,514 92,283 136,617 228,900 96,536 66,669
18 INSPECTING, CLEANING & 93,878 34,595 51,214 85,809 21,212 14,650
LUBRICATING EQUIPMENT
19 FLAGMEN B SwITCHTENDERS 7.452 6.714 3.081 9,795 t- .-
20 FUuEL & OIL -- .- . -~ 34,931 24,124
21 OTHER TRANSPORTATION COSTS 47,066 17.344 25,676 43,020 26,484 18,290
22 ToTaL CONDUCTING TRANS- 558,610 150,936 216,588 367,524 179,163 123,733
PORTATION _
23 V. TRAFFIC 6,977 2,571 3.807 6,378 2,350 1,623
V1. GENERAL
24 INJURIES & DAMAGES 20,932 7.714 11,419 19,133 9,580 6,623
25 OTHER GENERAL CosTs 66,095 24,356 36,058 60,414 18,947 13,071
26 TOTAL GENERAL 87,027 32,070 47,477 79,547 28,537 19,694
TAXES
27 UNEMPLOYMENT INSURANCE & 38.225 12,398 17,612 30,010 11,519 8,237
CARRIERS TAXING ACT
28 ADp VALOREM Tax 1.610 1,581 29 1,610 e =
29 L.A.CITY LICENSE 4,805 1.682 3123 4,805 8,047 5.827
30 LICENSE, WEIGHT FEE. -- -- -- -- 7.372 6.208
REGISTRATION, ETC.
31 ToTAL TAXES 44,640 15.661 20,764 36,425 26,938 20,272
32 TOTAL OPERATING EXPENSES $970,174 $315,856 $447,204 $763,060 $329,287 $236,466
AND TAXFS
33 CLASS OF EQUIPMENT 600-700 PLC.C. P.C.C. PaCiCe MoTOR MOTOR
COACHES COACHES
34 MNUMBER OF UNITS, INCL.SPARES 33 15 20 35 19 16
35 MILEAGE 1,268,616 467 .494 692,082 1,159,576 635,104 438,615
36 AVERAGE MILES PER UNIT 38,443 31,166 34,604 33,131 33.427 27.413
() - FIGURES INCLOSED IN BRACKETS INDICATE LOSS.
# . PASSENGER REVENUE UNDER PLAN ‘B’ DOES NOT INCLUDE APPROXIMATELY §35,000 THAT woUuLD BE

RETAINED THROUGH HANDLING A PORTION OF PRESENT SIERRA VISTA LINE PASSENGERS ON OTHER
LINES.
PLAN "A' INCLUDES PATRONAGE IN AREA BETWEEN MISsION ROAD-ALISO ST.
PLAN 'R’ DOES NOT INCLUDE PATRONAGE IN AREA BETWEEN Missi1oN RoaDp-ALISO ST.

FREs

HUNTINGTON DRIVE.

AND MissioN ROAD-HUNTINGTON DR.

AND MISSI1ON ROAD-




TABLE NO. 6

EL MONTES-.-BALDWIN P ARK K1 NEE

EST IMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PHESENT RAIL PROPOSED ONE -MAN PROPOSED MOTOR COACH OPERATIONS
OPERATIONS RAIL DPEHATIW_".E__ PLAN NO. 1 PLAN NO. 2
NO. | TEM PRESENT ProPOSED PRESENT PROPOSED PRESENT PROPOSED PRESENT PROPOSED
L.Es LSF: LeF. ks L.Fie L.F. L.F. .
{1 (2) {3} . (4) {5) {6} (7) (a)
1 PASSENGER REVENUE $337.874  $337.87a $337.874  §337.874 $321,056 $321.,056 $321,0586 $321,056
2 OTHER REVENUE 4,820 4,820 4,820 4,820 4,820 4,820 4.820 4,820
3 ToTaL REVENUE 342,694 342,694 342,694 342,694 325,876 325,876 325,876 325.876
4 CPERATING EXPENSES & TAXES 524,464 575,992 509,016 461,620 369,322 338,334 321,780 299,625
5 MET INcOME oR Loss t(281.770) s(233.298) sl166,322) $(118,926) $(43.446) s(12,458) § 4,096 § 26,251
----- DETAIL OF OPERATING EXPENSES AND TAXES -----
|. WAY B STRUCTURES
6 MAINTENANCE % 48,087 § 48,087 § 48,087 § 48,087 $ 2,136 $ L.875 $ 1.786 § 1,730
7 DEPRECIATION 21,779 19,938 21.779 19.938 1,135 1.049 945 919
8 ToTaL Way & STRUCTURES 69 . BEE 68,025 69, 866 68,025 a,zn 3.024 2,735 2,649
I1. EQUIPMENT
9 MAINTENANCE 75,454 69,073 21,720 19,883 30,038 27.772 25.112 24,325
10 Tires & Tuses .- .- - . 8,210 7.591 6,864 6,649
11 DEPRECIATION 21,958 20,101 44,000 32,000 74,57 66,857 72 .000 59,143
12 OTHER EQUIPMENT COSTS 17.792 16,288 17.792 16.288 4,139 3.826 3.460 3,351
13 ToTal ECQUIPMENT 115,204 105,462 83,512 68,171 116,958 106,046 107,436 93.468
I11. POWER
14 FOWER USED 38,463 35,211 27,847 25,492 - Fe] = -
15 OTHER Powem CosTs 20.872 19.107 15111 13.833 - -- .- -
16 ToTAL POWER 59,335 54.318 42,958 39.325 - - -- .-
1¥. CONDUCTING TRANSPORTATION '
17 TRAINMEN-OPERATORS WAGES 191,594 175,407 126,697 1154975 90, 189 B2.006 75,066 72,908
18 INSPECTING, CLEANING & 44,035 40,311 44,035 40,311 22,295 20,613 18.639 18,054
LUBRICATING EQUIPMENT
19  FLAGMEN & SwiTCHTENDERS 463 463 .- o P ) e o
20 FUueL & OIL - - .- - 36,713 33,943 30,692 29,730
21 OTHER TRANSPORTATION CoOSTS 38,084 34 863 40,643 37.206 27,835 25,735 23,270 22.541
22 ToTalL CONDUCTING TRANSPORTATION 274,176 251,044 211.375 193,492 177.032 162,297 147,667 143,233
23 _ V. TRAFFIC 4,165 3,813 4,165 3.813 2.470 2,283 2,065 2,000
Vi. GENERAL
24 INJURIES AND DAMAGES 29,694 27.183 29,694 27.183 10,079 9,319 8,426 8,162
25 OTHER GENERAL CosTS 46,772 42,817 46,772 42,817 25,032 23,143 20,926 20,270
26 ToTaL GENERAL 76,466 70,000 76 , 466 70,000 35,111 32,462 29,352 28,432
TAXES
27  UNemP. INs. & CamrIERS TAx.AcT 24,747 22,825 20,169 18,289 12,757 11.663 11.021 10.279
27-A STATE 3% GROss RECEIPTS Tax = e == -- 7.927 7.927 7.927 7.927
2B Ap VALOREM Tax 255 255 255 255 .- e .= =
29 L.A. CiTy LICENSE 250 250 250 250 2.544 2,544 2,713 2,713
30 LICENSE, WEIGHT FEE. REGISTRATION .ETC.-- & .- .- 11,252 10,088 10,864 8.924
31 TOTAL TAXES 25,252 23,330 20.674 18.794 34,480 32,222 _ 32,525 _ 29,843
32 TOTAL OPERATING EXPENSES & TAXES $624,464 $575.992 $509,016 $461,620 $369.322 $338,334 . §321,780 $299,625
1200 1200 P.C.C. P.C.C2 MOTOR MoToR MoTOR MoTOR
S AT ORSEDY SHENT CoACHES CoacHES COACHES Cnacn;;
26 28
34 NUMBER OF UNITS, INCL. SPARES 22 16 2 16 29
as MILEAGE 595,061 544,741 595,061 544,741 ER7.512 617,145 558.233 5;(31‘;45:
36 AVERAGE MILES PER UNIT 27,048 34,048 27,048 34,048 23.018 23,736 19,93 ’

{ ) - FIGURES IN BRACKETS INDICATE LOSS.

PLAN NO. | - RAIL ABANDONMENT, MO DIRECT MOTOR COACH SUBSTITUTION.

PLAN NO. 2 - RAIL ABAMDONMENT, WITH DIRECT MOTOR COACH SUBSTITUTION AS FAR EAST
‘HELLMAN AVENUE PLAN®.

AS SAN GABRIEL BLvD., IDENTIFIED AS

vi




TABLE NO, 7

PROPOSED NORTHERN DISTRICT SHUTTLE RAIL SERVICE
ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PRESENT LOAD FACTOR PROPOSED LOAD FACTOR

RAIL SHUTTLE MOTOR COACH OPERATIONS-SIERRA VISTA TO RAIL SHUTTLE MOTOR COACH OPERATIONS-SIERRA VISTA TO
__SERWCE ALHAMBRA _—SERWC'E ALHAMBRA
6TH & MAIN - PASADENA MONROVIA SIERRA TEMPLE 6TH & MAIN - PASADENA MONROVIA SIERRA TEMPLE
NO. I TEM SIERRA VISTA (Loor) GLENDORA MADRE ClTy T s Vi B SIERRA VISTA (Loor) GLENDORA MADRE Ciryy ToTAL
1 PASSENGER REVENUE - .- .- - - $1,869,148 o s e —e — $1,869,148
2 OTHER REVENUE - .= . .= aa 21,930 =4 o o BT = 21.830
3 ToTAL REVENUE .- == ~= == -- 1,891,078 -- .. s s i 1.891,078
4 OPERATING EXPENSES & TAXES 2= .- .- -- - - 1.981.913 == -- -- .= s 1.806.978
5§ __NET INCOME OR LOSS == == - - - - - $ (90,835) o e = = = g B4, 100
e AlL OF OP N PEN AN e
| . WAY & STRUCTURES
6 MAINTENANCE £105,000 $ 1,668 § 2,269 § 485 § 1,820 § 111,243 $105,000 3 1.59 § 2.218 5 486 8 1.578 % 110.873
DEFRECIATION 39,505 886 1.206 258 967 42,822 35,167 845 1.178 258 838 38,286
8 _ ToraL WAY & STRUCTURES 144,505 2,554 3.475 744 2,787 154,065 140,167 2,436 3.396 744 2.416 149,159
11. EQUIPMENT
9 "MAINTENANCE 64,547 23.457 31901 6.835 25,598 152.348 57.459 22.3280 182 6.835 22,183 140,058
10 TIRES & TUBES -- 6.412 8.722 1,868 6.997 23,999 -- {3 L 8,526 1.868 6,066 222577
11 DEPRECIATION 45,550 48,857 56,571 15,429 54,000 220,407 40,548 36,000 46 286 15,429 46,286 184,549
12 OCTHER EouirMENT COS5TS 32,273 3,232 4,397 8942 3,527 44,371 28,730 3,084 4,298 942 3.058 40,112
13 ToTAL EQUIPMENT 142,370 81,858 101,601 25.074 890,122 441,125 126,737 67,581 80,302 25,074 77.603 387,297
P
14 Power Useon £2,016 .- - .- .- 62,0186 55,207 - .- - - 55,207
15 OTHER Power CosTs 33,653 == - - - .. 33.653 29,958 - - - - - .- 29,958
16 ToTal Powes 895,669 - - - - - . 95‘5E m - - - - - - 85,165
IV. CONDUCTING TRANSPORTAT ION
17 “TRAINMEN-OFPERATORS WAGES 194,288 84,447 114,881 24,607 92,152 510,375 172,955 80,570 112,291 24,807 79.893 470,316
18 INSPECTING, CLEANING & 79,874 17,411 23,685 5,073 18,959 145,042 71,104 16.611 23.151 5.073 16,472 132,411
LUBRICATING EQUIPMENT
19 FueL & OIL -- 28,670 39,003 8,354 31,286 107,313 - 27,354 38,123 8,354 27,124 100,955
20 OTHER TRANSPORTATION COSTS P . Ty 4 21,737 _29.571 _ 6,334 23,721 _ 155,084 _65,627 20,739 ~ _28,905  _6,334 20,565 142,170
21 ToTaL CONDUCTING TRANSPORTATION 347,883 152,265 207,140 44,368 166,158 917,814 309,686 145,274 202,470 44,368 144,054  _B45,852
22 _¥. TRAFFIC 7. 556 1,929 2.624 562 2.105 14.776 6,726 1,840 2.565 562 1825 13,518
Vi NERAL
23 INJURIES & DAMAGES 53,861 7.87M1 10,708 2,294 8,590 83,324 47,947 7,510 10,467 2,294 7.447 75,665
24 OTHER GENERAL CoOsTS 84,839 19, 548 26,593 5,696 21,332 158,008 75,524 18,650 25,993 5,696 18,494 144,357
25 TOTAL GENERAL 138,700 27,418 37,301 7,990 29,922 241,332 123,471 26,160 36,460 7.990 25,941 220,022
TAXES
26 UNEMPLOYMENT INSURANCE & 36,207 10,138 13.417 3.000 11,081 73,854 32,708 9,269 12,771 3,000 9,595 67.343
CARRIERS TAXING ACT
27 AD VALOREM Tax 8,390 .- = - e 8,390 B,380 .- - .- .- 8,390
28 L.A. CiTr LiceNsE 2,065 “s Fis = -- 2.065 2,065 -- -- .- - 2.065
29 LICENSE, WEIGHT FEE. - T.372 8,536 2,328 8.148 26,384 . 5,432 6.984 2,328 6,984 21,728
REGISTRATION, ETC.
30 STATE 3% GROoss RECEIPTS Tax - - .- __ 3,846 829 1,764 6,439 - .- 3,846 829 1.764 6.439
31 ToTAL TAxES 45,662 17.511 25,799 65157 21,003 117,132 43,163 14,701 23, 6.157 18,343 - 105,965
32 TOTAL CPERATING EXPENSES & TAXES $923,345 $283,636 $377.940 §$ 84,895 $312,097 %1.981,%13 §$835,115 $257,982 $358.7984 84,855 3270,182 §!1,806.978
33 CLass OF EQUIPMENT 1100-1200 MOTOR MOTOR MoToR Motor  1100-1200 1100 MoToR MoToR MoTOR MoToR 1100-M/C
COACHES COACHES COACHES COACHES M/C COACHES COACHES COACHES COACHES 5
34 NUMBER OF UNITS, INCL. SPARES 5 19 22 6 21 125 38 14 18 6 18 4
35 MILEAGE 1.079.375 521.277 709,141 151,895 568,842 3,030,530 960,859 497,343 693,154 151,898 493,168 2,796,418
36 AVERAGE MILES PER UNIT 18,936 27,436 32,234 25,316 27,088 ‘24,244 25,285 35525 38,509 25,316 27,398 25,749

T J - TIGURES IN BRACKETS INDICATE LOSS.
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TABLE NO. 8
LoDS ANGELES-PASADENA LI NES
COMPARATIVE SERVICE AND OPERATING DATA UNDER VARIOUS PLANS CONSIDERED
PASADENA OAK KNOLL LINE PASADENA SHORT LINE
TWO-MAN RAIL ONE -MAN RAIL TWO-MAN RAIL ONE-MAN RAIL LOS ANGELES-PASADENA MOTOR COACH LINES
~(E I TEM PRESENT PROPOSED PRESENT PROPOSED PRESENT PROPOSED PRESENT PROPOSED PRESENT PROPOSED
: L.F. L.F. LLF, L.F. L.F. (B3 L.F. L.F. ] e L.F.
|. VEHICLES REQUIRED (DaiLY
EXCEPT SATS. & SUNS.)
1 AM PEAK 13 9 13 9 15 9 15 9 28 21
2 BASE 4 4 4 4 4 4 4 4 10 10
3 Ph PEAK 15 10 15 10 16 11 16 11 30 24
4 NIGHT 4 4 4 4 3 3 3 3 7 7
5 VEHICLES IN SERVICE 15 10 15 10 16 1 16 11 30 24
6 SPARES 2 2 2 2 2 2 2 2 3 3
7 ToTAL 17 12 17 12 18 13 18 13 33 27
11 APPROXIMATE HEADWAYS BETWEEN OAK SHORT OAK SHORT
LOS ANGELES AND PASADENA KNOLL LINE KNOLL LINE
(DAILY EXCEPT SATS. & SUNS.)
B AM PEAK 15".20" 15".20" 15"-20" 15".20" 1o".20" 10".20" 10o".20" 10".20" 2™ 14" 2"yo" AL LA LS L
9 BASE 20"-30" 20"-30" 20"-30" 20"-30" 20™.30" 20".30" 20".30" 20".30" 20" 20" 20" 20"
10 PM PEAK 15"-20" ys5"-20" 15".20" 5" 20" 10".20" 10".20" 10"-20" 10".20" 9.2 4" e el Bt SR A
11 NIGHT 40"-60" 40"-60" 40"-60" 40"-60" 40"-60" 40".60" 40"-60" 40"-60" 30"-40" 30"-40" 30"-40" 30".40"
111. APPROXIMATE NUMBER OF
OME WAY TRIPS BETWEEN
LOS ANGELES AND PASADENA
(DAILY EXCEPT SaTs.& Suns)
12 OuTBOUND TO PASADENA 41 41 41 41 45 44 45 44 56 69 53 65
13 INBOUND TO LOS ANGELES 40 40 40 40 46 44 46 44 58 67 55 63
1V. APPROXIMATE RUNNING TINE i
BETWEEN LOS ANGELES AND
PASADENA (DAILY EXCEPT
SATURDAYS & SUNDAYS) ) 4 .
14 AM PEAK (gﬁ 58" (64 64" 44" 48" 55" 43" /557
15 BASE 6 56" 52" 62" 4" ; 45" 50" 39" ~50" g
16 PM Peak 59" 59" 65" 65" 45" 45" 49" 49" 58" 46" 58" 46"
17 NIGHT so" 50" 55" 55" Sl 37" 41" 41" s2" 37" 52" 37
18 V. APPROXIMATE SPREAD OF 5 00 AM 5 00 AM 5 00 AM 5 00 AM 500 AM 5 00 AM 500 AM 5 00 AM 5 00 AM 5 00 AM 500 AM 5 00 AM
SERVICE (DaiLY EXCEPT TO TO TO TO TO TO * TO TO TO TO TO TO
SATURDAYS & SUNDAYS) 1 30 AM 1 30 AM 1 30 AM 1 30 AM 300AM 3 00 AM 3 00 AM 3 00 AM 12 30 &AM 2 00 AM 11 45 PM 1 30 AM




LoS ANGELES-»

TABLE NO. 9

MONROVI A -

GLENDORA Lo

N E

COMPARATIVE SERVICE AND OPERATING DATA UNDER VARIOUS PLANS CONSIDERED

TWO-MAN RAIL OPERATIONS

ONE-MAN RAIL OPERATIONS

MOTOR COACH OPERAT IONS

NO. I TEM
PRESENT L.F. ProPOSED L.F. PRESENT L.F. ProPoseED L.F. PRESENT L.F. PROPOSED L.F.
| . VEHICLES REQUIRED (DaiLy
EXCEPT 5ATS. & SuNns.)
1AM PEAK 18 14 18 14 26 20
2 Base 5 5 5 5 9 9
3 PM Peak 18 14 18 14 29 22
4 NIGHT 4 4 4 4 4 4
5 VEHICLES IN SERVICE 18 14 18 14 29 22
6 SPARES 2 2 2 2 3 2
7 ToraL 20 16 20 16 32 24
|1 . APPROXIMATE HEADWAYS BE«
TWEEN LOS ANGELES A N De— —  GLEN- MONRO- GLEN- MONRO- GLEN- MoNRO- GLEN- MONRO- GLEN- MONRO- BaLOWIN SAN GLEN- MONRO- BALDWIN SAN
(DAILY EXCEPT SATS.& SUNS.) DORA VIA DORA VIA DORA VA DORA VIA DORA V1A AVE . MARINOD DORA ViA AVE. MARINOD
8 AM PeEak 304 ThE 15"-40" 15".20" 3on 15" 15%-40" 15".20% 3on gr. 15" 6"-10" 4".10" 30" i}l f".10" G".10"
9 Base 60" 30" 60" 3nn 60" 3on 60" 30" 40" 20" 20" 20" 40" 20" 20" 20"
10 PM PEAK 30" 10®.20" 25"-30" 12".20" 30" 10%.20* 25%.30" 12%.20" 30" GU.10" SM. 10" 4*-10" 30%  G".10" sn_10"  §w. 10"
11 NIGHT 40"-70"40"-70% 40".70" 40"-70" 40".70"40".70" 40".70" 40".70" 40" .60%30". 60" 30".60" 30%.60" 40" .60% 30".60% 30"-60% 30"-60"
111. AFPROXIMATE NUMBER OF
ONE-WAY TRIPS BETWEEM GLEN- MONRO- GLEM- MONRO- GLEN- MONRO- GLEN- MoONRO- GLEN- MoONRO- BALDWIN SaN GLEN- MONRO- BALDWIN SAN
LOS ANGELES A N D — — DORA VA DORA Via DORA VIA DORA VA DORA ViA AVE. MarRINO DORA VIA AVE. MaRIND
(DAILY EXCEPT SATS.& SuNs.)
12 OuTBOUND FROM LOS ANGELES 24 40 23 37 24 40 23 37 29 56 62 (1)70 28 55 B0 60
132 INBOUND TO LOS ANGELES 24 38 23 36 24 38 23 36 29 54 60 (2)65 28 55 59 61
1. APPROXIMATE RUNNING GLEN- MoNRO-  GLEN- MONRO- GLEN- MoNRO-  GLEN- MONRO- GLEN- MONRO-  BALODWIN  SAN GLEN- MONRO-  BALDWIN SAN
TIME BETWEEN LOS ANGELES AND— DORA VIA DORA via DORA via DORA ViA DORA via AVE. MaRINOD DORA Via AVE. MARIND
(DalLY ExcepT Sats.& Suns.)
14 AM PEAK T HIx ¥ BIE 83" 63" Bav 63" (L)B1™ (L)EC™ (L)aa" (L)35" g1 65" 449" 40"
15 BASE 74" 54" T4" 54" aon 60" Bon 60" 85" 61" 46" = 85" Bl 46" K o
16 PM PEAK so" 60" ag» 60" 86" 66" BE" 66" (L)ss" (L)&3" (L)46" 4 B L g4 6B" 50" 40"
17 NIGHT 7l 484 67" 484 73N 54" 73r 54" g2~ 60" 46" 37 aan 60" 46" i
V. APPROXIMATE SPREAD OF 4 30 am 4 50 am 4 30 am 4 50 am 5 00 aM 5 00 am
18 SERVICE T0 T0 TO T0 T0 TO
(DAILY EXCEPT SATS. & Suns.) 1 45 am 12 30 am 1 45 am 12 30 am 1 30 am 1 30 am
(1) - INCLUDES B TRIPS FROM LOS ANGELES TO EL MOLIND JUNCTION.
(2) - INcLUDES 5 TRIPS FROM EL MOLINO JUNCTION TO LOS ANGELES.

- RuNNING TIME FOR LIMITED TRIPS.




TABLE NO

10

Ei0S ANGEILES:-5 |

ERRA

MADRE L

N E

COMPARATIVE SERVICE AND OPERATING DATA UNDER VARIOUS PLANS CONSIDERED

ONE-MAN RAIL MOTOR COACH
COMBINED TWO-MAN RAIL & BUS OPERAT I ONS OPERAT | ONS
NO. I T:EM (PRESENT L. F.) PRESENT PROPOSED PRESENT PROPOSED
RalL Bus BOTH BRIk LSFs (Fod LibES
I. VEHICLES REQUIRED (DaiLy
EXCEPT SATS. & SUNS.)
1 AM Peak 8 - B8 B 5 7 6
2 BAsE . 1 1 1 1 1 1
3 PM Peak 8 - 8 8 5 7 7
4 NIGHT - 1 1 1 1 1 1
5 VEHICLES IN SERVICE 8 1 9 8 5 i 7
6 SPARES 1 - 1 { 1 1 1
7 TOTAL 9 1 10 9 6 8 B
11. APPROXIMATE HEADWAYS
BETWEEN LOS ANGELES
AND SIERRA MADRE (1)
(DAILY EXCEPT SATURDAYS
AND SUNDAYS)
8 AM PEAK 15" - 15" 15" 15"-20" 15" 15"
9 BASE - 60" s0" 60" 60" go" 60"
10 PM PEAK 10™.25" - 10". 25" 1o".25" g 15" 151
11 NIGHT . 70" 70" 70" 70" 60"-g0" 60"-80"
I11. APPROXIMATE NUMBER OF
ONE WAY TRIPS BETWEEN
LOS ANGELES AND
SIERRA MADRE (1) (DaiLy
EXCEPT SATS. & SuUNS.)
12 OUuTBOUND TO SIERRA MADRE 12 13 25 25 25 25 24
13 INBOUND TO L0OS ANGELES 12 13 25 25 25 25 24
IV. APPROXIMATE RUNNING
TIME BETWEEN Los SAN Los SAN Los SAN
SIERRA MADRE A N D — — ANGELES _MaRINO ANGELES __MARINO ANGELES _MaRiNO
(DALY EXCEPT SATS. e e
AND SUNS. )
14 AM PEaAK 63" _ 68" . (L) 0" .
15 BASE - 20" - 20" - 19"
16 PM PeaK 64" - 69" - (L) so" -
17 NIGHT - 20" - 20" 19"

18 V. APPROXIMATE SPREAD OF

SERVICE (DaiLY
EXCEPT SATS. & SuUNs.)

5 00 aM TO | 45 AM

(1) -
AT SAN MaRINO.

(L) - RUNNING TIME FOR LIMITED SERVICE.

INCLUDES THROUGH TRIPS LOS ANGELES-SIERRA MADRE,

5 00 am TO 1 45 AM

5 40 am TO 12 30 aMm

AS WELL AS TRIPS WHERE TRANSFER |5 REOQUIRED




C(
L.A.-EL MONTE-
L.A.-EL MONTE COVINA-POMONA
TwO- MAN RAIL CONE-MAN RAIL VIA VALLEY SLVD VIA GARVEY AVE.
OPERATICN OPERATION MOTOR COACH LINE MOTOR CCACH LINE
PRESENT PROPOSED PRESENT PROPOSED PRESENT PRESENT
NoE J iz L L.F L.F. L_F Ll jiie ¥
(1) (2) (3) (4) (5) (6)
l. VEHICLES REQUIRED (DAILY
EXCEPT SATS. & SUNS.)
1 AM PEAK 20 14 20 14 24 25
2 BAsE 3 3 3 3 6 8
3 PM PEAK 20 14 20 14 26 28
4 NIGHT 3 3 3 3 4 6
5 VEHICLES IN SERVICE 20 14 20 14 26 28
6 SPARES 2 2 ’ 2! 2 3 3
7 TOTAL 22 16 217 16 29 31
1. APPROXIMATE HEADWAYS ©
BETWEEN BALDWIN BALDWIN BALDWIN BALDWIN GARFIELD EL MONTE EL MONTE BALDWIN
LOS ANGELES A N D PARK PARK P ARK PARK AVE PARK
(DAILY EX. SATS. & SUNS.)
8 AM PEAK 152230 " 20°-30" 15" -3a%" 20%-30" 6" 6"-15" 8"-10" I57-30"
9 BASE 40" 40" 40" 40" 10" -20" 10"-20" 20"-25" 60"
10 PM PEAK 15"-30" 20"-30" #5530 20"-30" 5"-10" el Ko 5%~ 10* 20"
11 NIGHT 60" 60" 60" 60" 30" 30~ 30"-45" 100"
111. APPROXIMATE NUMBER OF
ONE-WAY TRIPS BETWEEN BALDWIN BALDWIN BALDWIN BALOWIN GARFIELD EL MONTE EL MONTE BALDWIN
LOS ANGELES A N D P ARK P ARK PARK P ARK AVE PARK
(DAILY Ex. SATS. & SUNsS.)
12 OuTsoUND FROM LocaLs --- @ 34 @ 31 @ 34 @ 31 67 56 64 13
LOS ANGELES LiMITEDS- - - = - - 19 19 74 7
13 INBOUND TO LocaLs --- @ 32 @ 29 @ 32 @ 32 66 54 59 12
LOS ANGELES LIMITEDS- - - - - - 14 14 8 8
IV. APPROXIMATE RUNNING TIME
BETWEEN BALDWIN BALDWIN BALDWIN BALDWIN GARFIELD EL MONTE EL MONTE BALDWIN
LOS ANGELES A N D P ARK PARK PARK PARK AVE. PARK
(DAILY EX. SATS. & SUNS.)
LOCALS --- 60" 60" 65" 65" 33" -- 48" - -
14 AM PEAK LIMITEDS- - A = S ik 28" 48" 5 53"
15 BASE LOCALS ~--- 53" 5as 58" 58 " 23" 580" 47" 63"
LOCALS ~--- 60" 60" 65" 65" 374 -- 51" --
16 PM PEAK P $0 gk e i) >S9 50" =4 55
17 NIGHT LocALs --- 50" 50" 55" 55" 29" 45" 45" 56"
V. APPROXIMATE SPREAD OF 5 45 AM TO 12 30 AM 5 45 AM TO0 12 30 AM 4 00 AM TO 2 15 AM 6 00 AM TO 12 30 AM

18 SERVICE
(DAILY EXCEPT SATS.& SUNS.)

- INCLUDES 1 TRIP TO EL MONTE ONLY.
- INCLUDES 1 TRIP FROM ORANGE AVE ONLY.
INCLUDES 3 TRIPS TO ROSEMEAD BLVD ONLY.
- INCLUDES 2 TRIPS FROM EL MONTE ONLY.
. DOES NOT INCLUDE HEADWAYS PROVIDED BY COACHES RUNNING LIMITED.®EST OF GARFIE
- INCLUDES 1 TRIP TO OR FROM ROSEMEAD BLVD. ONLY

AOBRBOO




~

TABLE NO.

1

> ANGELES-EL MONTE-BALDWIN PARK LINES
JMPARATIVE SERVICE AND OPERATING DATA UNDER VARIOUS PLANS CONSIDERED
|
PLAN N O.
L.A.-EL MONTE VIA VALLEY BLVD L.A.-EL MONTE-COVINA-POMONA VIA GARVEY AVE L.A.-EL W~
MOTOR COACH LINE MOTOR COACH LINE MOT
PRESENT PROPOSED PRESENT PROPOSED PRESENT
EoE L.F. LoES LaEy Bk,
) (8) (9) (10) 1)
30 25 38 33 25
8 8 11 11 6
36 26 46 39 29
4 4 6 6 4
36 26 46 39 29
3 3 4 4 3
39 29 50 43 32
® (&) @ san @ san ®
GARFIELD EL MONTE  GARFIELD EL MONTE GABRIEL EL MONTE BALDWIN GABRIEL EL MONTE RALDWIN GARFIELD EL M
AVE AVE 2L VD. PARK BLVD. PARK AVE.
6"~ 15" 6"-15" 6"-15" 6"-15" 52-1/5" 5= 17:% 105177 7ol 7 Fo=0T" fio"~17" 7"-19" 7"-
15" 15" 152 15" 157 S 15"-30" 15" 15% 15"-30" 20" 20
5" 10" 6"- 10" 6. 12" 6. 13" 4" 10" 6" 10" 8. 15" 5" qsm  gtoqq" 8". 18" 5n.q4" 5.
30" 30" 30" 30" 30" 30" 30". 50" 30" 30" 30"- 50" 30". 35" 30" -
SAN SAN
GARFIELD EL MONTE GARFIELD EL MONTE GABRIEL EL MONTE BALDWIN GABRIEL EL MONTE BALDWIN GARFIELD EL M
AVE AVE 2L VD PARK 8LVD. PARK AVE.
83 Q@ s8 74 56 30 67 42 84 70 43 67 € s
20 € 26 20 20 14 22 15 9 17 15 17 (10) 2.
74 € 60 70 60 78 63 42 75 64 40 64 5
16 G 22 15 15 14 20 @15 10 16 @17 1k2 (11) 1
SAN SAN
GARFIELD EL MONTE GARFIELD EL NONTE GABRIEL EL MONTE RALDWIN GABRIEL EL MONTE BALDWIN GARFIELD EL M
AVE AVE BLVD PARK 8LvVD. PARK AVE.
33" -- 33" -- 36" -- - 36" -- -- 33" -4
28" 44"-48" 28" 48" 327 41 %= 45"% 53° 32" 41"-45" 53" 28" 44" -,
33" 50" 33" 50" 35" 47" 56"-61" 358 47" 56"-61" g3 50
27> -- 37" -- 41" -- -- 41" -- -- 37" e
il 48"-50" I 48"-50" a3 43"-49" 55"- 58" 33" 43"- 49" 55"-58" e 48".1
29" 45" 29° 45" 30" 42" 59 30" 42" 52" 29" 45"
5 50 aM TO 12'15 AM 5 50 AM TO 12 15 AM 5 50 AM TO 12 45 AM 5 50 AM TO 12 45 AM 5 50 AM TO 11 5°¢
@ - DOES NOT INCLUDE HEADWAYS PROVIDED BY COACHES RUNNING LIMITED WEST OF PLAN NO. 1
SAN GABRIEL BLVD.
® - INCLUDES 8 TRIPS TO ROSEMEAD BLVD. ONLY
@ - INCLUDES 9 TRIPS FROM ROSEMEAD RLVD. ONLY. PLAN NO. 2 -
D AVE (10)- INCLUDES 6 TRIPS TO ROSEMEAD RLVD. ONLY
(11)- INCLUDES & TRIPS FROM ROSEMEAD BLVD. ONLY.

X |



, TABLE 11

PLAN NO. 2

L.A.-WILMAR VIA

ONTE VIA VALLEY 2LVD L.A.-EL MONTE-COVINA-POMONA VIA SARVEY AVE HELLMAN AVE
OR COACH LINE MOTOR COACH LINE MOTOR COACH LINE
PROPOSED PRESENT PROPOSED PRESENT PROPOSED
Lslas I Es sl Lol SE:
(12) (13) (14) (15) (16)
20 34 30 8 6
6 9 9 2 2
22 39 33 12 8
4 6 6 1 1
22 39 33 12 8
2 4 3 1 1
24 43 36 13 9
G @ san @ san SAN SaN
JoN TE GARFIELD EL MONTE GABRIEL EL MONTE BALDWIN GABRIEL EL MONTE BALDWIN GABRIEL GABRIEL
AVE. SLvD. PARK SLVD. PARK BLvD. BLvD.
T 8"-15" 5"-10" 8"- 15" 6"-13" 7=-27" 11"-20" 7"-17" 7"-27" 7"-25" 8"-30"
i 20" 20" 15" 150 15"-30" 20" 20" 20"- 40" 45" 45"
2" Fi%: 18 511" 75=18" 4"-11" 7"-22" CHaCH S G 7"-22" 6"-17" 117"
B5" 30"-35" 30"-35" 30" 30" 30"-60" 30" 30" 30"-60" 80" 80"
SAN SAN SAN SAN
DN TE GARFIELD EL MONTE GABRIEL EL MONTE BALDWIN GABRIEL EL MONTE BALDWIN GABRIEL GABRIEL
AVE. BLVD. PARK BLVD. PARK BLVD. BLVD.
P 65 53 66 54 33 64 53 33 37 30
D 15 15 12 20 13 8 16 15 -- --
B 62 55 62 55 35 57 55 36 32 28
B 12 12 11 16 @13 8 13 @ 14 - --
SAN SAN SAN SAN
bnTE GARFIELD EL MONTE GABRIEL EL MONTE BALDWIN GABRIEL EL MONTE BALDWIN GABRIEL GABRIEL
AVE. BLVD. PARK BLVD. PARK BLVD. BLVD.
38" -- 36" -- -- 36" -- -- a1" 4"
ﬂ:e" 28" 48" 32" 41"-45" 53" 32" 41"- 45" 53 -- --
! 33 5O 35° 47" 56"-61" 35" 47" 56"-61" 38" 38"
37" .- 41" -- .- 4" .- o= 43" 43"
60 " 31" 50" 33" 44"-49" 55"-58" 335 44"-49" 55"-58" -- --
29" 45" 30" 42" 52" 30" 42" 52" 33" 33"
PM 5 50 AM TO 11 55 PM 6 00 AM TO 12 45 AM 6 00 AM TO 12 45 AM 5 45 AM TO 12 15 AM

PRESENT L.A.-BALDWIN PARK RAIL PASSENGER SERVICE TO BE DISCONTINUED, WITH ADDITIONAL
SERVICE TO BE PROVIDED ON L.A.-EL MONTE VIA VALLEY BLVD. AND L.A.-EL MONTE-COVINA-
POMONA MOTOR COACH LINES.

PRESENT L.A.-BALDWLN PARK RAIL PASSENGER SERVICE TO BE DISCONTINUED, WITH ADDITIONAL
SERVICE TO BE PROVIDED ON L.A.-EL MONTE VIA VALLEY BLVD. AND L.A.-EL MONTE-COVINA-
POMONA MOTOR COACH LINES, AS WELL AS NEwW L.A.-WILMAR VIA HELLMAN AVE. MOTOR COACH
LINE TO BE ESTABLISHED.




TABLE NO« 12

ESTIMATED COST OF ADDITIONAL FACILITIES AND EQUIPMENT REQUIRED

Rail Operation

Continued Proposed
Item With PsCeCe Cars Motor Coach Operation
(4) (B) (4) (B)
E%g ;;mglcél (éar;xg $40,000  $4,040,000 $3,120,000
ediate ense -
Recondition tracks 753,253 7534253
Ei% gigsquent Tgiﬁk&ExpmM nse 2,043,331 2,043,331
ansion - ain
(5) Ste Terminal 1,500,000 1,500,000 § 100,000 $ 100,000
5) Additional Track =
Echandia to Indian
Village 870,000 870,000
(6) Macy Street Car Shops
(and Gerage) 50,000 50,000 125,000 125,000
(7) Sierra Madre Feeder 20,000 20,000
(8) Track Circuit Changes 76,000 76,000
(9) Motor Coaches required
@ $18,000 2,160,000 1,818,000
(10) Pasadena carhouse changes 35,000 35,000
(11) Miscellaneous - signs -
loading platforms, etc. 10,000 10,000

(12) Track Connection between
Monrovia-Glendora Line
and Baldwin Park Line 355,000 355,000

(13)  Total Estimated Cost $9,352,584 $8,432,584 $2,785,000 $2,443,000
(14) Total Cost, excluding

Subsequent Track
Program $7,309,253 $6,389,253 - -

A = Present Load Standard
B - Proposed Revised Load Standard

xii
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TABLE NO. 13

ESTIMATED LEDGER VALUE OF FACILITIES TO BE ABANDCNED

WATTS- SAN PEDRO ST. SAN PEDRO &
PASADENA PASADENA S1ERRA WEST S| ERRA VIADUCT NORTH ALISO STS.
ACCT. SHORT OAK MONROV | A MADRE ALHAMBRA ALHAMERA VISTA TO TO MACY
NO. DESCRIPTION OF ACCOUNT L INE KNOLL L INE LINE LINE L INE LINE AL FSCQ ST. ST. YARDS
(1) (2) (3) (4) (5) (6) (7) (8) (9) (10)
501 ENGINEERING $ 66,037 % 14,880 $ 42,689 $ 12,332 $ 1.852 $ 1.684 $ 9.612 $ 1.624 $§ 33,944
502 RIGHT OF WAY 435,537 28,514 253,083 82,875 20,232 15,610 - -- 127,878
503 OTHER LAND USED IN ELECTRIC 38,321 -- 3.156 16,460 .- 1.344 -- -- - --
RAlLWAY OPERATIONS
504 GRADING 257,286 36,147 65,529 38,838 2,963 1,343 16.720 783 5,013
505 BALLAST 65,647 19,071 42,362 11,577 2,942 274 10,265 378 4,226
506 TIES B2,002 29,839 60,964 27,788 4,250 3,391 13,035 748 6.274
507 RaAaILS, RAIL FASTENINGS 234,713 120, 268 184,363 64,602 12,824 9,239 53,752 1.246 16,281
& JOINTS
508 SPECIAL WORK 30,723 22,109 13,086 4,956 2,703 1.880 57 .378 22,865 12,495
510 TRACK AND ROADWAY LABOR 131,159 31,825 93,633 34,171 7.846 4,462 17.500 2,304 18,837
511 PAVING 103,193 98,266 3. 747 4,749 1,167 965 62,074 1.236 16,882
515 BRIDGES, TRESTLES & CULVERTS 319,665 6,316 71.778 27,386 4,002 186 12.737 1.463 106,580
516 CROSSINGS, FENCES & SIGNS 39,270 4,260 26,544 6,657 1.413 470 - - = 8
517 SIGNALS & INTERLOCKERS 115,484 168 69,190 8,525 182 225 - -- 2,700
518 COMMUNICATION SYSTEMS 7.119 46 ' 5.869 1.117 200 227 -- - 104
521 DISTRIBUTION SYSTEM 197,847 62,944 210,865 47,292 6,509 12,404 == 2,209 6,409
523 SHOPs, CARHOUSES & GARAGES 2,557 .- S .a 581 E wa g i
524 STATIONS, MIsc. BUILDINGS 21,977 .- 26,111 8,269 .- 5,345 -- -- 2,361
AND STRUCTURES
539 POWER FLANTS 53.165 == 24,734 . o = == e P
542 PoweR PLANT EQUIPMENT 272,925 -- 99,531 -- .- -- -- -- --
544 TRANSMISSION SYSTEM 32.601 -- 26,375 .a - .- -- -- --
545 FRANCHISES 1,297 2,190 34 400 -- -- -- -- --
TOTAL 82,508,525 $476,843 §1,351,609 $397,994 $69,666 §59,049 3253.073 $34,856 $359,992
{2) - VALLEY JUNCTION TO END OF LINE AT WALNUT STREET. PASADENA. (INCLUDES PasADENA & SIERRA PARK SUBSTATIONS, AND
TRANSMISSION LINE FROM VALLEY JUNCTION TO ONEONTA).
(3) EL MOLINO TO FAIR OAKS AVEMUE & COLORADO STREET.
(4) ONEONTA TO MONROVIA (MYRTLE STREET), EXCEPT PORTION THROUGH ARCADIA BETWEEN HUNTINGTON DRIVE AND SANTA ANITA
AVENUE. (INCLUDES OVERHEAD CONSTRUCTION AND TELEPHONE LINES, MONROVIA TO GLENDORA: ARCADIA AND AZUSA
SUBSTATIONS, AND TRANSMISSION LINE FROM ONEONTA TO .of\?,USA-]
(5) - SAN MARIND TO THE END OF THE LINE AT SIERRA MADRE.
(6) - SIERRA VISTA TO RAYMOND AVENUE, ALHAMEBRA.
(7) - CONNECTION WITH ALHAMBRA-SAN GABRIEL LINE TO THE END NEAR THE SOUTHERN PACIFIC TRACKS. ALHAMBRA.
(B) - NINTH & SAN PEDRO STREET. VIA NINTH STREET, MAIN STREET, FIRST STREET, Los ANGELES STREET. ALI1SO STREET,

TO SWITCH POINT AT ALISO & SaN PEDRO STREETS.
- SAN PEDRO STREET FROM THE INTERSECTION OF THE TRACKS ON THE VIADUCT NORTHERLY TO ALISO STREET.

SaN PEDRO AND ALISO STREETS TO THE MACY STREET YARDS.
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TABLE 10, 1

SUMMARY

- - —

ESTTIATED SALVAGE AND COST TO REMOVE FACILITIES TO BE ABANDOIED

Track and Facilities

TraCk doasrdoctegeesacieenan
Overhead sesssvssesvRenbuane
Signals ssesvredrrsnencrasae
Bridges sreseevemcroeBPRB LY

Total pesansany

Land Salv&ge cevosaspessanide

Net Salvage «..

By Lines:

Oa]:‘( I{noll Li!‘le esssssneness
Pasadena Short Line .eecevee
Sierra Madre Line eqe.vcoces
Alhambra Line reabesseancens
Monrovia Line sescecvevenvarns
Sierra Vista Line ssronvecean
Track ovned by City (6th &
San Pedro - Aliso & 3an
PGdI’O) FravsbenT AR I ERAREDR
Aliso & San Fedro Sts, to
Macy Street Yard cecesesss
Joint Trackage cssencavsssns

TOtal LB N N

Cost to
Remove Salvage
(1) (2)
$h55,0hh 5188,623
85,876 L8, 485
30,095 3,870
195,975 18,567
66,990 $2

TenborerrPesdaPRsrEIROVERRSOR

AR EEERE R ERE R RR R R AR R AR AR ]

Net Cost to
Remove

3

$266,421
37,391
26,225
117,408

$507 , L5

249,675

($257,770)

$ 83,621 $ 10,976 $(72,645)
87,610 95,730 8,120
62,828 76,839 14,011
7,463 12,816 _5,353
143,366 80,041 (63,325)
15,435 522 (44,913)
210 50 (190)
23,490 3,097 20,393
312,937 229,149 83,788)
$766,990 $509,220 ($257,770)
(RED_FIGURES)



TABLE NO, 15

ESTIMATED SALVAGE AilD COST TO REMOVE FACILITIES TO BE ABANDONED
OAK KNOLL LINE - EL MOLINO TO FAIR OAKS & COLORADO

Cost to Net Cost to
Item Track and Facilities Remove Salvape Remove
(1 (2) 3)
(l) TI'ELCK A R N NN N A A NN | $75|81[,0 $ 6’932 $68’908
(2) Ovel"head SaP s s s s pEad Y 7,021 2’959 l",062
(3} BIoNELS sinepeainimmrebian 760 210 550
(4) Total ssersese  $83,621 $10,101 273,520
(5) L‘and Salvaqe ..... L A B B B (AR R R RN EEN NN R EE BN N A NN giz
(é) Net Salva!’.e R R N N I A A B A A A SR (ff:‘zé )
(RED FIGURES)
ESTIMATED SALVAGE AND COST TO REMOVE FACILITIES TO BE ABANDONED
PASADENA SHORT LINE - ONEOHTA TO CARHUUSE AT WALNUT STREET
Cost to Net Cost to
Item Track and Facilities Remove Salvage Remove
(1) (2) (3)
(1) TI‘aCk Fra v e asarrrEPERTRR R \?}78’275 $ 5’690 - $72’585
(2) Overhead PP resNssaensdObB NS 9,025 6’005 3’020
(3) Sign-als S es PR Ar PR NP TR TR 210 60 _—_g@
()—'.) Tﬂtal TR NN N 610 11 7 :;?5,855
(5) Land b'alvage P EA B NEIAERE QI NIIIARGENRENRORRORPBORTRARROIRIN 83 7
(6) Net Salvage Crevposseresn YD ROIRRSeRNRRROPRRd jfd* 8;12,0_



(6)

(7)

(1)
(3)
(&)
(5)
(6)

(7)

TABLE NO, 16

ESTIMATED SALVAGE AND COST TO REMOVE FACILITIES TO BE ABANDONED

MONROVIA LINE - FL MOLINO TO SAN IRINO - SAN MARINO
TO _ARCADIA - ARCADIA TO MOMROV TA

Cost to Net Cost to
Track and Facilities Remove Sg%v?ge Remove
(1) 2 3

Tr&Ck Cotesriosmbareh v aunn e $ 830058 $’+8y125 $3h”933
OVel“hea.d T T 25,258 15,082 10'176
Signals Faer s bR s At v Eravan TR 9,615 820 8’795
Br‘j—dges IR R A RN R N AR NS NN 25.!&5 Jz 6 *22 811

Total eesnvges 66 4, $76,715
Land Salva.ge L LR L T P R R R R E ST e _,]_-Lm

Net Salvage erssssbasstesbebDssranRo R ARBOna (M&j

(RED_FIGURES)

ESTIMATED SALVAGE AND COST TOQ REMOVE FACILITIES TO BE ABANDONED

SIERRA MADRE LINE - SAN MARINO TO END OF LINE AT STERRA MADRE

Cost to
Track and Facilities Remove Salvage
il (2)

TI‘aCk L I A B SR A FE R N AR $M’687 $25,791
Overhead PeractoPewsabeerrew 8.2{.61 6’1.33
Signals TR B B B S A B @8 eba 3’660 510
Bridges LI B IR I O B R A R 6‘020 625

To‘t&l daveszrep 262!828 iggloéz
Larld Sal\fage BAed et e per B EP T EFRRRAPPBIgabsrebrp s risasgrnnny

Net Salvage T T T I T T T T I Y

Net Cost to
Remove

3

$18,896
2,328
3,150

:

$29,769

EE



TABLE NO, 17

ESTIMATED SALVAGE AND COST TO REMOVE FACILITIES TO BE ABANDONED
WATTS=OIERRA VISTA LIN'E NINTH & SAN PEDRO TO -
ALTSO & SAN PEDRO E;& NINTH ST,, MAIN ST, .
105 RNGHLES SI., ALTSO STRERT

: " Cost to Net Cost to
Item Track and Facilities Remove Salvage Remove
(1) 325 3
(1) Track teveavenanessngesacadon $l&3,985 $ - $h3!985

(2) Overhead mevqevscrevbaevoonRY llék-ﬁ 222 228
(3) Total deqevawan Eéélégg i 252 3&&,913

(h) Land salV&ge FRAPEIT VR IASITORERPOVEsEpPITE AN P FAseDOPREDRNdE

(5) Net Salvage Prterddguene N ResPsessenagneTnSe (m)

SIXTH & SAN PEDRO TO ALISO & SAN PEDRO
(Track and Overhead Owned by City of Los Angeles)

(1) S}‘.'_‘I‘lals Tdegesssamasnqgyeoendepwd &_2}-& u w

ALISO & SAN PEDRO STREETS TO MACY STREET YARDS

(l) Track sesesgwrmssssdatIecantuns 520;615 $ 2’205 $18lhlo
(2) Overhead syysssevevesssnveeses 2;225 802 13&23

(3) Signals GvssbBevossssNscwrena 659 90 560
(h) Total sdsvarasa 22;!322 ﬁ 2!021 $20’393

ESTIMATED SALVAGE AND COST TO REMOVE FACILITIES TO BE ABANDONED
ATH/AMBRA LINE - OSIER:A VISTA TO WEST ALHAMBRA

Cost to Net Cost to
Item Track and Facilities Remove Salvage Remove
B - i 2 I
(l) Track chaegveserprlesnavidona $ 5,236 $ h’ogo $ 1’156
(2) Overhead drr PR rvecCaCTQARbeRE NS 2’10? 1'096 1’011
(3) Signals PRSP OPIPERETRE AN BT ADS 120 20 EO
(h) Total LER N E R RS 1 6 3 206 $ 2,257

(5) Lar]'d Salvage BRSO BV P ID S EP R IV T OLOPPIPP LRV PowOr ety i|610

(6) Net salvafe ro&o;r.-»llactl.l.lbpooroolto. & 5'352

(RED FIGURES)
xvii



TABLE NO, 18

ESTIMATED SALVAGE AND COST TO REMOVE FACTILITIES TO BE ABANDONED

JOINT TRACKAGE
(a) Valley det, to Indian Village
(b) Indian Village to Sierra Vista

(¢) Sierra Vista to Oneonta
(d) Oneonta to E1 Molino

Cost to Net Cost to
Item Track and Facilities Remove Salvage Remove
1 (2) 3

(l) Track Bepoeseesasss0paTaNeYD leB,BAS $ 95,800 $ 7.548
(2) Overhead sxverecasnBoBORDEIp 30,329 15’886 ll{'thB
(3) Signals Posassssessdnoosdnany lh,?h.O 2,100 12,6&0
(L) Bridges eseecsoescasessecess _164,520 15,318 149,202
(5) Total essaance 12 $l— lOL $183,833
(6) Land Salvage eovcrseadedqrercrosrdolosscsabadbosbonssnpiayp (a) 20’395
(b) 29,200
(e) 13,600
(d) _36,250

100, 045
(7) Net SalVaF"e CRCRC R A A 2 I I B B W R I R (ﬁ SESS)

(RED FIGURES)
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TABLE NO.19

ESTIMATED PRESENT CONDITION OF TRACK AND ROADWAY
PASADENA SHORT LINE - VALIEY JUNCTION TO

FATR OAKS AVENUE & COLORADO STREET

Estimated Condition

Section Rail & Date Installed Per Cent
Rail Weight  Date
Ttem From To (Lba) Installed Rails Ties Bals
o e T w1
Local Main Local Main Local Main
(1) Valley jet. Indian Village
Outbound 90 1943 60 60 4O
Inbound 90 1937 55 65 65
(2) Indian Village Topaz 60 90 1906 1945 15 60 65 65
1910
(3) Topaz Eastern Ave. 60 90 1910 15 60 55 55
(4) Eastern Ave. Van Horne 60 90 1910 15 60 65 65
(5) Van Horne Oneonta 60 90 1910 15 60 55 55
(6) Oneonta Monterey Rd. 60 1902 35 L5 45
(7) Monterey Rd. Mission St.
(Rehabilitated) 91 1947 75 75 75
(8) Mission St. Hotel Raymond 128G 1926 50 60 60
(9) Hotel Raymnd California St. 91 1915 30 L0 4O
(10) calif. &
Fair Oaks Raymond & Green 128G 1914 50 50 50
(11) Green St. Colorado Ste 72 1908 25 25 25
OAK KNOLL LINE - EL MOLINC TO
FAIR OAKS AVENUE AND COLORADO STREET
Estimated Condition
Section Rail & Date Installed Per Cent
Rail Weight  Date
Ttem From To (Lb.)  Installed Rails Ties Bal.
(1) (2) (3) (4) (5) &) )
local Main Local Main Local Main
(1) Oneonta El Molino 70 90 1910 1945 20 60 60 60
(2) E1 Molino Huntington
Hotel 60 1906 30 60 60
(3) Huntington
Hotel Colorado Ste. 91 1914 30 30 50
(4) Colorado St.
& Lake Ave. Raymond 126G 1923 L5 L5 65




TABLE NO. 20

ESTIMATHED PRESENT CCNDITICN OF TRACK AND ROADWAY
MONROVIA-GLENDORA LINE - (EL MOLINO TO GLENDORA)

Estimated Condition
Section Rail & Date Installed Per Cent
Rail Weight Date

Item _ _ From To (Lb.) Installed Rails Ties Bal.
(1) (2) (3) (L) A3 (¢

(1) El Molino  1st Ave.,
Arcadia 60 1903 23 50 50

(2) 1st Ave.,  5th Ave.,
Arcadia * Arcadia 75 1927 L5 50 50

(3) 5th Ave., 9th Ave.,
Arcadia Monrovia 60 1907 25 50 50

(‘{l-) 9th Aveo,

Monrovia Shamrock Ave, 75 1926 35 L0 L0
(5) Shamrock Ave. Azusa 70 1907 35 50 50
(6) Azusa,Cityof Azusa, City of 75 1923 75 75 75
(7)  Azusa Glendora 70 1907 35 50 50

SIERRA MADRE LINE

Estimated Condition
Section Rail & Date Installed Per Cent
Rail Weight Date

ITtem From To (Lb.) Installed Rails Ties Bal.
(1) (2) (3) (4) (5) 6) (7
(1) San Marino Colorado St. 60 1904 L0 50 50
(2) Colorado St. Central Ave.,
Sierta Madre 60 1906 L0 50 50
(3) Central Ave. Sierra ladre
Station 72 1933 50 50 50
(4) Sierra Madre
Station Wilson Trail 60 1906 LO 50 50

BALDWIN PARK LINE

Estimated Condition
Section Rail & Date Installed Per Cent
Rail feight Date

Ttem From To (Lb.) Installed Rails Ties Bal.
(1) (2) (3) (&) (5) 6) (7

(1) Vvalley Jet. Baldwin Park
Inbound 90 1927 80 75 75
Outbound . 90 1945 90 75 75



" Ttem

Section

TABLE NO. 21

ESTIMATED COST OF REHADILITATION

PASADENA SHORT LINE

From

(1)

(15)
(16)
(17)

(18)

Oneonta
California St,

El #olino
Huntington Hotel
Oak Knoll Circle

El Molino Jcte.
San Marino Jcte

Santa Anita Ave.
Myrtle Ave.

San Marino

Valley Jct.

Valley Jct.
Sixth & San Pedro

Total

To Immediate  Future Amount.

(1) (2) (3)
California St. $ 67,600 $254,79% $322,394
Carhouse (Walnut St.) 28 - 5,928
Sub-total 73,528 $25L,79k $328,322

PASADENA OAK KNOLL LINE

Huntington Hotel $ 15,418 $ 16,889 § 32,307
Qak Knoll Circle L7,566 180,864 228,430

Feir QOaks & Colorado
Sub-total

27,202
3 95,1@6

MONROVIA-GLENDORA LINE

San Marino Jct. $ 12,891
Santa Anita Ave.

(Arcadia) L7549
Myrtle Ave. (Monrovia) 35,467
Pasadena Ave,

(Glendora) 91,940
Sub-total $187,792

SIERRA MADRE LINE

Sierra Madre $104,000

EL MONTE-BALDWIN PARK LINE
$ 32,565

Baldwin Park

COMMON CODE TRACKS

85,190
#282,9L3

$ 51,564

189,981
141,866

275,762
59,173
$368,000

$130,263

El olino $166,935 $ 99,470
Valley Jete 98,247 248,688
Sub-total $265,181 348,158

Combined Total

112,392
373,129

$ 64,455

237,475
177,333

ke85

$472,000
$162,828

266,405

%h6,9§5
$613,340

$753,253 $2,043,331 $2, 796,58,



Month
or

Year

Els

1938
1939
1940

1941
1942
1943
1944
1945
1946
1947
Jan.
. Feb.
Mch.
Apr.
May
June
July
Aug.
Sept.
Oct.
Hov,
Dec.
Total '47
1948
Jan.
Feb.
Mch.
Apr.
Hay
June
July
Aug.
Sept,
Oct.

TABLE_NO, 22

STATISTICS AMID TRENDS

PASADENA VIA SHORT LINE

Total to Date
10 hos. 1948 1,891,76)

% Incr, Over (Cents) (Cents)
Revenue Same Period Passenger  Vehicle Revenue Revenue Per
Passengers Prior Year Revenue Miles Per Mile Passenger

(2§ (3) (4) (5) (6) (7§
1,425,056 $ 197,981 468,495 42.26 13,89
1,385,806 (2.76) 205,2L5 163,64, uL.27 14,81
1,384,818 207) 182,481 468,343 38,96 13.18
1,418,990 2.47 184,964 438,225 42,21 13,03
1,889,395 33.21 251,857 476,421 52,86 13,33
2,462,576 3034 340,501 534,682 63,68 14,03
2,954,838 19.99 397,306 592,733 67,03 13.45
3,014,188 2,01 117,655 610,040 68,46 13. 86
2,956,939 1.90 424,743 585,518 72,54 14.36
257,961 (12,03) 42,878 52,521 81.64 16,62
211,213 .02) 35,079 42,536 82,47 16,61
226,984, (11.25) 36,965 45,922 80,50 16,29
215,650 (16.77) 35,620 44,907  79.32 16,52
215,522 (10.82) 34,947 Lh,975 77,70 16.22
200,329 (16.69) 33,440 43,126  77.54 16.69
209,199 (17.11) 34,756 43,31k 80,24 16,61
210,530 (15.22) 36,183 42,865 8L.41 17.19
201,374 (13.18) 34,110 41,994 81,23 16.9L
204,743 (13.97) 31,772 Lh,246 71,81 15,52
191,959 (13.39) 31,968 11,676 76,71 16,65
203,897 (15.8L) 31,639 L4572 70,98 15.52
2,549,391 (13.78) 419,357 532,65, 78,72 16.45
229,481 (11.04) 37,456 49,949  Th.99 16.32
182,353 (13.56) 33,170 39,997 82,93 18,19
196,770 (13.31) 37,112 43,122 86,06 18.86
184,996 (14.21) 34,271 41,165 83.25 18,53
182, 570 (15.29) 33,921 43,757 Tl.52 18, 58
183,190 8. 56) 34,700 11,604 83.41 18.9L4
185,467 (11 25) 36,151 38,796 93.18 19. 49
186,965 (11.19) 37,105 38,126  97.32 19.85
179,405 (10.91) 34,376 37,249 92,29 19.16
180 567 (11,81) 34,458 38,293 89,99 19.08
(12,15) $ 352,720 412,058 85,60 18.65

" (RED_FIGURES



TABLE NO, 2

STATISTICS AlD TRENDS

PASADENA VIA OAK KNOLL LINE

Month % Incr. Over (Cents) (Cents)
oF . Revenue  Same Period Passenger  Vehicle Revenue Revenue Per
fear Passengers Prior Year Revenue Miles Per Mile Passenger
(1) (2) (3) (4) (5) (6) (7
1938 1,568,936 $ 233,651  576,26L 10,55 14.89
1939 1,479, 562 (5.70) 219,558 553,780 39,65 14,84
1940 1,487,951 .57 201,543 548,634  36.7L 13. 55
1941 1,545,224 3.85 210,908 536,478  39.31 13,65
1942 2,084,278 34.89 294,418 573,188  51.36 14,13
1943 2,623,445 25,87 369,010 654,436  56.39 14.07
1944 2,906,414 10.79 386,634 713,296 54,20 13.30
1945 2,853,785 (1.81) 393,239  718,42L  54.74 13,78
1946 2,707,648 (5.12) 391,582 701,615 55,81 1. 46
1947 :
Jan, 246,280 (8. 62) 39,866 61,712 64,60 16,19
Feb, 201,768 (8.08) 32,608 51,673  63.10 16,16
Mch. 209,009 (11, 28) 33,060 5ky515 60,64 15.82
Apr, 201,938 (16.29) 32,495 53,135 61516 16,09
May 198,734 .81) 31,337 53,150  58.96 15.76
June 197, 549 (12.45) 32,133 51,850 61,97 16,27
July 182,855 (18.55) 30,558 51,194  59.69 16,18
Aug. 182,066 (18.87) 30,470 49,963 60,99 16,74
Sept. 188,223 (8.79) 31,064 48,613 63,90 16. 50
Oct. 197,360 (10.29) 29,758 52,721 56, L4 15,08
Nov. 179,147 (13.00) 29,075 48,912  59.LL4 16,23
Dec. 190,985 (14s11) 28,790 51,239  56.19 15,07
Total '47 2,381,964 (12.03) 381,214 628,677 60, 64 16.00
1948
Jan, 206, 747 (16.05) 32,860 5l,316 59.95 15,89
Feb. 168,125 (16.67) 29,043 46,942 61,87 1727
Mch 182,609 (12.63) 32,761 51,044 64,18 17. 94
Apr, 172,725 (1h.L7) 30,385 49,258 61,69 17.59
May 169,481 (The74) 29,926 49,034 61,03 17. 66
June 174,187 (11.83) 31,380 49,273  63.69 18,02
July 169,157 ElO. ; 31,315 42,687  73.36 18,51
Aug, 163,494 .20 30,866 41,406  The 5k 18,88
Sept. 153,214 (18.60) 27,96k 40,300  69.39 18,25
Oct. 156,860 (20.52) 29,239 41,575  70.33 18. 64
Total to date
10 ios. 1948 116,599 (14.67) $§ 305,739 466,335  65.56 17.81
(RED_FIGURES)
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TABLE NO.

STATISTICS AND TRENDS
MONROVIA-GLE:]DORA LINE

Month % Incr, Over (Cents) (Cents)
or Revenue Same Period Passenger Vehicle Revenue Revenue Per
Year Pagsengers Prior Year Revenue e Per Mile Passenger
) (2) (3) ol ¢ gl 5 @
1932 850,839 Va3 522,551 36,33 2231
1939 838,159 (L.L9) 195,025 506,194 138,53 23,27
1940 895,139 . 80 187,356 507,313 36,93 20,93
1941 1,002,126 11,95 199,255 511,668 38,94 19, 88
1942 1,323,765 32,10 266,766 564,536 47,25 20,15
1943 2, Lkt 625 8L, 67 LT7,954 971,003  49.22 19 55
1944 2,500,928 2,30 470,131 956,124 49,17 18,80
1945 2,730,816 5 1 540,801 973,008 55,58 19. 80
1946 2,551,850 (%. 555) 541,214 902,726 59.95 21,21
1947 :
Jan, 342, T4k 7. 61) 87,794 102,641 85,54 25,62
Feb. 289,741 (12.5%} 73,986 89,789 82,40 25, 54
Mch. 210,481 (25,76) 48,682 77,630 62,71 23.13
Apr, 153,738 (25.77) 33,667 62,58L  53.79 21,90
May 156,643 (1L.79) 33,642 63,193 53,2l 21,48
June 151,915 (10.11) 33, 594 60,905 55,16 22,11
July 148,151 (18, 51) 32,579 . 61,624 52,87 21499
Aug, 143,692 (16.01) 32,691 61,402  53.24 22,75
Sept. 146,130 (7.37) 32,815 604425 5431 22, L6
Oct. 159,847 (2.62) 32,816 63,409 51475 20, 53
Hove. 148,804 (3. 06L) 32,858 60,164  5ke61 22,08
Dec. 180,751 (1.43) 38,920 70,194 55445 21,53
Total 147 2,232,637 (12,51) 514, 04ty 833,960 61,64 23,02
1948
Jan, 303,983 (11, 31) 75,704 99,918 75,77 24,90
Feb, 263,259 . 1h) Th, 784 91,165 82,03 28 41
Mch, 189,379 (10.03) 52,170 72,237 72,22 2755
Apr. 178,734 16,26 48,583 70,521  68.89 27.18
hay 169,945 8. 49 45,683 68,235 66495 26,83
June 145,174 (Lyo uds) 38,573 61,446 62,78 26, 57
July 143,592 (3.08) 39,266 62,949 62,38 27,35
Aug. 140,331 (2.34) 39,158 63,059 62,10 27,90
Sept. 138,389 (5,30) Sy bk 61,363 60,80 26,96
Oct. 145,608 (8.91) 38,433 63,609 60,42 26,39
Total to Date
10 lios. 1948 1,818,394 (L4eL5) $u89,665 714,502 68,53 26,93
(RED_FIGURES)
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TABLE NO, 25

STATISTICS AND TRENDS
STERRA MADRE LINE

Month % Incr. Over (Cents) (Cents)
or Revenue Same Period Passenger Vehicle Revenue Revenue Fer
Year Passenpers Prior Year Revenue Mil Per Mile Passenger
(1) (2) (3) (&) (3§ (6) @)
1938 299,122 o $50,98L 152,786 3337 17,04
1939 287,971 (3.73) 50,972 147,253 3kL62 1770
1940 309,475 T 47 L7,157 147,206 32,03 15. 24
1941 321,495 3.88 43,577 150,326 28,99 13455
1942 450, 1635 40,17 62,814 165,176 38,05 13.95
1943 533,708 18,43 73,799 185,107 39.87 13.83
1944 625,311 17,16 82,426 192,385 42,84 13,18
1945 618,190 (L. 14) 89,335 198,038 45,11 1 15
1946 594, 494 (3.83) 90,345 200,372 45.13 15.20
1947
Jan, 59,575 64442 10,099 18,876 53,50 16.95
Feb. L8, 504 3.24 8,212 16,125 50,93 16,93
Mch, 52,088 9 8,628 17,610 48,99 16, 56
Apn, 49,880 (z 33) 8,358 16,916 49,41 16,76
May 48,838 a_%g 8 065 17,170 46,97 16,51
July 47,567 (3.20) 8,086 15,548  52.01 17,00
Aug, bliy 593 (6.7%) 7,776 15,026  51.75 17, b4
Sept. Ly, 894 (L.21) 7,766 14,550  53.37 17.30
Oct. 52,210 Tl 8,278 15,907 52,04 15.86
Nov. 47,351 .28 8,085 14,406 56,12 17.07
Dec. 48,899 (1.79) 7,745 16,386 47.27 15.84
Total '47 592,341 +36) 99,247 194,989 50,99 16,76
1948 et
Jan, 54,836 (7.95) 9,115 16,161 56,40 16,62
Feb, L5,599 (5.99) 8,093 14,149  57.23 17.76
Mch, 50,011 (3.99) 9,278 15,899 58,36 18,55
Apr, 48,343 (3 08) 8,704 15,425 56443 18,00
Nay 46,469 (Le85) 8,382 14,81 56,58 18,04
*June 46,085 (3.87) 8,379 15,390  5L.Lk4 18,18
July 42, 594 (9.; ) 7,787 15,295  50.91 18,28
AUE, 42,231 (5.3 ) 7,881 15, Tk 50,06 18,66
Sept. 11,502 7.56) 7. 571 14,981 50,54 18,24
Oct., 43,500 (16.68) 7,786 15,253 51,05 17.90
Total to Date
10 Hos,1948 461,170 (7.04) $ 82,981 153,111 5420 17.99

*June 11, 1948 and subsequent includes San Marino-Sierra Madre M. C,

(RED_FIGURES)



TABLE NO, 26

STATISTICS AND TRENDS

WATTS-SIERRA VISTA LINE

Month # Incr, Over
or Revenue Same Period
Year  Passengers Prior Year
(1) (2) (3)
1938 4,682,449
1939 6,457,378 7
19,0 A,808,601 (%3?%%)
1941 5,287,675 9. 96
1942 6,434,506 21.69
1943 7,824,010 21.59
1944 11,507,205 47,08
1945 12,973,031 12,74
1946 13,661,061 5¢33
1947
Jan. 1,107,151 20 145
Feb. 989,896 (1.95)
Meh. 1,064,240 (430)
;pr- 1,oao,gog .12)
ay  1,042,67 (23
June 1.023,978 IZEQ
July 1,040,682 (10.90)
gug% 1, th ,712 (10.88%
ept. 1,036,874 (L 50
Oct. 1,061,386 (8.06)
ec. 1,052,210
Total '47 12 500,100 (8,52)
1948 e
Jan. 1,023,541 (7.55)
Feb, 831, 446 (16.01)
Mch, 902, 265 (15 22)
Apr, 825,429 (20, 63)
Hay 813,247 (22,00)
June 798,885 (21,93)
July 812,44l (2193
Aug. 812,628 (22.51)
geit. 780,171 (2L, 76)
Cles 2’ lfg 2§oz
Total to Date Hrse (____EP
10 Mos, 1948  8,392,57k (19.7L)

Passenger
Revenue

Seyae

$ 307,425
405,402
321,872
341,232
LL3,995
613,043
851,820
903,463
928,051

77,340
68, 963
72,750
72,099
70,893
o
72,545
75,619
73,701
69,062
69,277
68, 4,66
862,138

70,087
75,939
85,555
76,779
75,912
76,010
79,598
81,106
75,240
77,032

$ 773,288

XxXvi

(Cents) (Cents)
Vehicle Revenue Revenue Per
Miles Per Mile Passenger
(5) (6) @)
1,044,451 29. 143 6. 56
1,389,500 29,18 6.28
960, L6k 33,51 6,69
960,233 35. 54 6 li5
1 00&,775 Lla19 6.90
1,257 165 50, 37 7.84
1,428,971 59,82 Tek3
1,571,839 57.48 6.96
1,543,299 40,13 6.79
121,668 63,57 6.99
111,609 61,79 6497
124,623 58,38 6. 81
118,969 604 60 693
121,521 5834 6,80
117,757 60,91 7400
123,750 58,62 6.97
124,457 60,76 .21
120,886 60,97 740
123,194 56,06 6,51
120,359 57,56 6.99
130,397 524 51 6« 50
1,459,190 59.10 6,90
125,254 55,69 6.85
112,71 67.37 9.13
115,909 73.81 12,85
112,190 684k 9,30
110,745 68, 55 9. 33
107,048  71.03 9. 52
109,077 72,97 9. 80
109,718 73.92 9.98
106,307 70,78 9, 644
110,580 6966 9 72
1,120,142 69,03 9421
(RED FIGURES)



TABLEJOQ 27

STATISTICS AND TRENDS
10S_ANGELES-EL MONTE-BALD'IN PARK LINE

Month % Incrs Over (Cents) (Cents)
or Revenue Same Period Passenger Vehicle Revenue Revenue Per
Year Passengers Prior Year Revenue Miles Per Mile Passenger
(1) (2) (3) (4) (5) (6) (7)
1947
May 154,890 $ 24,891 54,183  L5.94 16,07
June 150, 685 24,215 50,646  47.81 16.07
July 154,811 2,,878 51,783  L8.04 16,07
Aug. 154,447 24,820 51,667  LB.OL 16.07
Sept. 152,058 24,436 50,416  LB.LT 16.07
Oct. 161,910 26,019 52,491  49.57 16,07
Nov 151,076 24,278 50,088  L8.47 16.07
Dece 1614, 758 26, 1-1-77 5‘,4-’ 9914' 1{-80 15 16-07
Total Last
8 Moss 1947 1,244,635 $200,014 416,268  48.05 16.07
1948
Jan. 156,462 $ 25,143 53,443 47,05 16,07
Feb. 139,294 26,981  L7,754 564 50 20.39
lar. 153,745 29,760 53,237  55:9% 19.37
Apr. 141,885 27,483 51,188 53.69 19.37
May 141,728 (8+50) 27,453 50,375 54 50 19.37
June 144,973 (3.79) 28,081 46,799  60.Q0 19.37
July 142,033 (8.25) 27,512 45,540 60,41 19.37
Aug. 141,163 (8:60) 27,343 46,064  59.36 19.37
Sept. 137,038 (9.88) 26,544 47,561  55.81 19.37
Oct. 137,170 (15.28) 26,570 47,608  55.81 ' 1937
Total to date
10 Mos. 1948 1,437,491 - $272,890 489,569  55.7L 19.01
(RED_FIGURES)
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PACIFIC ELECTRIC RAILWAY COMPANY

PASADENA SHORT LINE

PASSENGERS, SEATS, AND UNITS OF EQUIPMENT
ARRIVING AT VALLEY JUNCTION |INBOUND AND LEAVING VALLEY JUNCTION OUTBOUND
BY HALF-HOUR PERIODS ON MONDAY, AUGUST 16, 1948

CHART NO. IV
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PASSENGERS AND SEATS

[ Xxx

PASSENGERS AND SEATS

PACIFIC ELECTRIC RAILWAY COMPANY

PASADENA OAK KNOLL L INE

PASSENGERS, SEATS, AND UNITS OF EQUIPMENT
ARRIVING AT VALLEY JUNCTION |NBOUND AND LEAVING VALLEY JUNCTION OUTBOUND
BY HALF-HOUR PERIODS ON MONDAY, AUGUST 16, 1948

CHART NO. V
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PACIFIC ELECTRIC RAILWAY COMPANY
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L

PASSENGERS . SEATS. AND UNITS OF EQUIPMENT
ARRIVING AT VALLEY JUNCTION INBOUND AND LEAVING VALLEY JUNCTION OUTBOUND
1948

BY HALF-HOUR PERIODS ON MONDAY, AUGUST 16,
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PASSENGERS AND SEATS

PASSENGERS AND SEATS
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PACIFIC ELECTRIC RAILWAY COMPANY

SAN MARINO -

SEATS, AND UNITS OF EQUIPMENT,

SIERRA MADRE RAIL AND MOTOR COACH LINES

NORTH OF SAN MARINO
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PACIFIC ELECTRIC RAILWAY COMPANY

VISTA RAIL LINE
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PACIFIC ELECTRIC RAILWAY COMPANY

LOS ANGELES-BALDWIN PARK RAIL LINE

PASSENGERS, SEATS. AND UNITS OF EQUIPMENT
ARRIVING AT VALLEY JUNCTION INBOUND AND LEAVING VALLEY JUNCTION DUTEOUND
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BEPORT ON

COMPARATIVE ECONCMICS, SERVICE AND

OPERATING RESULTS OF

PASSENGER TRANSPORTATION SERVICE ON THE

SANTA ANA LINE
NEWPORT BEACH LINE

LONG BEACH LINE
SAN PEDRO LINE
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ARTHUR C. JENKINS

M.AM.SOC.C.E., M.AM.INST,E.E., M.SOC.A.E,
CONSULTING ENGINEER
B70 MARKET STREET

SAN FRANCISCO 2, CALIFORNIA

DOuUGLAS 2-8023

January 31, 1949

Mr. O. A, Smith, President
Pacific Electric Railway Company
675 Pacific Electric Building
Los Angeles, California

Dear Sir:

As a part of the systemwide rehabilitation studies which you have
requested, there is submitted herewith for your consideration a report cover-
ing the Southern District passenger rail lines.

This report is one of several that will cover the entire passenger
rail system and sets forth the comparative financial results to be expected
under the plans of operation studied, Although the comprehensive rehabilita-
tion plan is to cover all phases of the Company's operations, financial re-
sults of operation indicated the desirability of proceeding with the rail line
modernization survey in advance of others, due to the heavy loss incurred in
that branch of service.

During the year of 1947, system passenger rail operations were con=-
ducted at a net operating loss of &3,&26,189. Despite the increase of fares
that became effective February 1, 1948 and substantial economies brought about
during that year, an operating loss before bond interest for passenger rail
operations was incurred during the twelve months' period ending October 1,1948
in amount of $2,893,962, To attempt further economy through reduction of
maintenance and service standards would not be advisable, Other means must be
adopted,

Analysis of the Southern Distriet operations indicates that for the
present rail passenger service should be continued on the Long Beach Line, the
San Pedro Line and the Watts Loeal Line, It may prove desirable at a later
date to make major changes in those lines by consolidation of service or par-
tial motor coach replacement, but at this time it appears desirable to continue
the rail service,

This leaves only the Santa Ana Line as the principal problem in the
Southern District, The Newport Beach Line is relatively unimportant as its
service consists of only one round trip daily during winter and two during
summer, Rail traffic can satisfactorily be absorbed by existing motor coach
line by addition of a few schedules, Therefore, effort has been concentrated
upon the Santa Ana Line in this report.



Mr, O, A. Smith, President
January 31, 1949

Whereas under present conditions, the Santa Ana Line incurs an
annual operating loss of §204,079, that loss can be eliminated and a profit of
$2,400 realized through discontinuance of passenger rail service and establish-

ment of express motor coach service between Santa Ana and Los Angeles over the
most direct route,

Present traffic and revenue certainly cannot justify continued rail
passenger service and a review of the line's history indicates no possible

hope of future development sufficient to financially justify continuation of
the line,

Respectfully submitted,

fﬁﬁ’—’ 4’ %//

L L rr‘/

ARTHUR C. JENKINS



Pacific FElectric Railway Company

REPORT ON
SOUTHERN DISTRICT PASSENGER RAIL LINES

FOREWORD

——— — — — — — —

In the preparation of basic data, assembly of field information,
development of cost, revenue and other financial data, the files, resources
and personnel of the various departments of the Company have been drawn
upon to a substantial extent,

Preparation of the material necessary to completion of this report
has involved comprehensive field surveys, exhaustive study of records,
extensive cost analysis and the preparation of numerous sets of detailed
schedules and manpower assignments, all based upon actual conditions,
official records of the Company and standard operating practices,

The wholehearted cooperation and assistance rendered by the various
departments and offices of the Company in this work has been of inestima-
ble value, Service rendered by the Research Bureau, Schedule Bureau,
Engineering Department and Passenger Traffic Department are worthy of spe=-
cial mention, It is desired to particularly acknowledge the assistance
rendered by Mr., H. O. Marler, Passenger Traffic Manager, Mr. D, R, Lewis,
Engineering Assistant to the President, and Mr, L, H. Appel, Research
Engineer and his staff,

ARTHUR C., JENKINS
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Pacific FElectric Railway Company

COMPARATTVE ECONOMICS, SERVICE AND
OPERATING RESULTS

SOUTHERN DISTRICT PASSENGER RAIL LINES

A - BASIC CONSIDERATIONS

PURPOSE AND SCOPE OF STUDY

The purpose of this study is to analyze the financial and operational
characteristies of passenger rail lines of the Southern Distriet of Pacifie
Electric Railway Company, to determine the extent to which they contribute to
the system loss on passenger rail operations, and to develop whatever means
may be available to eliminate the loss by rearrangement of operations and
modernization of facilities and service. The studies have been conducted with
full recognition of the necessity for maintaining the highest possible stand-
ard of service to the public at lowest reasonable fares commensurate with the
cost of operations,

In line with previous studies of this same series, the scope of analysis
has been extended to include the possibilities of new type rail cars of the
P,C.C. design as compared with present rail equipment, and the use of motor
coaches in replacement of rail operations. The use of conventional P,C,C,
type cars was not given full consideration in this instance as urban type of
equipment would not be adaptable to the long-haul high-speed operation be-
tween Los Angeles and points as far south as Santa Ana, Long Beach and San
Pedro, The results of the study do not indicate the desirability, as a part
of the primary stares of modernization, to substitute motor coaches for rail
service on all lines of the Southern District.

In connection with the Southern District, more so than the Northern
District, the motor coach operations presently conducted bear a closer rela-
tionship to the over-all problems In the Southern District, motor coach lines
of the Company already operate between Los Angeles and Santa Ana and also be=-
tween Los Angeles and Newport Beach. The nature of the problem is less in=-
volved with respect to the Newport Beach Line, but is much more difficult
when considering alternate highway service to Santa Ana, due to the absence
of parallel hiphways immediately adjacent to the rail line.

FUNDAMENTAL PREMISE

In connection with the Southern District the same general concept of
objective exists as applies to other rail lines of the system, It has been
accepted as a basic assumption in conducting the survey and in deriving the



conclusions and recommendations set forth herein, that the only way in which
the public penerally can continue to be supplied with passenger transporta-
tion of any character by Pacific Electric Railway Company or any other
carrier, is for the physical and financial elements of the operation to be
adjusted to the extent necessary to produce a reasonable profit to the opera-
tors To propound the theory that standards of service are paramount to the
financial solvency of the carrier who is reouired to provide that service, is
tantamount to depriving private industry of its fundamental incentive to
remain in business and its inherent richts under the principle of free enter-
prise upon which the foundation of the economic system of the Country is
established,

The problem can be epitomized as consisting of two primary responsibil-
ities: First, that of the carrier to discharge its obligation to the public
in the most efficient and effective manner through the exercise of prudent
and farsighted managerial discretion; and the second, the obligation of the
persons benefiting from the service to pay a sufficient amount in return to
offset the cost of providing it and in addition, to assure the Company of a
reasonable measure of profit., To attain the desired balance of interests and
equities, it is essential that the problems of both principals and the re-
strictions under which they must function be thoroughly understood and the
superficial effects of minutia be subordinated to the paramount issues that
go to the more profound consideration of survival or extinction of the trans-
portation system. '

FINANCTAL REHABILITATION AND SERVICE MODERNIZATION REQUIREMENTS

The general status of the Company's financial condition has been describ-
ed in the report on the Venice Short Line, No, PR 3-D1(8)(a), the report on
the Northern District Lines, No. PR 3-D1(8)(d,e,f,g), and other exhibits sub-
mitted in evidence before the Public Utilities Commission in current proceed-
ings to avoid repetition those considerations will not be repeated herein but
reference to them is urged.

To provide an indication of the necessity for conducting this survey,
mention will be made only of the major financial picture. Passenger rail
service on the lines of Pacific Electric Railway Company for the year of 1947
suffered an operating loss of aprroximately $3,500,000, Although some relief
was experienced during 1948 as a result of the increase in fares that became
effective on February lst of that year and economies effected through con-
certed effort on behalf of all departments, most recent figures indicate that
during the twelve months' period ending October 31, 1948, passenger rail
lines had incurred a loss of $2,900,000, Of that loss 77% was chargeable to
interurban rail lines and 23% to the so-called local lines,

In view of these losses it would not have been prudent for the Company
to launch upon a program of rail modernization without first making a careful
analysis of the financial possibilities of the future, Maintenance of track
and roadway and facilities on the Southern District follow along the same
general line as those of other Districts of the system, Except for the Long
Beach and San Pedro Lines, maintenance is considerably below proper standard
for continued satisfactory rail passenger service and the cost involved to
completely rehabilitate on a satisfactory basis is not justified under the
existing conditions of patronage and earnings, or under the potential earning
or traffic possibilities of the area served,
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GENERAL MODERNIZATION PROGRAM

This report on the Southern District interurban lines and the Watts
Local Line is one of several reports covering the entire rail passenger opera-
tion. Other studies and reports will cover the existing motor coach lines of
the system which also are incurring operating losses, The urgency, however,
is greater on the interurban passenger rail lines and for that reason they
have been accorded prior consideration,

PUBLIC UTILITIES COMMISSION PROCEEDINGS

This study falls within the scope of the Company's general modernigzation
program which is directly related to the proceedings before the Public Utili-
ties Conmission of the State of California in Applications Noss 23053 and
27466, and Case No, L843. The Commission's Decision No. 41152, dated Janu-
ary 19, 1948, in those proceedings, and exhibits submitted by Commission and
Company witnesses prior thereto, are all closely related to this report and
those others of the same series, There is also a direct relationship between
the subject matter herein and exhibits and testimony submitted in evidence
before the Commission at the hearing held in Los Angeles on October 13, 1948,
in connection with the Company's application for extension of time on certain
provisions of the Commission's order, Particular reference is directed to
Exhibits Nos, 46, 47, 48 and 49, and testimony pertaining to them,

TYPES CF OPERATION CONSIDERED

A number of types of operation were considered in studying the Southern
District lines, including complete replacement of rail equipment with motor
coach operation and also partial discontinuance of service on certain lines,
In view of the peculiarities of the area served and the arrangement of the
lines themselves, the problem has been considerably different from that
found in the Northern or Western Districts.

Also, as indicated above, it would not be practicable to use the light-
weight small-capacity P,C,C. type cars designed for urban operation, on the
long-haul service of the principal Southern District lines, Use of such
equipment, however, could be adapted to the southern end of the Watts-Sierra
Vista Line which has been considered to remain as a rail operation for the
present,

As to the Santa Ana Line, a careful analysis of statistics and earning
condition indicates the desirability of complete discontinuance of rail
service. Consideration has been given to the feasibility of cutting the rail
service back to Bellflower, However, such an operation could not be con-
ducted at a profit and it was concluded that the only ultimate solution is
complete discontinuance of rail passenger service on the line

On the Newport Beach Line there is only one round trip daily during
winter and two during summer operated by rail and it is considered desirable
to completely discontinue that service and absorb the traffic on the exist-
ing motor coach line by addition of schedules,

As to the Long Beach and San Pedro Lines, consideration was given to the
possibility of substituting motor coaches for rail service but in view of the
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relatively good condition of track and roadway and the fact that a consider-
able expenditure has been made recently in completely overhauling and
rehabilitating the large-sized type 300 and 400 steel rail cars for the serv-
ice, and further in view of the fact that these two lines combined possess
better than average earning potentialities, it was considered desirable to
retain them at least for the time being in rail operation,

METHODS OF COMPUTAT ION

The methods of computation of financial estimates contained in this
report are the same as those used and described in the Venice Short Line and
the Northern District reports and it is suggested that reference be made
thereto rather than to repeat the complete data herein, Suffice it to say

that the estimates contained in this report are based, to the fullest extent
possible, upon actual conditions, actual schedules, traffic checks made dur-
ing representative periods, and the application of most recent wage rates to
the schedules and run assignments computed for the purpose.

DESCRIPTION OF SOUTHERN DISTRICT LINES

The Southern District rail lines consist of the following:

Los Angeles-Long Beach Line
Los Angeles-San Pedro Line
Los Angeles-Balboa Line

Los Angeles-Santa Ana Line
Los Angeles-Watts Local Line

Detailed specifications of these lines will be found in a following section,
In general they may be described at this point as radiating from Los Angeles
into the area to the south, all operating over common track between the Los
Angeles Main Street Passenger Terminal and Watts. At Watts the Santa Ana
Line diverges and proceeds southeasterly over a diagonal route to Santa Ana.
From Watts the San Pedro and Newport Beach lines proceed over common track

to Dominguez Junction. At that point the San Pedro Line diverges and proceeds
southwesterly to San Pedro. From Dominguez Junction the Long Beach and
Newport Beach Lines proceed southerly to the Willow Street Junction at which
point the latter diverges from the Long Beach Line and proceeds southeasterly
along the ocean front to Newport Beach. The track has been removed between
Newport Beach and Balboa and motor coach service was substituted for rail
operation sometime ago. From Willow Street Junction the Long Beach Line
proceeds along American Avenue for a relatively short distance through the
main business section of Long Beach to a teminal near the ocean front, The
relative locations and lengths of the lines can be observed by reference to
the map attached to the Appendix.

Between Los Angeles and Watts the lines operate over a four-track right-
of-way which traverses a completely built-up industrial and manufacturing
area, with flanking residential sections, On the Santa Ana Line between Watts
and the Los Angeles River a residential area is traversed and between Los
Angeles River and Garden Grove the territory is largely occupied by agricul-
tural activities, dairy fams, grazing areas and citrus groves, Along the
line south of Bellflower the population density is very light, the heaviest
concentration being at the town of Garden Grove a few miles north of Santa
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Ana, The Santa Ana Line is unique in that none of its length between the Los
Angeles River and Santa Ana is parallel to automobile highways, It crosses
almost all of the north and south, and east and west hirhways on a diagonal,
meking it virtually impossible to establish a motor coach operation that

would parallel. the line directly throushout its entire length or for any
small portion of its length,

Aft?r leaving Watts on the San Pedro, Long Beach and Newport Beach Lines,
the territory is quite sparsely settled with exception of the City of Compton

and the more thickly populated areas near Long Beach and the industrial area
of San Pedro and Wilmington,

Beyond Willow Street the line to Newport Beach is basieally a freight
line and passenger service consists of only one round-trip per day during
winter and two during summer, The Watts Local Line is the southern end of the
Watts-Sierra Vista Local Line, For purpose of this study it has been contem-
plated that the northern end of the line to Sierra Vista would be converted
to motor coach operation and the Watts end retained as rail,

B - FINANCTIAL ANALYSIS

PRESENT STATUS OF NET EARNINGS

The general earning status of the Southern District Lines has been
referred to in a previous section under Basic Considerations relating the
Southern District to other Districts and showing the financial results of
operation for the twelve months' period ending October 31, 1948.

In connection with the economic analyses made for the purpose of this
report a complete annuzl operating cost and revenue statement has been pre-
pared on an estimated basis projected into the coming twelve months' period.
These calculations have been made upon the basis deseribed above as to the
method of computation,

Santa Ana Line - It will be noted from Table No. 1 of the Appendix that
rail passenger operations, if continued on the Santa Ana Line will incur an
annual loss of $204,079, Due to the impossibility of establishing a motor
coach service directly paralleling the rail line that would provide all
present patrons with continued service, a direct comparison of motor coach
costs in replacement service cannot be computed, The situation is one where
the passenger rail line is to be abandoned and the traffic between Santa Ana
and Los Angeles will be taken care of by an amplification of existing motor
coach operations to the extent required to meet traffic demands, Inter-
mediate points must be served by other means.

It is estimated that the additional service by motor coach will operate
at a profit of $2,400 annually, Under these conditions, the financial
improvement will be essentially the elimination of loss that would be experi-
enced under continued operation by rail., Estimates of financial results of
operation as shown in detail by Table No. 1 of the Appendix are summarized
as follows:



Type of Per Cent Net Opera- No. of Units

Operation Load Factor ting Income Required

Present Rail Present - 100% ($20L,079) 18
150 1 2) VA
One-Man Rail Present - 100 (135 _g 23
150 A 18

One=-jan Rail Present - 100
to Bellflower (1 hr. Base) ( 15
(30 min.Base) 101,834 ) 15

- 150
(1 hr. Base) 38,L41) 11
(30 min.Base) 7) 11
Motor Coach Present $ 2,386 3

(RED FIGURES)

The above figures apply to the end results of operation on the Santa Ana
Line alone and do not include the corresponding figures that might apply to
the Long Beach, San Pedro and the Watts Local Lines.

Estimates were made of the results that would accrue from cutting the
Santa Ana Line back to Bellflower instead of eliminating the line entirely.
The results are shown in detail on Table No. l. Briefly, the data can be
summarized as follows:

One-Man Operation to Bellflower

Plan Net Operating Loss
Hourly Base Service
Present Load Factors $ 76,597
Proposed Load Factors 38,441
Half Hourly Base Service
Present lLoad Factors 101,834
Proposed Load Factors 61,697

It will be seen from this summary that short line service to Bellflower
cannot be conducted profitably under one-man operation, Actually, there is
serious question as t o whether one-man cars would be permitted on this line
due to freight service and other complicationss

Watts Local Line -~ Under present operations the Watts-Sierra Vista Local
rail line is estimated to incur an annual operating loss of $20,445« By
separating the north and south ends of the line and using one-man operation
on the Watts end, it is estimated that an operating profit would be realized
in amount of $169,800 annually. If it should develop that one-man operation
cannot be effected, then that profit would be reduced to about $100,800,

Long Beach, San Pedro and Newport Beach Lines - Table Noes 2 of the
Appendix shows the financial results of operation as estimated for the Long
Beach, the San Pedro and the Newport Beach passenger rail linese Annual
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operating net for these lines is estimated at a $33,295 profit, 379,224
loss, and $21,567 loss, respectively, These figures indicate that combin-
ing the Long Beach and San Pedro Lines during off-peak periods might well
eliminate the loss for the San Pedro Line or at least, materially reduce it.

As to the Newport Beach Line there is no hope of converting the loss
into a profit under continued rail service. Actually, even upon discontin-
uance of rail service and absorption of the traffic by the existing motor
coach line, the latter will continue to operate at a loss of more than
$80,000 annually. At present the motor coach line is operated at an annual
loss of $75,000s Under the circumstances it might be wise to turn the opera-
tion over to some other carrier already operating on restrictions between
Long Beach and Balboa,

OPERATING RATTO AND EQUIVALENT FARE TNCREASE

Upon the basis of the estimates made relative to the Santa Ana Line, it
appears that the overall financial improvement will be approximately $206,500
annually, Elimination of the present heavy annual loss is, of course, a
real gain and to obtain the same net financial improvement through an increase
in fares would require a 4L.5 per cent increase; and correspondingly, to
effect the same improvement through reduction in cost of operation would re-
quire a curtailment of 30.5 per cent of operating expenses., It is obvious
that neither one nor the other of these could be accomplished.

C - PRESENT AND PROPOSED OPERATIONS

PRESENT ROUTES

Santa Ana Rail Line - From Main Street Station in Los Angeles, the
Santa Ana Line operates via elevated structure to San Pedro Street, thence in
paved city streets along San Pedro Street, Ninth Street and Olympic Boulevard
to Hooper Avenue, thence southerly over private right-of-way paralleling
Long Beach Avenue, Santa Ana Boulevard, Fernwood Avenue (Lynwood) and con-
tinuing in a diagonal direction through Clearwater, Bellflower, Artesia, and
Garden Grove to Artesia Street, Santa Ana, thence in paved city street along
Fourth Street to Pacific Electric's Santa Ana Station.

On the four~-track system over private right-of-way between Olympic Boule=-
vard and Hooper Avenue in Los Angeles, and 103rd Street in Watts, the Santa
Ana Line service is operated on the inside pair of tracks, with double-track
operation over 0.76 miles from Watts to Socorro, and single-track operation
for 22,82 miles from Socorro to King Street at the western city limit of
Santa Ana, From King Street to Santa Ana station, the line is double track,
for a distance of 2.53 miles,

From the Los Angeles River (which lies a little east of Lynwood) to
Santa Ana, the Santa Ana Line passes through agricultural areas, with little
residential or commercial development, except in the communities of Clearwater,
Bellflower, Artesia, Garden Grove, and Santa Ana., Industries along the line
are infrequent. Freight service is operated over the entire length of the
line from Los Angeles to Santa Ana and beyond to Greenville.

Newport Beach Rail Line - This line follows the same route as the Long
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Beach Line between Los Angeles and Willow Street in Long Beach, at which
point it brances easterly through Long Beach to Seal Beach, thence follow-
in the ocean front to Newport Beach, From approximately Willow Street to
Newport Beach, the line is single track,

Only one round trip per day, daily except Sundays, is operated on the
line for the transportation of passengers, particularly between Los Angeles
and Hast Long Beach, Seal Beach, Huntington Beach, and Newport. The princi-
pal passenger transportation service between such points is provided by the
Los Angeles-Balboa Motor Coach Line,

Numerous industries are located on the section of this line east of
Willow Street in East Long Beachs Seal Beach, Huntington Beach and Newport

Beach, Freight service is provided over the entire line between Los Angeles
and Newport Beach.

Newport Beach Motor Coach Line - Motor coach service is now operated
from Main Street Station in Los Angeles, via 6th Street, Boyle Avenue, 8th
Street, Olympic Boulevard, Anaheim-Telegraph Road, Lakewood Boulevard and
Pacific Coast Highway through a portion of Long Beach, thence through Seal
Beach, Sunset Beach, Huntington Beach, and Newport Beach to Balboa., There
is also an altermate route through Belmont Shore (Long Beach), via Ximeno
Avenue, 2nd Street, Central Avenue and Main Street (Seal Beach) to Pacific
Coast Highway.

Population along the route is centered in the communities of Eszst Los
Angeles, West Bellflower, Lakewood Village, Belmont Shore (a part of the City
of Long Beach), Seal Beach, Sunset Beach, Huntington Beach, Newrort Beach and
Balboa. Between such communities there is much territory that is sparsely
settled or undeveloped in any way and little or no traffic is produced. With
exception of the Belmont Shore and Newport-Balboa areas, the density of popu-
lation is comparatively low in the cormunities named, From Seal Beach to
Balboa, the beach towns are popular summer resorts, with many residents re-
maining there only during summer months, Whereas, in the early years of the
rail line there was relatively heavy recreational travel, that traffic now
moves largely by automobile.

The route serves the Vultee Aircraft plant near Downey and the former
Douglas Aircraft plant at Lakewood Village, but since the war little passen~
ger traffic is developed by these industries,

PRESENT SERVICE

Santa Ana Rail Line
Length of route sesssrsarsebernnne 15.-33 miles to BEIlflOW'eI‘
33.49 miles to Santa Ana
Number of trains (daily except Saturdays and Sundays):
28 LA to Bellflower
22 LA to Santa Ana
29 Bellflower to LA
22 Santa Ana to LA

(Santa Ana Rail Line continued next page)
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(Santa Ana Rail Line continued from page 8)

Daily Except Saturdays and Sundays

LOS ANGELES M PEAK __ BASE PM PEAK NIGHT
e ecaaas Bell~ Santa Bell=- Santa Bell- Santa Bell- Santa

flower Ana flower Ana flower Ana flower Ana

Scheduled running
time sevesvtensns LOnLtd 82"Ltd 45" 91" L1"Ltd 88"Ltd 44" 85"

4L9".oc 91"Loc LT"Loe 92"Loc
Cars required sevee -1 B B - S P
( 4 = 1200 Class)
(13 = 300-400-450
Class)
Average miles per hr. 23.0Ltd 27.9 20.L 22,1 22.LLtd 25,8 20,9 23.6
18.8Loc 22.1 19.6Loc 21.8

Approximate headways 20-30" 30-40"  30-60" 60" 20-30" 25-35" 70-80" 70-80M

Newport Beach Rail Line
Lengthofﬁoute..-..-o--.--........ 38-0“15\.185
Number of trains (daily except Sundays):

Winter - 1 - LA to Newport
1 - Newport to LA
Summer - 2 -~ LA to Newport
2 - Newport to LA
Scheduled running time - approximately 1 hr, 25 minutes
Cars required; 2 - 1200-Class
Average miles per hour - 26.8

Newport Beach Motor Coach Line

via Pacific via Ximeno Ave.
Coast Highway and 2nd Street
Seal Seal
Beach Balboa Beach Balboa
Length of roufe cscessanshnssisnsanson 2714 43435 29.0 45.1
Number of one-way trips (daily except
Saturdays and Sundays) Outbound 2 )} *21 9
Inbound 2 2 #22 7
Scheduled running time eesescscsccssss 61n 1340 116M- 110"
1116 1t49n
Motor coaches required - 15 (various types)
Average miles per hOUr eescccvescsccse 26.9 27.6 264 L= 27.0-
22.9 2.8

# =~ includes 2 trips to Lakewoecd Village
# - includes 2 trips from 7th & Ximeno and
3 trips from Lakewood Village
Seal Beach trips include trips running through
to or from Balboa.

PROPOSED ROUTES AND SERVICE

Santa Ana Line = In the event of discontinuance of through rail passen-
ger service between Los /Angeles and Santa Ana, it is proposed to establish
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agditional limited motor coach service between such cities direct via
Firestone Boulevard and Santa ina Boulevard, serving only Santa Ana.

For the most part, Pacific Electric now operates its Los Angeles-Santa
Aga motor coach service over the route proposed, the exceptions being on
Firestone Boulevard and Santa Ana Boulevard between Buena Park and Santa Ana.

Limited Route via
Firestone and
Santa Ana Blvdss.

Leng‘bh Of TOULE aveaovssnoossccavsscanssnnsas 33.£|. miles
Number of one-way trips per day (daily except
Saturdeys and Sundays) eseessss Outbound 3
Tnbound 3
Scheduled running time ceessvescesessscessene a5
Average miles per hOUT sessscesssssscscccecss 308 miles
Number of coaches required secescenesecsesancs 2

Additional ‘fotor Coach Service LA-Newport Beach = Should present Los
Angeles-Newport Reach rail passenger service be discontinued, it is proposed
to establish one additional round trip by motor coach between Los Angeles and
Balboa, and two additional round trips by motor coach between Los Angeles
and Seal Bezch to meet winter traffic requirements and proportionately more
schedules during summer months when travel increases.

TRAFFIC CHARACTERISTICS /ND TRENDS

As a part of the appendix of this report there will be found a number of
statistical taules showing the characteristics of traffic volume, revenue,
and other data on the several Southern District lines for a period of years
from 1938 to and including 1948, with monthly breakdown from January 1947 to
and including October of 1948. Percentages of increase or decrease in reve-
nue passengers by months during 1947 and 1948 compared with the same month
of the previous year are shown on each of the statements referred to.

It is significant to note that with exception of the Newport Beach Line
there has been a material reduction each month in the number of passengers
carried as compared with the same month of the previous year on each of the
Southern District rail lines, particularly the Watts Loeal Line, the San
Pedro Line and the Long Beach Line. On the latter two lines the percentage
decrease has been in excess of 10 per cent for each month of the year of
1948, averaging for the eleven months 15.51 per cent decrease on the San
Pedro Line; 23.10 per cent on the Long Beach Line; and for a ten months!
period ending October 31, 1948, an average decrease of 19.74 per cent on
the Watts end of the Watts-Sierra Vista Line. The percentage of decrease
on the Santa Ana Line has not been as heavy as on the other main Southern
District Lines. However, the traffic on the Santa Ana Line, as indicated by
the statistical table, indicates that there has been almost a standard month-
ly pattern established which has not fluctuated to any considerable extent.
This would indicate that on that line the traffic carried has been reduced
to a post-war minimum of necessity riders and that although there has been a
decrease, on the average, for the first ten months of 1948 of 10.51 per cent,
the rate of diminution is not as great as on the other heavier volume lines.

There is a distinct difference between the revenue in cents per car mile

=10



on the 3anta Ana Line as compared with the other two main Southern District
Lines. For the ten months' period of 1948 the average revenue per mile was
only 65.68 cents on the Santa Ana Line as compared with 89.24 cents on the
San Pedro Line and 93.40 cents on the Long Beach Line. This is another
indication of the need for concentrated attention upon the Santa Ana Line,

Looking further to the Newport Beach Line, it will be noted that the

revenue per car mile is only en average of 58.15 cents for the first eleven
months of 1948,

Traffic checks were made on the Santa Ana Rail Line and the results are
shown by Table Nos 9 and Chart No. IV, in the Appendix. The check shows
that intermediate points between Santa Ana and Bellflower contributed only

20.6 per eent of the total traffic; that 38.8 per cent originated in Santa
Ana, and 40.8 per cent originated at Bellflower and weste It should be kept
in mind when referring to this traffic data that there are 22 round trips
daily on week days between Los Angeles and Santa Ana and 28 between Los
Angeles and Bellflower.

The ratio of passengers to seats on the Santa Ana Rail Line is shown
by Charts in the Appendix.

ECUIPMENT AND FACTLITIES

Equipment presently used on the Southern District Lines consists of
thirty units of 300, 400 and 1200 Class cars on the Long Beach Line; twenty-
six units of the 300, 400 and 1200 Class cars on the San Pedro Line; and
three units of 1200 Class on the Newport Beach Line. On the Santa Ana Line
a maximum of eighteen units are requireds During the base period four units
of 1200 Class are used and during the peak period ten units of the 300, 400
and 450 Class cars are operated.

As to assignment of rail passenger cars, no change will be necessary
on the Southern District rail lines that will remain in operation. The Long
Beach and San Pedro Lines will continue to be equipped with the type of cars
presently in operation.

There has been some consideration given to the possible advisability of
using 600 Class cars on the Long Beach and San Pedro Lines in the event that
the Northern District replacement program is authorized by the Public
Utilities Commission and motor coach service is placed in operation on the
line involved. If that is accomplished, there will be a surplus of 600 Class
cars available. Careful consideration of all of the elements involved, how-
ever, indicate that there would be no advantage in using the 600 Class cars
on the Long Beach and San Pedro Lines. This is because of the fact that the
large capacity steel rail cars of the 300 and 400 Class that have recently
been completely rebuilt and equipped for operation on the Long Beach and San
Pedro Lines are in excellent condition and have a higher economic passenger
capacity than the 600 Class cars.

As to the motor coaches to be used on the Santa Ana and Newport Beach
Lines, they will be of the conventional type of modern designes

The 300, LOO and 450 Class rail cars used on the Southern District Lines
are of heavy duty all-steel construction, built for long distance interurban
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service. They were obtained from the San Francisco Bay Area, some of them
formerly having been operated on the Northwestern Pacific Railway inter-
urban passenger service in Marin County and others were formerly operated

by Interurban Electric Railway Company between San Francisco and Oakland in
commutation servicee These cars were put into service on Pacific Electric
operations during the war when the heavy traffic of war industries in the
Long Beach-San Pedro-Wilmington Area overtaxed the facilities then available.
Subsequent to the war these cars were put through the shops at Torrance and
completely rehabilitated as to their interiors, including installation of new
and modern overhead lighting, completely new seats and installation of inte-
rior panelling both overhead and on the sides. Approximately $7,500 was spent
on each car in this programe With this reconstruction work the cars should
be capable of providing satisfactory service with no unreasonable maintenance
cost for a considerable number of years.

As to other facilities in connection with the Southern District Lines
it is not contemplated that any change will be made except removal of passen-
ger station facilities on the Santa Ana Line and the Newport Beach Line where
not required for motor coach operation, and eventual conversion from electric
power to diesel locomotive power in freight operations on those two lines.

Rail service on the Long Beach, San Pedro and Watts Local Lines will
continue to be operated from and to the Main Street Passenger Terminal in
Los Angeles over the present route via San Pedro Avenue and the rail ramp to
the station.

In the event that the Sierra Vista end of the Watts-Sierra Vista Line
is replaced by motor coaches as recommended in the Northern District Report,
the Watts end of the line should be rerouted to follow the same tracks as the
Long Beach and San Pedro Lines to the rear of the Main Street Terminal, there-
by eliminating rail operations on Ninth Street and Main Street,

FREIGHT OPERATION

Heavy freight service is conducted over the Southern District rail lines,
particularly between Amoco Junction and Watts along the four-track right-of-
way and between Watts and the Long Beach-Wilmington-San Pedro Area. A rela-
tively heavy freight traffic is also conducted on the Santa Ana Line. Freight
service is also performed on the Newport Beach Line between Long Beach and
Newport Beach. For the year of 1947 gross freight revenue on the Santa Ana
Line amounted to $290,000, which is only about $86,000 more than the estimat-
ed operating loss on passenger operations, Out of each dollar of gross
freight revenue only about 16.5 cents is retained as operating net which would
mean that on the Santa Ana Line only $47,800 of operating profit would accrue.
This is, of course, not sufficient to justify maintaining the passenger loss
of $204,000, if the problem of keeping both freight and passenger or losing
both .

Under the proposed rearrangement of operations there will be no appreci-
able change in freight service excepting on the Santa Ana Linee. Under present
conditions the operation of passenger and freight service jointly over the
single track portion of the line results in interference with both passenger
and freight operation. By elimination of passenger service it will be possi-
ble to materially expedite freight movements, eliminating the delays that are
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now required in providing for meeting of freight and passenger trains. This
expedited freight operation will result in some reduction in freight costs by
cutting down the number of crew hourss

PROSPECTS OF FUTURE DEVELOPMENT

A review of the history of the Santa Ana Line indicates conclusively
that the future holds no reasonable prospects for substantial increase in
passenger traffic and certainly does not possess favdrable potentialities as
to improved passenger earning conditions. As indicated above, the area served
by this line is predominantly agricultural with sparsely settled residential
arces at long intervals apart. Its primary function from a passenger carry-
ing standpoint is as a connection between Santa Ana and Los Angelese

This line is typical of other rail lines of the system presently exist-
ing and already discontinued. Population and commercial development, in
accordance with modern trends, have taken place along the principal highway
routes and in general those communities that formerly thrived along the rail
line, with exception of Bellflower and Garden Grove, have deteriorated and
even in those two communities the business centers have developed toward the
principal automotive arteries.

OTHER OPERATORS SERVING THE AREA

There is an appreciable amount of traffic between Garden Grove and Santa
Ana of a local character, but many miles are wasted between Los Angeles and
Garden Grove to carry those local passengers which could easily be accommodate
ed by extension of lines of the local Santa Ana motor coach operators

A survey has been made of other operators in the general area served by
the Santa Ana Line and it develops that there exists an extensive network of
independent operators serving the same communities served by the rail line of
Pacific Electric. This is particularly true in the area surrounding Bellflower
and communities to the immediate southa

No doubt satisfactory arrangements could be worked out to extend the
service of these independent carriers so as to adequately meet requirements
of the communities that would otherwise be left without service by discontin-
uance of the Santa Ana passenger rail line. Even if such were not possible,
the traffic is not sufficient to justify continued rail service.

SIMILARTITY TO CONDITIONS IN OTHER AREAS

The principal problem involved in considering discontinuesnce of passenger
service on the Santa Ana Line is the absence of parallel highways in the
immediate vicinity of the line. The advisability of discontinuing passenger
service on this line has been considered previously on numerous occasions over
a period of years extending prior to World War II. In each instance the in-
ability to provide a parallel service has been the predominant factor in
discarding the proposal. Conditions have now developed to a2 point where this
consideration can no longer be allowed to control.

PRIOR PROCEEDINGS

Elimination of rail passenger service on this line will result in a situ=
ation typical of that with which the Company has been confronted on other
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passenger rail lines where inadequacy of traffic has justified discontinuance
of passenger rail service, and the State Railroad Commission authorized
abandonment without substitute service. As examples, attention is directed
to the area formerly served by the Redondo Beach via Gardena Line and the
Torrance line. In each of those instances the traffic was insufficient to
justify continuation of rail service and it was discontinued without replace-

ment by motor coach operation under provision of the Commission's Decision

Noe 32599 dated December 5, 1939.

In BExhibit No. 73 submitted by the Commission's Engineering Staff on
March 31, 1939 in Application No. 21656, the Santa Ana Line was discussed at
considerable length commencing at Page 26. Quoting from that report, this
was said by the Commission Engineers:

"Combined patronage of both passenger and freight is not
sufficient to justify continuation of the rail service."

"Even in spite of this condition of restrictive routes,
consideration should be given to the abandonment of passenger
rail service beyond Bellflower."

In view of the consolidated proceedings under which these matters are
to be considered, it is necessury that reference be made to Exhibit No. 32
submitted by the Commission's Engineering Staff in this proceeding and point
out certain conditions that are not apparent from that report. On Page 37
of the report, a tabulation is shown of the traffic and earning statistics
of the Santa Ana Line from 1938 to and including 1946, Each statistical in-
dication in that table shows a remorkable increzse in 1946 as compared with
1939 with exception of the revenue per passenger. It points out that traffic
on that line in 1945 was 723 per cent of that carried in 1940. Passenger
revenue was shown to be $635,905 in 1945 as compared with $81,612 in 1940,
Those figures standing alone without corresponding cost figures might give
the wrong impression as to the value of this line in passenger service. For
comparison of more recent figures, the passenger revenue for the year of
1947 was $492,843 and the cost of operation exclusive of any share of bond
interest or fixed charges, was 3795,55?. Whereas, Exhibit 32 shows revenue
per mile of $0.56 in 1946, the cost of operation per mile in 1947 was $0.9967
per mile. Revenue per mile for the year of 1947 was $0.6195, which resulted
in an operating net loss of 37.72 cents per each car mile operateds Under
these conditions it is prohibitive to think of expending large sums for recon-
struction of rail facilities or of establishing express service.

ALTERNATE OPERATION

As indicated heretofore, the intermediate traffic on the Santa Ana Line
is extremely light, the principal volume being between the City of Santa Ana
and Los Angeles. It is proposed herein that this need be met by establishing
modern motor coach service between Santa Ana and Los Angeles on non-stop
schedules operated over the most direct route during the morning and evening
peak period of traffic. Motor coach operation is already provided between
Santa Ana and Los Angeles over two alternate routes; however, they are not
limited or express schedules and require a considerably longer time in transit
than would be true on the proposed express scheduless

Some consideration has been given to the advisability of retaining rail
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service on the Santa Ana Line as far south as Bellflower but such an opera-
tion would be conducted at a loss of about $101,000 per year. Therefore, it
is concluded that the appropriate action at this time is to discontinue
passenger service on the Santa Ana Line throughout its entire length.

REHABILITATION REQUIREMENTS

The standard of maintenance of track and roadway on the Santa Ana Line
is materially below par and to bring its condition up to a proper level for
continued rail passenger service, whether with new equipment or old, will
require a large expenditure during the coming few years. It is estimated that
an immediate expenditure of approximately $879,000 would be required, followed
by a further.cost of approximately {218,000, or a total of $1,097,000, The
immediate recuirements for rehabilitation on the Long Beach and San Pedro

Lines are only about $107,000. Details as to these costs are set forth in a
table of the appendix.

For freight operation only on the Santa Ana Line, the present condition
of track and roadway, with a normal maintenance program, will be satisfactory.

D - SUMMARY OF CONCLUSICNS AND RECOMMENDATIONS
CONCLUSIONS

Based upon the results of the survey conducted in connection with the
Southern District passenger rail lines as set forth in this report, it is
concluded that:

1. There is no justification, either present or potential, for con-
tinuation of passenger rail service on the Santa Ana Line.

2« Present operations of rail passenger service are conducted at
an annual operating net loss of §$204,000,

3« Under no other form of rail operation can a profitable service
be performed.

L4s» Continued rail passenger service to Bellflower only would be
operated 2t a loss of 102,000 annually.

5. For each car mile operated in passenger service during 1947
a loss of 37.72 cents was incurred.

6. Discontinuance of rail passenger service will permit abandon-
ment of electrical substations and distribution facilities
at material savings in cost of operation and maintenance,
through use of diesel locomotives in freight operation.

7. There is no hope that development in the area served will
ever produce sufficient revenue to justify continued rail
passenger operation on the lines involved.

8. Capital and reconstruction expenditures of approximately
$894,000 on a nonprofitable rail line will be avoideds
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9« There appears to be no prospect of obtaining sufficient
financing to carry out the large expenditures for contin-
ued rail service.

10, The net financial improvement of motor coach substitution
over present rail operation would be $206,000 annually.

1l. To bring the present deficit up to that reasonable return by
fare adjustment would require an increase in rates of about
Lhe5 per cent, assuming no loss of patronage.

12, The differential in improved net income as between substi=-
tution of P.C.Cs cars and motor coaches is so greatly in

favor of the latter that controversial estimates of traffic-
stimulation and other relatively minor issues can be dis-
pensed with completely.

13, By obtaining the regquired financial improvement through sub-
stitution of types of vehicles, drastic increases in passen-
ger fares that would otherwise be mandatory, may be avoided.

14, Discontinuance of passenger rail service on the Santa Ana
Line will present no different problems than those that
existed in connection with other lines previously abandoned
without substitute motor coach services (C.R.C. Dec. 32599,

12_5-39) .

15. The loading characteristics and traffic on this line are such
that motor coach operation can meet all requirements in a
highly satisfactory manner.

16. There is no feasible means of converting the losses of this
line into a reasonable profit.

17. Rail passenger service should be continued on the Long Beach,
San Pedro and Watts Local Lines for the present.

18, Pacific Electric Railway Company is not pioneering this move-
ment from rails to highways, but is actually bringing up the
rear in the procession after having suffered financial adver-
sity for a much longer period of years than its fellow opera-
tors have been able to survive,

REC OMMENDATIONS

Based upon the above conclusions and the results of the survey generally,
it is recommended that:

l. Rail passenger service be discontinued in its entirety on the
Santa Ana Line.

2. Expedited peak-hour limited-schedule service be established
by motor coach between Santa Ana and Los Angeles over the
most direct route using equipment of most modern type design-
ed for comfort and convenience in long-haul service.
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3. Permit the local Santa Ana operator to extend service between
Santa Ana and Garden Grove.

Le Permit existing independent carriers”in the vicinity between
Watts and Bellflower and et other points along the line to
carry traffic on an unrestricted basis.

5« Discontinue rail passenger service on the Newport Beach Line,

6. Provide for the absorption of traffic now carried on the
Newport Beach Rail Line on existing motor coach service
between Los Angeles and Newport Beach.

7« AU the earliest convenient time replace electric power facil-
ities on freight operations of the Santa Ana Line and other
exclusively freight lines of the Southern District with
diesel locomotives.

8+ To the extent possible without interference to important
freight functions, abandon trackage on the Newport Beach
Line.

9« Reroute the Watts Local rail line so as to operate from the
rail terminal at the Main Street station over the ramp and
along San Pedro Street on joint trackage with the Long Beach
and San Pedro Lines.

10 Motor coach operation in replacement of rail service be routed
as described herein and mske use of the proposed expanded motor
coach terminal facilities in the rear of the Main Street
station, :

11. Passenger rail service be continued on the Long Beach, San
Pedro and Watts local lines for the present,

12, Consideration be given to establishing shuttle service on
the San Pedro Line between San Pedro and Dominguez Junction
during off-peak hours.

Respectfully submitted,

ARTHUR C. JENKINS
CONSULTING ENGINEER
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TABLE NO. |

AN

A LI

N E

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PROPOSED ONE-MAN RAIL OPERATION B
LOS ANGELES -- BELLFLOWER SANTA ANA
PRESENT RAIL PROPOSED ONE-MAN PLAN ‘A" PLAN 'B" LTD.MOTOR
OPERATION RAIL OPERATION HOUBLY SASE SERVI 30-MIN.BASE SERVICE COACH SERVICE
NO. | FEM PRESENT PROPOSED PRESENT PROPOSED PRESENT PROPOSED PRESENT ProPOsED PRESENT
e A L.F. E.F. L.F. L.F. L:F- {9 LiE. L.F.
1 PASSENGER REVENUE $467.176 $467,176 $467 176 §467.176 $233,588 $233,588 $233.588 $233.588 § 45.9%0
2 OTHER REVENUE 5.446 5.446 5.446 5.446 2.723 2.723 2.723 2.723 621
3 ToTAL REVEWUE 472,622 472,622 472.622 472,622 236,311 236,311 236,311 236,311 464611
4 OPERATING EXPENSES & Taxes 676.701 §39,314 608,403 570,660 312,908 274,752 338,145 301,008 44,225
5  MET INCOME OR Lo0ss $(204.079)5(166.692) $(135.781) §{98.042) $(76.597) $(38.441) s(101.834) $(64,697) § 2.388
----- DETAIL OF OPERATING EXPENSES -----
|. WAY 8 STRUCTURES
6 MAITNTENANCE $ £88,858 § 88,858 $ B8.858 § 8a.858 § 37,437 § 37,427 $ 37.437 § 37.437 § 192
T DEPRECIATION 24,608 23.031 27.454 25,848 13,294 11,659 15,189 13,554 92
8 TOTAL WAY & STRUCTURES 113,466 _111.889 116,312 _114.706 _ 50,731 3 50,981 Z84
1 N
9  MAINTENANCE 53,787 50,341 27.379 25,777 13,258 11,627 15,147 13.517 3,449
10 Tires & Tuees .- == .- .- .- . .e .. 943
11 DEPRECIATION 5,213 8,623 46,000 36,000 30,000 22.000 30,000 22,000 7.714
12 OTHER EQUIPMENT CoOSTS 20,103 18,815 22,4 21,116 10,86 D 12,408 11,073 383
13 TovaL EQU|PMENT 83,103 77,7719 95,807 82,893 54,119 43.152 57,555 46 . 590 12,489
14 Power UseD 44,827 41,954 35,103 33,050 16.998 14,908 19,421 17.330 -
15 OTHER POWER COSTS 24,325 22,766 19.048 17,934 9,224 8,090 10,538 9,404 =.
16 ToTaL Powes 59,152 64,720 54,151 50,984 __ 26,222 _ 22.998 29,960 26,734 -
IV, CONDUCTI P!
17 TRAINMEN-OPERATORS WAGES 196,726 184,122 108,986 102,615 68,264 59,857 69,051 61,623 15,660
18  INSPECTING., CLEANING & 49,753 46,565 55,507 52,261 26,879 23,573 30,710 27,404 2,560
LUBRICATING EQUIPMENT
19  FueL & OIL -- -- .- - - = . .- 4,216
20 OTHER TRANSPORTATION COSTS 45,921 42,979 51,232 48,23 24,809 21,758 28,344 25,29 2.300
21 ToTAL CONDUCTING TRANSPOR - 292,400 273,666 215,725 203,111 119,952 105,188 128,105 114 32 24,736
TAT|ON
22 V. TRAFFIC 4,706 4,405 5,251 4,944 2,543 2,230 2.905 2,592 253
VI. GENERAL
23 INJURIES & DAMAGES 33,550 31,400 37,430 35,241 18,125 15,895 20,708 18,479 767
24 OTHER GENERAL COSTS 52,846 49,460 58,958 55,509 28,550 25,039 32,619 29,108 1.533
25 JoTAL GENERAL i i 96,386 50,750 46,675 _ 40,935 'ﬁ? 47,587 2,300
TAXES
26 UNEMP.INS. B CAmmIERS Tax AcT 26,813 25,330 24,104 22,607 12,400 10,887 13,401 11,928 1.526
27  L.A.CiTY LICENSE 244 244 244 244 266 266 266 286 126
28 FRANCHISE TAX 421 421 421 421 - - .- - i
29 Licesse. Wr.FEe. Regls., ETC. .- .- . .- - - -- -- :.;6_—:
30 STATE 3% GROSS RecelPTs Tax -- == == .= =2 2 o =i .34
31 TOTAL Ta::s 27.478 25.995 24,768 23,272 12.666 11,153 13.667 12,194 4,163
3z TOTAL OPERATING EXPENSES & $676.701 §639.314 $608,403 §570.660 $§312,908 §274,752 $338.145 $301,008 $ 44,225
TAXES
33 CLAsS OF EQUIPMENT 300- 400- 300.400- | o e P.C.C. P.C.C. P.C.C. P.C.C. e.c.C. MoTor
1200 1200 CﬂaCHEsa
4 NUMBER OF UN1TS, INCL. SPARES 18 14 23 18 15 11 15 1"
;5 MILEAGE 672,338 629,261 750,100 706,226 353.229 318,558 414,999 370,328 76,650
36 AVERAGE MILES PER UNIT 37,352 44,947 32.613 39,235 24,215 28,960 27.667 33.666 25,550
{ ) - FIGURES IN BRACKETS INDICATE LOSS.
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TABLE NO, 2
ESTIMATED ANNUAL FINANCTAL RESULTS FROM OPERATIONS

Present Passenger Rail Operations

LA-Long Beach LA-San Pedro LA-Newport Bch,
15 2 (3)
Passenger Revenue seeseseess  $1,300,400 $ 959,890 $ 23,800
Other ReVenues seeeeeesseres 11,543 9,096 329
Total Revenue sssssessee 1,311,943 968,98 2hy129
Operating Expenses & Taxesss 1,278,6 1,048,210 45,696
Net Income or Loss seeee 2 ( 224)  ($__21,567)
(RED_FIGURES)
Detail of Operati enses
I. WAY & STRUCTURES
Deprecia‘bion eessccvosnmotonan 2 l 101 *
Total Way & Structures,, ﬁ 1%5:8%6 11 0 3*
1T, EQUIPMENT
Maintenance sececesesrseesee $ 114,000 $ 89,840 $ 3,250
Depreciation eeennasdewregane 9,’21&7 10,&-33 2’1111-8
Other Equipment CoStSisseese 12,608 33,578 1,215
TOtal EQ'Llipment IR RN R E 166.&55 ﬁ 122’ 851 'iE —3 12
III, POWER
Power Used [ E R E RN NEENENEERENEENN] $ 100’126 $ 78’718 $ 2,626
Other Power (ostS,.esev.veee 54,332 42,716 %_1;.;2
Total Power ceeeeevessss @ 154 458 o 121,434 » 13,758
IV, CONDUCTING TRANSPORTATION
Traimmen's Wages eeseecceees. w 304,380 & 288,499 $ 12,187
Inspecting, Cleaning & Lub-
ricating CArS esescee.s.oe 105, 4,50 83,102 3,006
Other Transportation Costs , 97,328 76,701 2
Total Conductg.Transpes. w_ 507,158  § 448,302 17,968
V= TRAFFIC sedrveevsenpessIe ﬁs 9!975 15 7_186_1'_ u - 28
VI. GENERAL ,
Injuries & Damages sseessesas & 71,108 § 56,038 $ 2,027
Other General CoStS seeceess 112,005 88,268 _K__L_J_._‘ZZ
Total General eessrnsans @ 183‘11_1 MLIL-' 06 2—.—2&—- - 220
TAXES soeccoeoscecasaceanees © 97,613 § 76,926 ¢ 1,853
TOTAL OPERATING EXPENSES
%Q'OO‘QlOOCQIOOGCl. ?0112?81648 $1101-I»8|2;g M—é&é
01355 Of Equiment doenevena 300"1-]-00-1200 300"14.00"1200 1200
N‘l.lmber Of Units PDeessureRsen 30 26 3
Mileage .........“.CH.I..... l’hzs,ooo 1’123,0m ho’-ézh
Averape Miles Per Unit seeee 47,500 43,192 13,541
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TABLE NO, 3

TISTICS A!D TRENDS

LOS ANGELES-SA'TA ANA LINE

Month % Incr, Over
or Revenue Same Period Passenger
Year  Passenrers Prior Year Hevenue
(1) (2) (3) ()
1938 315,603 95,354
1939 301,931 (L33) 92,059
1940 343,984 13.93 71,612
1941 405,422 17.86 98,423
1942 750,758 85,18 199,061
1943 1,558,209 107. 55 423,479
1944 2,270,201 45,69 590,300
1945 2,479,296 D2l 635,905
1946 2,231,655 (9:99) 501,139
1947
Jan. 131,090 (2.85) 43,226
Feb. 164,223 (5.36) 39,200
Mch, 176,722 (4s 58) 42,184,
Apr. 170,723 (8.51) 40,752
May 169,202 (11.03) 40,339
June 168,134 (6. 47) 40,134
July 172,749 (9.62) 41,235
Aug. 176,021 (10.75) 42,016
Sept. 170,984 (4.9L) 40,814
Oct. 176,087 (3.70) 42,032
Nov, 165,022 (12.86) 39,391
Dec. 173,731 (8.35) 41,470
Total 'L7 2,064,688 (7.48) 492,843
1948 >
Jan. 160,093 (114 59) 38,214
Feb, 146,005 8. 20) 37,728
Mch. 158,391 (10.37) L0,92¢
Arr, 144,723 (15423) 37,396
May 148,599 (12.18) 38,392
June 150,236 (10, 65) 38,221
July 157, 4Lh 2. 89) 40,676
Auz, 160,393 (2.82) L1, LL6
Sept., 158,138 (7.51) 40,263
Oct. 160,511 (2.85) 42,519
Total to Date st 3
10 Mos.194€ 1, 5kk,503 (10.51) 396,989

iii

Vehicle Revenue Revenue Per
Miles Per Mile _Passenrer
(5 (6) (7)
339,949 28,05 30,21
348,73, 26,39 30. 49
348,885 23,39 23.73
343,484 28,60 24,28
440,797  L5.16 26, 51
773,697 54.73 27,18
1,001,143 59, 01 26,02
1,030,924 61,68 25,65
894,937 56,00 22,16
71,080 60,21 23,87
66,210 59,21 23,87
72,510 53,18 23,86
67,334 60, 52 23,87
66,371 60, 85 23,87
64,12, 62,53 23,87
66,031 62,45 23.87
64,237 65,41 23,87
62,050 65,78 23.87
66,019 63.67 23,87
63,442 62,09 23,87
66,059 62,78 23,87
795,527 61,95 23.87
6L,750 59,02 23,87
59,503  63.41 25,8l
63,770 64,18 25,85
59,820 62,51 25.8L
61,731 62,20 25,8l
59,463 65,29 25,81
59,216 68,00 25,8l
52,606 70,72 25,81,
56,960 71,74 25, 8l
59,976 70,89 26,49
804,395 65.68 25.70

(RED FIGURES)



TABLE NO, L

STATISTICS AND TRENDS
LOS ANGELES-NEWPORT BEACH LINE

Month % Incr. Over
or Revenue Same Period Passenger Vehicle Revenue Revenue Per
Year Passengers _Prior Year Revenue Miles  Per Mile Passenger
(1) (2) (3) (4) (5) (6) (7)
*
1943 115,932 k7,522 87,972 54,02 L0.99
1944 8,085 (93.03) 3,285 10,380 31,65 40, 63
1945 13,405 65,80 5,078 17,379  30.95  Mhile
1946 24,225 80. 72 9,547 18,529 51.52 39.41
l%%. 3,759 1,298 1,980 65. 56 34,53
Feb, 3,797 #see 1,311 1,824 71.88 3L, 53
Mch. 1,287 Note 1,480 1,976 7h90  3h.52
Apr. ll-, 142 131130 l’ 976 72,37 3L. 52
May 4,053 1,410 1,976 71.36 3479
June 5,526 #150.47 1,575 2,736  57.57  3L.20
July 5,373 5.87 1,869 Ly238 44,10 34.79
Aug, 5,423 11,88 1,887 L, 576 L1, 24 34. 80
Sept L, 599 33,00 1,600 3,588 k59 W79
Oct. L, 621 bL. 91 1,609 3,151 51,06 3ha
lov. 1,159 50, 42 L7 2,722 53,16 A9
Dec. L, 436 13.93 1,543 3,004 51,36 34.78
Total '47 53,178 119. 52 18,459 33,747 5470 3L.71
1948
‘g%n". L,841 28,7# 1,684 2,980 56, 51 34,79
Feb. L, 507 18,70 1,792 2732  65.59 3916
Mch, 5,343 2%, 63 2,02, 3,15 G4l KD
Apr. L, 917 12,71 1,955 3,028  6bL.56 3976
May L, 472 10, 34 1,778 2,256 62.25 39.76
June 4,832 6.76 1,921 3,656 52, 5 39.76
July 5,913 10,05 2,351 4,616 50,93 3976
Aug. 6,173 13.83 2,450 4,700 52.21 39.75
Sept. L, 893 6.39 1,945 3,815 50, 98 39.75
Oct. 1,820 5, 5 1,912 2,980 6416 39.18
Nov, 4,619 11.06 1,809 2,846  63.56  39.16
Total to Date
11 Mos.1948 55,390 13.64 2,725 37,360 5845 Iee

#*~-Service curtailed due to war,
#--No 1946 Service i rior to June 17, 1946,

iv



TABLE NO, 5
STATISTICS AND TRENDS

LOS ANGELES-LONG BEACH LINE

Month % Incr, Over
or Revenue Same Period Passenger  Vehicle Revenue
Year ~ Passengers _Prior Year  Revenue Miles Per Mile

1 (2) (3) (4) (5) (6)
1938 2,192,161 604,941 1,128,272 53,62
1939 1,929,701 (111_.91) 551,283 1,037,337 53,14
19,0 1,816,701 586)  L5L,5L2 994,846 15,69
1941 1,934,873 6. 50 522,667 1,005,001 52,01
1942 2,852,306 L7.42 819,18, 1,297,314  63.1L4
1943 L,645,961 62,88 1,284,675 1,501,320 85,57
1944 6,361,299 36,92 1,666,536 1,714,640 97,19
1945 7,881,677 23.90 1,949,402 1,975,800 98,66
19?6 6,968,209 (1L.59) 1,805,838 1,885,858 95,76
Jan. 459,951 (42.35) 93,232 127,751  72.98
Feb. 412,308 (38.0L) 83,575 108,601  76.96
Mch, 453,692 (29.32) 121,181 126,987  95.43
Apr 449,392 (25.96) 120,033 119,882 100,13
May 446,723 (19.62) 119,320 118,366 100,81
June 484,080 (14.98) 129,298 117,183  110.34
July 567,409 5005 151,555 137,801 109,98
Aug. 507,468 (9. 60) 135,545 133,37,  101.63
Sept. L5, 563 (13.19) 119,010 123,265 96,55
Oct. 431,171 (11, 9L) 115,166 117,865  97.71
Nov. 417,955 (11.21) 111,636 121,092 92,19
Dec. 424,143 (13.828) 113,289 127,804 82, 64
To§a18‘47 5,499,855 (2L.07) 1,412,840 1,479,971  95.46
Jan, 413,429 (10.11) 110, 427 124,693  88.56
Feb, 379,668 (7.92) 114,812 115,236 99. 63
iich, 102,281 (11,33) 121,651 122,069  99.66
Apr. 373,480 (16.89 112,940 113,487 99,52
May 396,427 (11.26) 119,880 121,645 98,55
June 396,142 (18.17) 119,793 122,508  97.78
July 429,837 (24.25) 129,983 135,252 95,68
Aug, L18,712 (17, 49) 126,619 137,176 92,30
Sept., 362,352 (18.68) 109,575 124,439 88,06
Oct. 334,737 (22.37) 101,358 121,915 83.14
Nov, 322,517 (22,83) 97,658 114,982 84,93
Total to.Date
11 Mos, 1948 1,229,585 (23.10) 1,264,696 1,354,002 93,40
(RED_FIGURES)

Revenue Per

Pass$§ger

27, 60

28, 51
25,02
27,01
28,72
27,65
26,20
273
25.92

20, 27
20,27
26. 71
26,71
26471
26,71
26,71
26,71
26,71
26,71
26,71
26,71
25,69

26,71
30. 24
30. 2L
30, 24
30,24
30,24
304 24
30, 24
30, 24
30.28
30,28

29.90



TABLE NO, 6

STATISTICS AND TRENDS
105 ANGELES-SAN PEDRO LINE

Month % Incr, Over
or Revenue came Period Passenger Vehicle Revenue Revenue Per
Year Passengers Prior Year Revenue Miles Per Mile Passenprer
LY (?) (3} (4) (5) (6) (7)
1938 1,293,506 sy 256,952 709,201 36,23 19, 86
1939 1,214,008 (6.15) 248,735 660,060 37,68 20,49
1940 1,222,325 .69 215,592 658,932 32,72 17, 6L
1941 1 415,353 15.78 280,743 689,103  LO.74 19. 8l
1942 2,998,891 133,28 656,872 1,314,762  49.96 21,98
1943 5,735,381 91,92 1,252,186 2,086,715 60,01 21,83
1944 75759,583 3529 1,724,877 2,302,429  TL.92 22,23
1945 8, 580,265 10. 58 1,881,542 2,477,686 75,94 21,93
1946 6,602,355 (23.05) 1,437,898 1,935,275 Th.30 21,78
1947 s
Jan, 477,363 (36, 54) 127,504 137,070 93,02 26,71
Feb, 429,289 (35.08) 114,663 118,763  96.55 26,71
Mch, 430,517 (3L, 82) 87,266 111,65, 78,16 20,27
Apr, 409,292 (29.81) 82,963 106,088 78,20 20,27
Nay 407,683 (20, 42) 82,637 107,784k 76,67 20, 27
June 401,769 (21,30) 81,439 102,774 7924 20,27
July 409,228 (23.27) 82,951 108,363 76,55 20,27
Aug, 397,862 (23.75) 80, 647 105,980 76,10 20, 27
Sert, 392,081 (16, 45) 79,475 101,506  78.30 20,27
Oct, 418,412 (11.88) 84,812 106,678  79.50 20, 27
llov. 394,006 (11.22) 79,865 102,159 78,18 20,27
Dec, 110,545 (13, 60) 83,222 108,285 76,85 20,27
Total '47 4,978,067 (24, 60) 1,067,444 1,317,104  €1,0L 21, 44
1948
Jan. L0, 691 (15.22) 82,031 104,735 78.32 20.27
Feb, 350,076 (18.45) 80,938 89,600 90,33 23,12
Meh, 377,851 (12.23) 87,359 94,532 92.41 23,12
Apr. 343,489 (16.08) 79,415 90,144 88,10 23,12
Niay 347,709 (1h.71) 80,390 92,311 87,09 23,12
June 337,958 (15.88) 78,136 90,628 86,22 23,12
July 347,577 (15.07) 80,360 93,436 86,01 23,12
Aug, 342,96L (13.80) 79,293 93,619 84,70 23,12
Sert. 327,804 (16.39) 75,788 85,301 88,85 23,12
Oct, 327,507 (21.73) 73,165 87,942 83,20 22,34
Hov. 315,121 (20.02) 70,398 84,162 83,65 22,34
Total to Date
11 Mos,1948 3,822,747 (16.31) 867,273 1,006,410 86,17 22,69
(RED FIGURES

vi



(3)

(%)
(5)
(6)

(7)

(8)

TABLE NO,

ESTIMATED COSTS OF ADDITIONAL FACILITIES AND

EQUIPMENT REQUIRED

Rail Operations Continued with P.C,C. Cars

- One-Man Operated -

LA ~Santa Ana L.A, -Bellflower Proposed
- A - w B« -l o B Motor Coach
Operations
(1) (2) (3) (%) (5)
F,C.C. Cars Re-
quired @§40,000 $ 920,000 $ 720,000 $ 600,000 LL0,000 -
Motor Coaches Re-
quired €18,000 $108,000
Additional Track
Facilities -~ 8th
& Hooper 15,000
Imnediate Track
Expense 403,156 403,156 96,942 96,942
Subsequent Track
Expense 217,844 217,844 184,462 184,462
Block Signal
Installation - - - -
(a)Watts-Bellflower 180,000 130,000 180,000 180,000
(b)Bellflower-Santa
Ana 200,000 200,000 - -
(¢)Siding Tracks 96,000 96,000 - -
Total Estimated
COSt seseasses.$2,017,000 $1,817,000 $1,061,404 901,404  $123,000
Total Excluding
Subsequent Track
Program sesesee$1,799,156 $1,599,156 $ 876,942 716,942

A - Present load Standards
B - Proposed Revised Load Standards



TABLE NO, 8

REHABILITATION AND DEFERRED MATNTENANCE
SOUTHERN DISTRICT

SANTA ANA LINE
Section -
Item From To Immediate Future Total
Watts — Santa Ana (6B) (2) (3)
(1)  Watts Bellflower $ 276,942 $184,462 $ L61,L0L

(2) Bell flower Santa Ana 602,21 82 6 6
Total 5 879,15 3217,84, 1,007,000

LONG BEACH LINE

6th & San Pedro-llorran Yard

(4)  6th & San Fedro 9th & San Pedro $ 28,464 $113,756 & 142,320
(5) 9th & San Pedro 9th & Hooper 5:937 - 5,937
(6) 9th & Hooper Watts 26,501 106,006 132, 507
(7) Watts Dominguez Jct, 14,833 59,330 74,163
(8) Dominruez Jet, Morpan Yard,Long Beach 12,827 51,306 64,133
(9) Total % 83,562 330,498 & 419,060
SAN PEDRO LINE
(10) Dominguez Ject, San Pedro $ 18,860 $ 75,441 $ 94,301

(11) Combined Total $ 986,578 $623,783  $1,610,361

viii



TABLE NO. 9

CHECK OF ON AND OFF PASSENGERS

LeAs=SANTA ANA RAIL LINE (INBOUND ONLY
———C‘r—luowm, AUGUST 9, I0L8

Accu~ Accum=
mulated mulated  Psgrs.
. Psgrs. Psgrs. Psgrs. Psgrs. On
Stops On On Off of Board
D @ 0 ‘(ﬁ_ i
Santa Ana (Station to

Artesia St.) 668 668 8l 8l 58,
West Santa Ana 1 669 7 91 578
King Street - 669 8 99 570
Willowick - 669 2 101 568
Harbor Blvd, 3 672 2L 125 547
Emerald Avenue 1 673 2 127 546
Garden Grove Rd. - 673 8 135 538
Garden Grove Sta. L8 Tal 2 277 LI,
Stanford Avenue 1 722 - 277 LL5
Mesto 2 724 - 77 LLT
Harperville L 728 9 286 Li2
Cordorniz 1 729 7 293 136
Vignola - 729 2 295 L3L
Katella - 729 - 295 131,
Stanton 30 759 L9 344 415
S.P. Crossing -~ 759 - 344 L15
Lobo 3 762 L | 3L5 L17
Hansen 8 770 16 361 L09
Shirley 2 e - 361 L11
Miller Street 2 774 1 362 L12
Cypress 57 831 15 377 L5L
Moody 8 839 3 380 459
Del Amo Street L 843 - 380 L63
Crescentia 5 848 ] 381 L67
Norwalk 9 857 - 381 L76
Artesia Stae. 137 99L, i L12 582
16th Street, Artesia I 998 - 412 586
Gridley Road 2 1000 - L12 588
Studebaker Road 2 1002 - L12 590
Palo Verde Avenue L 1006 2 L1 592
Woodruff Avenue 18 1024 3 L17 607
Bellflower Sta. 316 1340 89 506 834
Clark Avenue 18 1358 1 507 851
Lakewood Blvd. 2L 1382 7 514 868
Downey Avenue 6 1388 10 52, 86L
Clearwater-Paramount Blvda. 109 1497 14 538 959
Hollydale-Garfield a7 1594 8 54,6 1048
Morton-Wright Rd. 20 161 L 550 1064
Central Gardens-Atlantic 112 1726 12 562 1164

Continued on next page.
ix



TABLE NO. 9 (Continued)

Stogs

Caress Avenue
Lugo=~Bullis Road
Lynwood Station

Mode jeska Park
Imperial Highway
Palomar-Alameda Street
Socorro

Wilmington Avenue
Watts

Slauson Avenue

Vernon Avenue
Los Angeles

Accu- Accu-

mulated mulated  Psgrs.

Psgrs. Psgrs Psgrs. Psgrs. On
On On Off Off Board

(1) (2) (3) (L) (5)
73 1799 1 563 1236
99 1898 8 571 1327
329 22217 140 711 1516
26 2253 2 713 1540
18 2271 5 718 1563
113 238l 27 5 1639
78 24,62 5 750 1712
19 24,81 A 75k 1727
285 2766 97 851 1915
L2 2808 57 908 1900
18 2826 63 971 1855
L 2830 1859 2830 0

ix (contd.)
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REPCRT ON

COMPARATIVE ECONOMICS, SERVICE AND
OPERATING RESULTS OF

PASSENGER TRANSPORTATION SERVICE ON THE

WESTERN DISTRICT RAIL LINES

AND

SAN_FERNANDO VALLEY MOTOR COACH LINE

January 31, 1949



ARTHUR C. JENKINS

M.AM.SOC.C.E., M.AM.INST.E.E,, M.S0C.A.E,
CONSULTING ENGINEER
870 MARKET STREET

SAN FRANCISCO 2, CALIFORNIA

DOUGLAS 2-8023

January 31, 1949

Mr. Os Ae Smith, President
Pacific Electric Railway Company
675 Pacific Electric Building
Los Angeles, California

Dear Sir:

Submitted herewith is a report on present Western District passenger
rail lines and San Fernando Valley motor coach lines, and recommendations as
to modernization of operations through rearrangement of rail service in part,
replacement of rail service by motor coaches in part, and transfer of San
Fernando Valley local motor cocach lines to another carrier.

This study is one of several requested by you in connection with the
systemwide modernization program and its purpose was to develop means of
eliminating heavy passenger service losses and at the same time to preserve
adequate service for the public, commensurate with existing conditionse

During the year of 1947 system passenger rail operations were con-
ducted at a net operating loss of $3,426,189. Despite an increase in fares
that became effective on February 1, 1948, and substantial economies in opera=-
tions brought about during that year the losses for the twelve months period
ending October 31, 1948 amounted to $2,893,962.

It is estimated that continued rail passenger service as presently
conducted will result in an annual operating loss for Western District rail
lines exclusive of the Venice short Line, of $494,000 before bond interest
chargess When adding the San Fernando Valley motor coach lines, the loss
would be increased to $652,000. Under the revised plan of operation proposed
herein the total loss would be converted into an operating profit of $291,000,
or a net improvement of $943,0004

This report primarily is concerned with rail operations from Los
Angeles to the San Fernando Valley, Hollywood, Beverly Hills, Echo Park, and
San Vicente Boulevard areas. The Venice Short Line has been covered by a
separate report.

The Glendale~-Burbank Line has been included for comparison only as
no change in its route or type of equipment is contemplated at this time.
Plans are already under way for changing the Glendale-Burbank rail line to
one-man operation which will place the line on a profitable operating basis.
This line is already equipped with modern P«.C.C. type cars designed for one~
man operation. Under these conditions it is not proposed that motor coaches
be used in replacement of rail service on the lines



Mr. O. A. Smith, President
January 31, 1949

To continue rail operations over the remaining lines would require
for track reconstruction and rehabilitation, an expenditure of $2,089,000,
to establish a proper standard of maintenance.

When relating the financial status of these lines to the entire
system the maximum benefit would be derived through complete replacement of
rail service by motor coach operation on the entire Santa Monica Boulevard,
San Fernando Valley, Hollywood, and San Vicente Boulevard Lines. In view,
however, of the fairly good condition of track and roadway on Hollywood
Boulevard and over the pass into San Fernando Valley, it is considered that
for the present, rail service should be continued on that line, with certain
modifications, It is proposed to cut the San Fernando Valley rail line back
to North Hollywood with suitable motor coach replacement and to relocate the
line through Hollywood from Santa Monica Boulevard to Hollywood Boulevard,
angdto replace present rail service with motor coaches on Santa Monica Boule=-
va Y

This proposed plan will not produce the margin of profit to which
the Company is entitled but will materially improve its financial position and
will at the same time, provide an adequate service to the public,

Respectfully submitted,

e = ks

ARTHUR Ce. INS

o

7



Pacific Electric Railway Company

REPCRT ON

WESTERN DISTRICT PASSHNGER RAIL LINES
AND

SAN FERNANDO VALLEY MOTOR COACH LINES

FOREWORD

In the preparation of basic data, assembly of field information,
development of cost, revenue and other financial data, the files, re-
sources and personnel of the various departments of the Company have
been drawn upon to a substantial extent,

Preparation of the material necessary to completion of this re-
port has involved comprehensive field surveys, exhaustive study of
records, extensive cost analysis and the preparation of numerous sets
of detailed schedules and manpower assignments, all based upon actual

conditions, official records of the Company and standard operating
practices,

Assi stance rendered by the various departments of the Company in
this work has been of inestimable value, Service of the Research
Bureau, Schedule Bureau, and Passenger Traffic Department are worthy of
special mention. It is desired to particularly acknowledge the pains-
taking efforts and personal counsel rendered by Mr, D, R. Lewis,
Engineering Assistant to the President, and Mr. L, H. Appel, Research
Ingineer, and his staff. Without their able assistance the degree of
completeness attained could not have been realized.

ARTHUR C, JENKINS
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Pacific Electric Railway Com

COMPARATIVE ECONOMICS, SERVICE AND
OPERATING RZSULTS |

WESTERN DISTRICT PASSENGIR RATL LINES
AND
SAN_FERNANDO VALIEY MOTCR COACH LINES

A = BASIC CONSIDERATIONS

PURFOSE AND SCOPE OF STUDY

The purpose of this study is basically to determine whether or not it
may be possible to preserve passenger rail service on the Western District
Lines either by application of revised methods of service, operations and
facilities of the present plant, or rearrangement of those elements to accom-
modate new one-man P.C,C. type rail cars operated under the most modern prac-
tices and procedure, and in the event that both such rail programs should
prove to be infeasible, to develop some other plan of operation that will ful-
fill the reauirements of adequate service and reasonable financial returns.

In view of the widespread desire on behalf of many public and civie
representatives that rail service be preservedy this study has taken into con-
sideration all practical advantages of rail rchabilitation through use of one-
man operation of present 600 class cars, use of most up-to-date rail cars of
the P,C,C. type, and the reconstruction of facilities required for such
operation,

This study has been confined to the Western District Lines with exclusion
of the Venice Short Line, which has becen the subject of another independent
and complete report. The report transmitted herewith is one of several that
have been prepared for the purnose of covering the finaneial and operating
characteristics of passenger rail lines of the system,

Although the Glend2le-Burbank Line has been included in financial state-
ments of estimated operating results, it is not dealt with to any extent
throurhout the report generanlly, No chanre in the line is proposed herein
and refecrence is made to it only to show the total Western District status.
The financial improvement on the Glendale-Burbank Line results from the antie-
ipated one-man car operation,

In laying out the general program for the systemwide rehabilitation
survey, it was contemplated that as each subdivision of the property was
studied, it would be submitted for consideration of the Company and for con-
sideration of the Public Utilities Commission of the State of California
separate from the others with the expectation that independent action could
be exercised and the program be processed in parts, rather than reserving all
considerations for one application. Due to the process by which the studies
have been conducted nnd the reports prepared, there is of necessity some
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degree of repetition of the basic theories and principles. This has been
considered desirable in order that each report be substantially complete in
itself. To reduce repetition to a minimum, certain of the elements covered
in previous reports will not be repeated herein, but reference will be made
to them.

PROPOSED CHINGES IN OPERATION

In analyzing the Western District rail passenger lines for purpose of
this report, the Venice Short lLine has been excluded. A separate report has
been prepared to cover that line.

The Glendale-Burbank Line has been included only for the purpose of show-
ing its earning status and the benefits that will be derived from conversion
to one-man operation. o physical changes in the route or type of equipment
on the line is contemplated herein. It is, of course, understood that Class
600 cars will be substituted for the older type cars on the line as soon as
they become available from other lines.

Therefore, the principal content of this report is directed toward the
following lines:

(1) Rail: Subway-Santa Monica Blvd.-West Hollywood-San Fernando
Valley

(2) Rail: Subway-Hollywood Blvd.-San Vicente Blvd.

(3) Motor Coach: San Fernando Valley Local Lines

The above designation of the rail lines is somewhat confusing when
attempting to visualize the physical operation; however, a more complete de-
scription of routes and service will be found in other sections of the report.

To briefly outline the changes proposed herein, reference will be made
to the streets over which the lines operate and to the commonly understood
designations. The changes proposed are as follows:

(1) Discontinue rail service beyond North Hollywood on the
San Fernando Valley Line.

(2) Provide replacement service by augmenting to the extent
necessary the service on the Riverside Drive motor coach
line and routing a new leg over Chandler Boulevard and
Van Nuys Boulevard along the route of the present rail
line, thereby givirg through service from Los Angeles
to all persons now so served by rail.

(3) Relinquish all local motor coach lines in San Fernando
Valley to the other existing local operator in that area,
Asbury Rapid Transit Lines, or to some other carrier who
may be interested.

(4) Retain for Pacific Electric operation only the through
lines into Hollywood and Los Angeles, as follows:

(a) Rail line from North Hollywood to Los Angeles
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(b) Ventura Boulevard liotor Coach Line from Tarzana to
Hollywood with augmented service over a branch line
from Sherman Ogks to Van Nuys thereby providing
direct service to Hollywood for those persons present-
ly so served by rail.

(c) Riverside Drive 'iotor Coach Line over present route
between Van Nuys and Los Angeles augmented by addi-
tional service over a new branch line from North
Hollywood to Van Nuys via Chandler Boulevard and

Van Nuys Boulevard, thereby preserving through ser-
vice into Los Angeles.

(5) Reroute the San Fernando Valley rail line so as to operate

over Hollywood Boulevard instead of on Santa Monica Boulevard
between the intersection of Santa Monica Boulevard and Sunset
Boulevard and the intersection of Santa Monica Boulevard and
Highland Avenue,

(6) Continue Local rail service along Hollywood Boulevard extend-
ing beyond Highland Avenue to Beverly Hills.

(7) Establish a Motor Coach Line on Santa YMonica Boulevard from
West Hollywood along Santa Monica Boulevard, Sunset Boulevard
and Hill Street to Eleventh Street.

(8) Replace rail service on Echo Park Avenue by motor coach ser-
vice operating over Echo Park Avenue, Sunset Boulevard and
Hill Street to Eleventh Street.

(9) Discontinue rail service without motor coach replacement on
the Venice Boulevard-San Vicente Boulevard Line and turn
traffic over to Los Angeles Transit Lines.

(10) Discontinue use of rails from the intersection of Bornie Brae
Street and Sunset Boulevard, along Sunset Boulevard, Hill
Street, and Venice Boulevard to Vineyard. All remaining rail
service of the Western District would operate out of the
Subway °

GENERAL MODERNIZATION PROGRAM

This report on the Western District passenger rail lines is one of sev-
eral such reperts that will cover all rail passenger lines both interurban
and local.

In the systemwide modernization program it is intended to study not only
the rail passenger lines but also all existing motor coach lines for the pur-
pose of determining the extent to which service improvements can be made and
their financial status improved. Tt is not only the rail passenger lines
that are suffering deficits. Recent analysis discloses that of the 25 motor
coach lines operated by the Company, only 8 were profitable. The remaining
17 lines were operated at a loss.

RELATED PROCEEDINGS AND REPORTS

As indicated above, this and other reports are a part of the major
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modernization program. These reports are directly related to the formal pro-
ceedings before the Public Utilities Commission of the State of California in
Applications Noss 23053 and 27466 and Case No. L4843,

The Commission's Decision Noe 41152 dated January 19, 1948, in those pro-
ceedings, and exhibits submitted by Commission and Company witnesses prior
thereto, are all closely related to the findings hereof. There is also a
direct relationship between this report and exhibits and testimony submitted
in evidence before the Commission at the hearing held in Los Angeles on
October 13, 1948. Specifically, the exhibits referred to were as follows:

Exhibit

NOs gontent

L6 Summary of Recommended Procedure from Preliminary
Report of July 15, 1948, to Mre Os A. Smith by
Consulting Engineer.

L7 Condensed Excerpts from the Preliminary Report.

48 Statistical Data and Trends Applying to the Trensit
Industry of the United States.

49 Passenger Loading Standards - Their Effect Upon

Lines of Pacific Electric Railway Company.

This report also covers one phase of the studies recommended in the
Preliminary Report submitted to the President of the Company, dated July 15,
19,8,

Considerable of the basic and supporting theory behind the findings set
forth herein will be found in the exhibits and testimony above referred to
and for sake of brevity, they will not be repeated as this report will be
made a part of the same proceeding.

FUNDAIENTAL PREMISE

It has been accepted as a basic assumption in conducting this survey and
in deriving the conglusions and recommendations set forth herein that the only
way in which the public can continue to be supplied with passenger transpor-
tation service by Pacific Electric Railway Company is for the physical and
financial elements of the operation to be adjusted to the extent necessary to
produce a reasonable profit to the carrier and a correspondingly adequate
standard of service to the public. To propound the theory that standards of
service are paramount to the financial solvency of the carrier who is required
to provide that service is tantamount to depriving private industry of its fun-
damental incentive to remain in business and its inherent rights under the
principles of free enterprise upon which the foundation of our economic system
is established.

The problem can be epitomized as consisting of two primary responsibili-
ties, first thot of the carrier to discharge its obligation to the public in
the most efficient and effective manner through the exercise of prudent and
far-sighted managerial judgement, and the second, is the obligation of the
persons benefiting from the service to pay a sufficient- amount in return to
offset the cost of providing it and, in addition, assure the Company of a
reasonable measure of profit. To attain the desiredbalance of interests and
equities it is essential that the problems of both principals and the re-
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strictions under which they must function, be thoroughly understood and the
superficial effects of minutia be subordincted to the paramount issues that
go to the more profound considerction of survival or extinction of the trans-
portation systems

TYPES OF OPERATION CONSIDERED

All possibilities of economies through continued operation of rail ser-
vice under present conditions have been explored and a determination reached
that rail passenger service as conducted with present equipment and facili-
ties cannot be made to pay its way, and that to bring about a reasonable re-
lationship between earnings and cost of providing service, major changes are
mandatory. In order that due consideration be given to all feasible means of
accomplishing the desired results through modernization of facilities and ser-
vice, the scope of the survey has been extended to include,

(a) Use of present 600-Class cars under one-man operations

(b) Modified use of electric trolley coachess

(c) Replacement of the existing rail cars with modern PCC-
type cars equipped for one-man opecrations

(d) Conversion of present rail operations to highway ser=-
viee utilizing modern motor coaches in whole or in
part,

(e) Elimination of light feeder lines by transfer to another
carrier. °

The systemwide moderniz-tion program has been segregated into several
parts, each one applying to a natural subdivision of the rail system general-
ly embracing thyse lines serving a specific geographic area and conforming to
the operating divisions of the system. This study covers only those lines in-
cluded in the Western District and other studies will be submitted covering
rail operations in the Southern, and Northern Districts.

B ~ FINANCIAL ANALYSIS

FINANCTAL REHABILITATION AND SERVICE MODERNIZATION REQUIRFLENTS

For the year of 1947, consolidated operations of this carrier were con-
ducted at a net loss of $1,760,072.98. Passenger operations, including both
rail and motor coach lines, contributed to that figure a loss of $2,793,875+:97.
Passenger service by rail contributed to that latter figure a loss for the
year of $3,426,188.91. Some relief was experienced during 1948 as a result of
the increase in fares that became effective on February lst of that year and
through drastic economies effected in many departments. Despite those improve~
ments, passenger rail operations suffered an operating loss¥* for the most
recent twelve month period for whieh figures are available of $2,893,962.

This figure applies to the twelve months ending October 31, 1948 Of that
loss 77 per cent was chargeable to interurban rail lines and 23 per cent to so-
called local liries, Of the total loss on rail. lines for ‘the year 1947, inter-
urban lines were responsible for 2,550,272.37 and local lines $875,916.54.

System local rail lines, as considered in segregating the operating re-

% - Before allocation of bond interest and other appropriate deductions from
operating income,
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sults, consist of the Watts-Sierra Vista Line, Santa Monica Boulevard-West
Hollywood-San Fernando Valley Line, Glendale-Burbank Line, Venice Short Line,
and the Subway-Hollywood Boulevard Line.

For the first six months of 1948 these local lines combined, incurred an
operating loss of $2065,168. No one of the lines was operated during that
period of time at a profit. The San Fernando Valley-Santa Monica Boulevard
Line operated at a loss of $99,173 for the six months and the Subway-Holly-
wood Boulevard Line incurred a loss of $72,875. The Glendale-Burbank Line
was the only one of the five that closely approached a break-even point. It
incurred a loss of only $3,892 during the six months!' period,

As a result of the general decline in patronage and heavy losses incurred
in this local passenger service, the track and roadway on the lines involved
has been permitted to fall to a sub-standard of maintenance and continued rail
operation would require material increases in the cost of rehabilitation of

track and roadway structure. This condition is particularly true on the
Santa Monica Boulevard Line.

SUMMARY OF FINANCIAL RESULTS OF PROPOSED PLAN

There are included in the Appendix financial statements containing the
results of the analysis of various methods of operation on the Western
District lines. The results of each individual line are shown in detail
separatelys The combined findings are condensed in brief as follows:

Proposed Plan
Estimated Annual Financial Results of
Western District Lines

_ Operating Income
Ttem Line Present Proposed  Improvement

(1) (2) (3)

(1) Subway-Santa lMonica Blvd.-

W. Hollywood-San Fernando

Hellewr o euunwiven PP #(256,498) $243,126
(2) Glendale-Burbank eseeeesces ( 591255) 59,244
(3) Subway-Hollywood Blvd.-San

Vicente-FEcho Park eesesses (177,778) 31,068
(4) San Fernando Valley Motor
Coach Lines Fe s s s nER R LS (158’ 580_)_ (1}2_,352)

Pkl crsarsersisisy $(B52,112)  $291,069 $94,3,181

(RED FIGURES

Analyses of finaneial results under three types of continued rail opera-
tion on the rail lines considered for change, excluding Items 2 and L above,
indicated the following results:

Annual Operating

Income
(1) Present Operation $(L3L4,276)
(2) 600-Class Cars, l-ian Oper. 13,901
(3) P.C.C. Type Cars, l-lian Opers (C85,36))
(L) Proposed Operation 201,069

. (R0 FIGURES)



The principal feature disclosed by the financial estimates referred to
is that the aggregate deficit of the rail lines studied under present rail
operations would be $652,112, including the Glendale-Burbank Line, and under
the proposed rearrangement of operations utilizing motor coaches, the maximum
improvement in financial stotus would bring about a net operating profit of
$291,069, or an overall financial improvement of $943,181.

OPERATING RATIO AND EQUIVALENT FARE INCREASE

To realize this financial improvement through fare adjustment would re-
quire an average increase in fares, as applying to these lines, of 2l per
cent and for the Company to realize such a betterment through reduction of
costs, it would be necessary to reduce operating expenses 18.6 per cent.
This percentage is based upon present maintenance standards of equipment and
track and roadway as reflected by current operating expenses.

These estimates indicate that under the proposed operation approximately
7 per cent of gross revenue would be retained as net operating profit. This
is only about one-half the amount justified. The operating ratio would be
93 per cent.

Tt is considered that for this type of industry where labor costs are
such a high percentage of total operating expenses, retention of 15 per cent
of gross is not excessive. Although the theory of reasonable rate of return
on appropriate rate base for utility properties has been adopted as the
standard measurement of earnings over a period of many years, the tendency in
the transportation industry, particularly that which is predominantly motor
coach operation, has been away from rate of return and directed towards oper-
ating ratio.

The need for such a revision of theory for application to transit oper-
ators has been forcibly emphasized during and subsequent to the war by the
repeated annual demands for increase in wage rates of employees. In virtu-
ally all cases such wage increases were granted after lengthy negotiations
and in many instances after further lengthy arbitration. The formula by
which such wage increases are accomplished carries with it a retroactive pro-
vision making whatever increases are finally granted effective as of the date
of expiration of the previous contract even though the settlement may not be
reached until several months after expiration.

During the meantime the Company's earnings continue on a normal basis
with no provision being made for acquiring a sufficient amount of revenue to
offset the cost of increased wages. The operator is precluded from filing
an application for increased fores to offset increased wages until such time
as the amount of increased costs has been definitely determined. Even after
such determination has been made by the Company, there usually is a retro-
active period of considerable magnitude which cannot be compensated for even
if increased fares could be made effective immediately upon signing of the
labor agreement. Usually that period of time is extended considerably before
relief can be had through increased fares, if such are granted.

This means that the operating Company is subjected to the increased cost
of labor, without compensation through increased fares, for a period of sever-
al months before relief is obtained. Fare increzses, when they finally are
permitted, do not ordinarily make provision for the interim loss. It must be
acbsorbed by the Company.
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This is >nly one example of the contingencies confronting an operating
transit company. FEarnings in this industry are closely attuned to other de-
velopments in the area served such as strikes, increases in cost of fuel with-
out warning, increases in price of equipment and other items necessary for
continuation of operation.

METHODS OF COMPUTATION

Revenue - Under exch of the plans considered, revenue has been estimated
upon the basis of actual earnings during the months of 1948 projected for a
period of twelve months. There has been no speculation as to the probability
of increased traffic due to new types of equipment. Extensive analysis of
various sources of information on this subject has been made and it appears

that there is wide variance between the views of operating managers on various
properties throughout the country as to whether or not new equipment in re-
placement of old actually produces any increased traffic, and on those prop-
erties where induced traffic has been agreed to exist there is difference of
opinion as to the estimated amount. It appears that if new equipment does
induce additional traffic there would probably be no difference in the per-
centage as between new rail cars and new motor coacheses If it should be
assumed that new equipment would induce additional traffic, it would be logi-
cal to expect the increase to occur during peak periods as well as off-peak
periods, thereby incrcasing to a corresponding degree the operating expenses
which would be reflected in the final estimates of net earnings, as the costs
of operation as computecd herein adhere closely to the loading standards
applied in each instance,

In this connection when comparing the merits of modern rzil cars with
those >f modern motor coaches it should be kept in mind that the elements
ordinarily considered to be traffic stimulating are frequency of service,
schedule, speed and fares. As to frequency of service and schedule speed,
motor coaches have the advantage over modern rail equipment and correspond-
ingly should be expected to develop a greater stimulation of traffic if any
consideration is to be given to such effects of modernization.

enses - QOperating expenscs, as reflected by the estimates of finan-
cial results of operction contained herein, represent actual costs in accord-
ance with the accounting records of the Company. These have been carefully
analyzed and segregated into sufficiently minute detail to afford final re-
sults that are as accurate as it is practicable to determines Cost of train-
men's wages for present opcration have been computed upon the basis of the
actual cost per car mile, increased to reflect the higher wage rotes that be-
came effective on October 16, 1948. No allowance has been made for increase
in clerical wages which will probebly be retroactive to sometime in 1948.

In view of the fact that in the systemwide modernization program all rail
lines are to be considered for modernization, full costs and taxes have been
used instead of out-of-pocket costs. When considering a systemwide moderni-
zation program, the only equitable basis of computation is that of full cost.
The theory of ocut-of-pocket cost should only be applied in isolated instances
where service or operating chaonges on a minor scale would have no direct bear-
ing upon costs of a general nature that would not be reduced by the changes
contemplated.

Depreciation - Depreciation expenses have been computed upon the basis
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of actual rates presently used by the Company for accounting purposes. Under
the revised depreciation formula recently prescribed by the Interstate Com-
merce Commission for application to Pacific Electric properties, it might be
contended that charges assigned to Ways and Structures accounts are unneces-
sarily high. However, whatever the difference might be, it would amply be
offset by the fact that a service life of only seven years has been applied
to motor coaches in the financial estimates, whereas actually the Public
Utilities Commission has approved a life of ten years for such equipment.

Use of a ten-year life instead of seven would apprecicbly increase the finan-
cial advantage of motor coach operation.

FUTURE_EARNING PROSPECTS

Review of the history of passenger transportation in the area served by
the lines c¢nsidered herein provides no hope for material betterment of finan-
cial prospects in the future. Further delay in effecting remedial measures
in anticipation of better times to come cannot be justifieds Although San
Fernando Valley is still sparsely settled, it has experienced the maximum in-
crease in population during recent years, of the Los Angeles Metropolitan
Area, Despite this fact passenger traffic has steadily decrecsed month by
month since January of 1947. Due to the distances involved, use of the pri-
vate automobile, decentralization -of business and entertainment centers, and
low density of population in the area, mass transportation has gradually been
reduced to a level well below the plane of profitable operation. All indi-
cations point toward a continuction of that trend.

There are those who will contend that poor service and lack of modern
facilities are largely responsible for the slow strangulation of transit.
Such rezsoning is not based upon fact. It has been the natural course of
events that has caused the difficulty and not the failure of the carrier to
reasonably discharge its obligation. If Pacific Electric Railway were alone
in its financial predicament and other obvious causes were absent, then it
might logically be argued that it had guided its own fate. Such is not the
case, however. This Company is experiencing the same problems that are plagu-
ing the industry throughout the country. There is no simple solution and no
plan of rail mass transportation within the realms of reason, will ever bring
back the necessary traffic volume and spread under normal conditions to pro-
vide a profitable operation.

It is easy to see, with the millions of dollars being spent to construct
freeways for the multitude of private automobiles, how the life blood of mass
transportation has been drained. No such funds can be obtained from the tran-
sit riding group to finance elaborate facilitiess The average person using
his automobile on the costly freewcys is paying the bill, whether he realizes
it or not. The cost per mile of his transportation is manyfold that which
he would pay by mass transportation. However, he puys it willingly and with-
out recourse. The same man would be prone to complain about the relatively
low fare on mass transit and condemn the serviee as wells The vanishing
American transit systems are following the course charted by the will of the
people and not by choice of management.

DECLINE IN TRAFFIC AND REVENUE

Reference to Tables Nos. 5, 6 and 7, in the Appendix will show the
downward trend in traffic and the corresponding trend of revenue for the years
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from 1938 to 1946 and by months for 1947 and 1948. The trend during post
was years is hirhly significant. Although the monthly downward trend dur-
ing 1947 was continuous it was not of unusually large magnitude, In 1948
the downward trend each month compared with the same month of the previous
year, was exceedingly heavy, ranging between 15 and 26 per cent, Although
an increase in fares became effective in February of 1948, the decreazse in
traffic was so frest during subsequent months that revenue was less than be-
fore the increase. For the full year of 1948, on the Santa Monica Blvd.-San
Fernando Valley rail line there was a decrease of 20,39 ner cent in revenue
passengers and a decrease of 5,53 per cent in passenger revenue, despite the
increase in fares, Un the Hollyw:od Blvd,-San Vicente-Echo Park Line there
was a decrease of 16,44 :er cent in revenue passengers and a decrease of
1.4k per cent in passenger revenue, It appears that the point of diminish-

ing returns under present conditions on these lines, has been reached unless
the relationship is due to normal travel decline,

On the Glendale-Burbank Line the same condition is true despite the fact
that the line is equipped with modern P.C.C. type cars. A heavy increase in
the rate of decrease of revenue passengers month by month compared with the
same months of the previous year, commenced in March of 1948, the month
following the increase in fares. For the full year of 1948 there was a de-
crease in revenue passengers of 16.9 per cent as compared with 1947, There
was a decrease of 9,9 per cent during 1947 as compared with 1946,

Passenger revenue on the Glendale-Burbank Line decreased 12.9 per cent

in 1947 over 1946 and 5.4 per cent in 1948 over 1947 despite the increase
in fares,

The reduction in traffic has resulted principally during the off-peak
periods and evening hours. Contrariwise there has been no comparative diminu-
tion of traffic in the peak periods, thus necessitatine the continuation of
the use of maximum equipment requirements for a minimum period of the day.

REHABTLITATION COST

Condition of the Western District track and roadway (not including Glen-
dale or Venice Boulevard Lines) vapics from rood to poor. The Hollywood
Boulevard Line between t he intersection of Fourth and Hill Streets and Holly-
wood Junction is in good condition requiring but a nominal expenditure during
the next five years. Between Hollywood Junction and Crescent Junction (Fair-
fax Avenue) condition is also relatively good and will require but a nominal
expenditure for repairs during the next five years.

The Santa Monica Boulevard Line between Hollywood Junction and Beverly
Hills is, in general, in very poor condition and will require an expenditure
of approximately $l,h80,000 to rehabilitate., This work normally should be
undertaken as soon as practicable as the track structure is unsatisfactory
even for present rail passenger operations,

Condition of track on the Echo Park Line is poor and in need of immedi-
ate reconstruction if rail passenger service is to be continued.

The Hollywood-Van Nuys portion of the Santa Monica-West Hollywood-Van
Nuys Line is in good condition between Santa Monica Boulevard and Vineland
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Avenue, Beyond this point and particularly through the paved street portion
of Van Nuys, the tracks are in need of major reconstruction., Track should
be relayed with 90# rail within the next two to three years.

Total rehabilitation cost for continued rail passenger operation is es=
timated to be $2,089,580, Of that amount $422,760 should be spent immediate-
ly and the remainder of $1,666,820, over a period of about five years, Table
No, 3 of the Appendix provides a breakdown of those figures,

Of that total amount $1,923,000 would be saved under the plan of opera-
tion herein, in addition to an estimated cost of $230,000 for lowering of
tracks in Van Nuys at insistence of the City of Los Angeles in connection
with street work on Van lNuys Boulevard, and $6h,000 for block sifnalling
beyond North Hollywood, Both of these latter amounts would also be saved.

C - PRESENT OPERATIONS

CHARACTER OF AREA SERVED

Along those rail lines under consideration for modification, excluding
for the moment the San Fernando Valley, the area is almost entirely built up
with older residential structures with numerous business districts along
their lengths. Aside from the downtown business section of Los Angeles, the
Hollywood district along Hollywood Boulevard and Santa Monica Boulevard repre-
sent the greatest concentration of secondary business activity. All of the
lines are flanked on either side by well populated residential areas primari-
1y of older type construction. In other words, these lines serve well estab-
lished areas with reasonably dense population,

In the San Fernando Valley area the section between Hollywood and North
Hollywood is of fair density except for that portion on private right-of-way
over Cahuenga Pass. Between North Hollywood and Van Nuys population density
falls off to a very low point in the agricultural portion returning to good
density in the vicinity of Van Nuys. Beyond Van Nuys to the north and to
the west the population is extremely sparse except for small communities here
and there. The country is largely agricultural although gradually building
up residentially, Percentage of growth of population in the Valley has been
very high compared to the Los Angeles Metropolitan Area generally.

NATURE OF OPERATIONS

Los Angeles-Hollywood Area - Operations in the Los Angeles-Hollywood
areas are typically local rail service largely over track in paved streets.
The lines form a large letter "U" with its top facing west. From Beverly
Hills the lines proceed easterly through Follywood then southerly through
the business section of Los .ingeles and then westerly along Venice Boulevard
and San Vicente Boulevard to a point south of and a little to the east of
the beginning. Along that cortion of the route through Hollywood, Pacific
Electric has exclusive rights, However, on Venice Boulevard the line is
flanked on either side by parallel rail lines of the Los Angeles Transit
Lines, at a short distance, Los Angeles Transit Lines service is sufficient-
ly closely spaced in the area from Hill Street to Vineyard to satisfactorily
handle all traffic now carried by Pacific Electric along Venice Boulevard,
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With division of the Los Angeles Motor Coach Lines the area now served by
Pacific Electric along San Vicente could probably by adequately served by
Los Angeles Transit Lines.

San Fernando Valley Area - Operations in San Fernando Valley consist of
the rail line from downtown Los Angeles through Hollywood and over Cahuenga
Pass into the Valley, extending through North Hollywood and Van Nuys to a
terminus at North Sherman Way. In addition to the rail passenger line
Pacific Electric operates an extensive network of local and suburban motor
coach lines covering an area from Universal City to San Fernando, Northridge,
Reseda, Canoga Park and Woodland Hillss Much of the area served by these
lines is extremely low in population density, being agricultural in large
part to the west of Van Nuys,

In addition to Pacific Electric motor coach lines in the Valley, there
is & network of motor coach lines of the Asbury Rapid Transit System, in
many instances duplicating and paralleling the routes of Pacific Electric.

It would appear that both carriers would benefit financially and the
public would benefit by improved service of a better coordinated nature if
arrangements could be made whereby all of Pacific Electric's motor coach
operations except through lines into Los Angeles and Hollywood, could be
turned over to Asbury Rapid Transit Lines on an agreed basis of operation.

PRESENT ROUTES

Subway-Hollywood Blvd.-San Vicente Blvd. Line = The portion of this line
from Gardner Street to the intersection of Genesee Street and San Vicente
Boulevard provides through service between those points traversing downtown
Los Angeles and the Hollywood business districts. The route of operation
from the Hollywood terminal is along private right-of-way to La Brea Avenue
and Hollywood Boulevard, thence via Hollywood Boulevard, Hill Street, snd
Venice Boulevard to Victoria Avenue, thence via private right-of-way to end
of line at Genesee Street and San Vicente Boulevard. The length of this
route is 16.01 miles. The line operates jointly with other local lines ex-
cept between Echo Park Avenue and Park Avenue on Sunset Boulevard (.29 miles),
and between Vineyard Junction and Genesee Street and San Vicente Boulevard
(10775 Miles).

The Subway-Hollywood Blvd.-Beverly Hills portion connects the downtown
Los Angeles area with the Hollywood shopping district passing through Holly-
wood to Beverly Hills Stutione Operction is via private right-of-way tunnel
from the Subway Terminal, via Glendale Boulevard, Park Avenue, Sunset Boule-
vard, Hollywood Boulevard to La Brea Avenue, thence via private right-of-way
to Fairfax Avenue and Santa Monica Boulevard, thence via Santa Monica Boule-
vard to Croft Avenue, at which point the tracks enter private right-of-way,
occupying the center of Santa Monica Boulevard, to Beverly Hills Station, a
distance of 11,70 miles. The line operates jointly with other local lines
except between 'Test Hollywood Station and Beverly Hills Station, a distance
of l.328 mileao

The Echo Park Avenue portion operates from 1lth & Hill Streets via Hill
Street, Sunset Boulevard and Echo Park Avenue to the terminus at Cerro Gordo
Street, a distance of 4.56 miles. The line operates jointly with other local
lines on Hill Street and Sunset Boulevard. ' :
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Subway-Santa Monica Blvd.-"est Hollywood-San Fernando Valley Line -
From Subway Terminal, Los Angeles, this line is operated through a railroad
tunnel approximately one mile long, thence along Glendale Boulevard, Park
Avenue, Sunset Boulevard and Santa Monica Boulevard to Highland Avenue, where
the service divides, a part continuing along Santa Monica Boulevard to West
Hollywood, and the other part turning north on Highland Avenue and over
Cahuenga Pass to San Fernando Valley.

From Highland Avenue, the West Hollywood service continues along Santa
lonica Boulevard to Croft Avenue, thence in private right-of-way between
the two roadways of Santa Monica Boulevard to approximately Hilldale Avenue,
West Hollywood, a distance of 10.05 miles from Subway Terminal,

The San Fernando Valley service turns north off Saonta Moniea Boulevard
at Highland Avenue to Hollywood Parkway (Cahuenga Pass), where it enters
private right-of-way closely paralleling Hollywood Parkway, Ventura Boulevard,
Vineland Avenue, Chandler Boulevard (North Hollywood), and Van Nuys Boulevard
to Calvert Street, Van Nuys, thence in Van Nuys Boulevard, through the busi-
ness section of Van Nuys, to Van Owen Street, and continuing from that point
via private right-of-way to Sherman Way, Van Nuys, a distance of 19,93 miles
from Subway Terminal,

From Subway Terminal to the intersection of Sunset Boulevard and Santa
Monica Boulevard (3.74 miles), trackage is used jointly with other local
lines, as well as from Fairfax Avenue and Santa lionica Boulevard to West
Hollywood, a distance of 1.6l miles. Line is double track, except for the
following sections: (a) 0.66 miles between Los Nogales stop and Moorpark
Street; (b) 4499 miles between North Hollywood and Calvert Street, Van
Nuys. For a distance of 2.26 miles the single track between North Hollywood
and Van Nuys is used jointly with Southern Pacific,

From Subway Terminal to West Hollywood, or to Highland Avenue and Holly-
wood Parkway (Cahuenga Pass), the line traverses well developed residential
and business districts. No freight traffic is handled on this line in San
Fernando Valley, although there is a large amount of freight traffic handled
thereon via -Santa lionica Air Linc and West Los Angeles, to and from the West
Hollywood and Hollywood industries along Santa Monica Boulevard west of
approximately Highland Avenue,

After leaving Hollywood through Cahuenga Pass, the line enters the San
Fernando Valley, serving a portion of the Universal City, North Hollywood and
Van Nuys residential and busincss districts, as well as the intervening resi-
dential areas.

PRESENT SERVICE

Subway~Hollywood Blvde~San Vicente Blvde. Line - From an operating point
of view there are three distinct lines under this caption. For accounting
purposes, however, they are vicwed as only one operation. Service segrego-
tions are as follows:

le Gardner Street to Genesee & San Vicente

This line provides a through service between the intersection of Genesee
Street and San Vicente Boulevard and downtown Los Angeles and the Hollywood
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business district, with a terminal at the intersection of Gardner Street and
Sunset Boulevard in Hollywoods The length of this route is 16401 miles.

After 7:00 psm. deily the line operates between Gardner Street, and
11th Street on Hill Streets The local service on Hill Street south of 1llth
and along Venice Boulevard to Vineyard Junction is performed by the inter-
urban trains of the Venice Short Line., Shuttle service is operated daily
after 7:00 p.m. between Vincyard Junction and Genesee Street on San Vicente
Boulevard.

This line operates over joint track with the Venice Short Line from
Vineyard Junction to the Hill Street Station, a distance of 5,48 miles, there
being a total of about 302 scheduled train movements over this section of
track per day,

2. Subway - Hollywood Boulevard

This line connects the downtown Los Angeles area with the Hollywood
shopping district, passing through Hollywood to Beverly Hills Station. The
distance covered in the operation of this line is 11470 miles.

After approximately 7:00 p.me daily the route operates from Bonnie Brae
on Sunset Boulevard via Sunset Boulevard and Hill Street to 1lth Street, in-
stead of through private right-of-way tunnel to the Subway Terminale From
the intersection of Park Avenue and Glendale Boulevard to the Subway Terminal,
2,01 miles of the route are used jointly with the Glendale-Burbank line,
which maintains a daily schedule of 274 movementsa

3e Echo Park Avenue Line

This line operates from llth on Hill Street via Hill Street to Sunsetb
Boulevard, thence via Sunset Boulevard and Echo Park Avenue to the terminus
at Cerro Gordo Stresot. Prescnt rail service vperates throughout the day
until approximately 8:30 peme On Sundays shuttle service is operated along
Echo Park Avenue between Sunset Boulevard and Cerro Gordo on approximately
a twenty minute headway. The route distance from 11th and Hill Streets to
Echo Park Avenue and Sunset Boulevard is 3¢31 miles, and on Echo Park Avenue
from Sunset Boulevard to Cerro Gordo Street, 1«25 miless

Le Operating Characteristics

Hollymwood Blvd. Lines

16,01 Miles - Genesee St. & San Vicente to Gardner St.

and Sunset Blvde.

1,20 " - Vineyard to Gardner St. & Sunset Blvd.
11.70 *© - Subway to Beverly Hills
13¢50 ™ ~ Genesee Ste & San Vicente to Beverly Hills
10.26 " - Subway to West Hollywood Station

18.06 " - Genesce St & San Vicente to West Hollywood
dguiy 0 = 11th & Hill to Beverly Hills
.72 " - 11th & Hill to West Hollywood

9:66 " - 11lth & Hill to Gardner

821 M - Subway to Gardner

Le56 M - 11th & Hill to Cerro Gordo

ks



Number of Trains Operated:
(Daily except Sat. & Sun)
81 Genesee St. & San Vicente Blvd. to Gardner St.
77 Gardner St. to Genesee St. & San Vicente Blvd.
83 Subway to Beverly Hills
80 Beverly Hills to Subway
44 1lth & Hill Sts. to Gardner St.
L6 Gardner St. to 1lth & Hill St.
120 1lth & Hill St. to Cerro Gordo
117 Cerro Gorde to 1lth & Hill Sts.

Gardner St. to Genesee St. Daily Except Saturdays and Sundays

and San Vicente A2, Peak Base  P.M. Peak Night
Scheduled running time 8zn 78" 86" ( Combined
Cars required 40 19 L2 ( Service
Average miles per hour 31,7 12.3 112 ( with
Approximate headways 9-10" ion g-10M ( Venice
( Short Line

Subway-Hollywood Blvd,=
Beverly Hills

Scheduled running time 54" LYY 5L1 ( No service
Cars required 18 13 22 ( after
Average miles per hour 13.0 13.0 13.0 ( 7:00 P.Me
Approximate headways 9-10" 10" g-10n (

Echo Park Avenue

Scheduled running time 32n 30" 35" ( No service
Cars reouired 13 8 13 ( on Hill St
Average miles per hour 8.6 9.1 7.8 ( after
Approximate headweys 61 10" 6" ( 7:50 P.M.

Subway=Santa Monice Blvd.-West Hollywood-San Fernando Valley - From an
operating point of view this is two distinct lines. For accounting purposes,
however, they are viewed only as one. Service segregations are as follows:

1. Subway-Santa lionica Blvd.-San Fernando Valley Line

The total length of the route between Subway Terminal and North Sherman
Way in Van Nuys is 19.93 miles. Starting at 5:00 p.m. approximately half of
the service terminates at North Hollywood Station. Portions of the route are
used jointly by other local rail lines involved and also by the Glendale-
Burbank interurban line for a distance of 2,01 miles between Subway Terminal
and Park Avenue and Glendale Boulevard. There are 137 scheduled movements
per daye.

2. Subway - Santa Monica Boulevard-lest Hollywood

This line provides local service between Los Angeles and West Hollywood.
The total length of the route between Subwaey Terminal and West Hollywood
Stztion is 10.05 miles. The majority of the route is used jointly with the
other local lines and the Glendale Burbank Line. There are 114 scheduled
train movements per day.
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3. _Operating Characteristies

Length of Route:

10.05 Miles - Subway to West Hollywood
19.93 " = Subway to Van Nuys

Number of Trains Operated:
(Daily except Sat. & Sun)
6L Subway to West Hollywood
65 West Hollywood to Subway
67 Subway to North Hollywood
69 North Hollywood to Subway
Subway to Van Nuys
Van Nuys to Subway

% « The Van Nuyys trains are included in
count of trains serving North Hollywood

Los Angeles (Subway Term-

Daily Except Saturdays and Sundays

inal)to West Hollywood A.M, Peak Base P.M, Peak Night
Scheduled runnine time L5" L5" L5" Lan
Cars required (9 600-Class

cars) 9 6 5
Averare miles per hour 13,4 13. 4 13.4 14.7
Approximate headways 5 20" 15% 20"=30"

Daily Except Saturdays and Sundays

A. M, PEAK BASE s, PEAK NIGHT
Los Angel es{Subwa; Nerth Van DNorth Van North Van North Van
Tenniﬁali to. .. Hed Nuys _Hwd Nuys _Hwd Nuys _Hwd Nuys
Scheduled running
time (Loc.) 56" ain 56:1 ao" 5911 8’4" 53" 7511
Scheduled running
time (Ltd.) 52 75 - - 55 80 - -
Cars required (31
600-Class) - 28 - - 16 - - 31 - -8 -
Average miles per 14.8~- 14.8- 14.0- 14.2-
hour "16.6° . 15.9 14,8 14,9 15,0 149 15.6 15,9
Approximate headways 12" 17" 20" 20" 11" 17" 20-40" Lo
MILEAGE TABLE
Hollywood Boulevard Lines
From Genesee & San Vicente to: Miles
Vlﬂe‘fard ear s s sl e s awen Hes s s ssns s saan s e cane 1081
llth & Hlll StI‘EBtS PR T s s aeB PP et s adRssbResstne 6435
Hlll Street Statlon (‘311bway TeminBJJ' Cetetwcane 70 29
Bonnie Brae Street ceceveveces S S R < 1
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From Genesee & San Vicente to: (contd.) Miles
Hollywood JUNOLION sesseensssessovsnsssvasenses 1Lk
Gardner Street s0vesvesess s ineontsn0aRRRPBEal 16'01
Fairfax Avenue CrsserscleB R eNR EEO DO ROPORRORER 16071
West HOllyWUOd Station BAsareaaorsasasadbdens s 18.06
Bever]\y Hills Station Sdbescacsretesososenotnen 19.50

Echo Park Avenue Line

From 11th & Hill Streets to:
Hill Street Station R R N E N E R RN N RS 0391}
Temple & Hill Streets @repogsonvorspbrodenrsres 1055
sunset, BlVd. & Echo Park Avenue erqvespepvensen 3!31
Morton Avenue Sidlng Guvdcq esnsoverssennotane 3.72
Marsden Street Siding WeeeredediedrecenbonaT IR 3097
Cem G‘OI'dO Street G redPetGOPOIRREsERSEbbRnED h.56

Santa Monica Boulevard-West Hollywood-Van Nuys Lines

From Los Angeles to:
HO]lyWOOd Junction bessersssgenesrsenscensarani 3071}
Santa Monica Blvd, & Western Avenue .esessesees 5,43
Santa Monica Blvds & Highland Avenue sssesevses 7s12
Santa Mom'.ca. Blvd, & Fairfax Avenue sotesrwavon &M
WESt HOllywood (AN AN NN TR NS R R N NN NN 10.05
Cahuenga. Pass ssssesserassedbocdrsaebroetepsnsan 8.66
Universal CitY I E AN RN NS FEE SRR R R R N NN NN NN N NN 11.11
North HQllywood Pd P s s a e d e s s sP bR sbeRR i EDRED 13083
Kester Phdev st sueren st -aaeveredidnsancossrnene 16909
Circj-e Drive (B AN RN IR RN R R R RN RN N P R NN 17'71
Ga]'vez't L L B N N R N N N N N 18.7h
Van NU.}"S (Victory Blvdc) Persesssr R ERBROPBEsND 19009
Sherman Ua,}" 506 BseeserssnseerPsoeessdanennabie 19093

EQUIPI[ENT AND FACTILITIES

Rail Cars - Rail car assignments to the several lines on a physical oper-
ation basis, together with Peak to Base ratio, are as follows:

Rail Car Assiecmments

No.of Cars Peak to

Assigned Base

7 Line Class of Car Peak Base Ratio
! 6y =T o U T
b Santa Monica Blvd,-Van Nuys 600-700 31 16 1.93
2. Santa Monica Blvd,-W, Hollywad 600-700 gl 6 150
R Hollywood Boulevard 600-700 64 32 2,00
L Echo Park Avenue 100 13 8 1.63
5e Glendale-Burbank 600=700 7 - -
6. " " 950 3

T " n 5000 28 A2

8 Total Glendale-Burbank 38 AL 3.17
9. Grand Total 155 T 2.09



All of the above classes of cars are of relatively modern design and
well suited to urban type operation, except the 950 Class assigned to the
Glendale-Burbank Line during peak perods. The 5000 Class is of the P,C.C.type

of recent design. All are built for double end operation and multiple unit
service,

Characteristics of the cars are as follows:

Characteristics of Rail Cars

Class of Car

No. Item ' 100 600-700 000
(1) (2) (3) (L)

I Number Available sescsscrssecesasis 15 160 30
2. Type of Construction ,.ecsceccseces Steel Steel Steel
30 Year Built LR R RN N N NN 1930 1922"‘28 1914-0
L],. SEatlrlg CapaClty PHSedcav s enani s L‘-O 65 59
S«  Number of Mobtors sesssssensssocsnsn L L L
6. Horsepower per MOtOr s.ececcsceccee 35 65 F2
T« Acceleration Rate-mphps seeevsv-ese 2.0 25 L5
8. Speed -mph Fesesasvsvrarassnarvanine 29 3? hz

Other Facilities - Other facilities consist of the usual substations,
electrical distribution facilities, waitinr stations, track and roadway, and
the Subway Teminal which is used only by Western District Lines,

Subway Teminal - The Subway was constructed by Pacific Electric and
opened to traffic in 1925. It is double tracked, 1,045 miles in length, 28
feet in width and 19 feet 92 inches in heirht above the rails. There are five
loading tracks in the Termminal each 370 feet long. The floor of the main
waiting room of the Temminal Building is 29 feet above the top of rails in the
Subway. Access to the loading area is via low angle ramps, Exit from the
Subway is on the west side of Hill Street between Fourth and Fifth Streets, a
short distance north of the center of the downtown business certer of Los Angeles

TRAFFIC CHARACTERISTICS

Characteristics of traffic and other pertinent statistical data are
shown by tables and charts in the Appendix. The steady decline in traffic has
already been commented upon in a previous section of this report. The ratio
of peak traffic to off-peak volume is indicated by the equipment assignment
figures on the table on Page 17. The trend of traffic on all lines is
steadily downward,

D - PROPOSED OPERATTONS

GENERAT. ARRANGEMENT

The general arrangement of operations as proposed herein contemplate
elimination of all Western District rail lines except, (1) the Glendale-Bur-
bank Line, (2) the San Fernando Valley Line and (3) local operation via the
Subway, Sunset Boulevard, Hollywood Boulevard and Santa !lonica Boulevard
beyond Fairfax Avenue to Beverly Hills Station. It is proposed to cut the San
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Fernando Valley rail line back to North Hollywood.

Specifically, it is proposed to make the following changes:

(1)

(2)

(3)

(%)

(5)

(6)

(7)

(8)

(9)

Discontinue rail service beyond North Hollywood on the
San Fernando Valley Line,

Provide replacement service by aupmenting to the extent
necessary the service on the Riverside Drive motor coach

line and routine a new leg over Chandler Boulevard and
Van Illuys Boulevard alone the route of the present rail

line, thereby giving through service from Los Angeles
to all persons now so served by rail,

Relinquish all local motor coach lines in San Fernando
Valley to the other existing local operator in that area,
Asbury Rapid Transit Lines, or to some other carrier who
may be interested.,

Retain for Pacific Electric operation only the through
lines into Hollywood and Los Angeles, as follows:

(a) Rail line from North Hollywood to Los Angeles

(b) Ventura Boulevard Motor Coach Line from Tarzana to
Hollywood with augmented service over a branch line
from Sherman Oaks to Van Nuys thereby providing
direct service to Hollywood for those persons present-
ly so served by rail,

(¢) Riverside Drive Motor Coach Line over present route
between Van Nuys and Los Angeles augmented by addi-
tional service over anew branch line from North
Hollywood to Van Nuys via Chandler Boulevard and
Van Nuys Boulevard, thereby preserving through ser-
vice into Los Angeles,

Reroute the San Fernando Valley rail line so as to operate
over Hollywood Boulevard instead of on Santa Monica Boulevard
between the intersection of Santa Monica Boulevard and Sunset
Boulevard and the intersection of Santa Monica Boulevard and
Highland Avenue,

Continue Local rail service along Hollywood Boulevard extend-
ing beyond Hirhland Avenue to Beverly Hills.

Establish a Motor Coach Line on Santa Monica Boulevard from
West Hollywood along Santa Monica Boulevard, Sunset Boulevard
and Hill Street to Eleventh Street.

Replace rail service on Echo Park Avenue by motor coach ser-
vice operating over Echo Park Avenue, Sunset Boulevard and
Hill Street to Eleventh Street.

Discontinue rail service without moter coach replacement on
the Venice Boulevard-San Vicente Boulevard Line and turn
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traffic over to Los Anpeles Transit Lines,

(10) Discontinue use of rails from the intersection of Alvarado
otreet and Sunset Boulevard, alonp Sunset Boulevard, Hill
Street, and Venice Boulevard to Vineyard, All remaining

rail service of the Western District would operate out of
the Subway.

MOTIVATING CONSIDERATIONS

The primary objective of this survey is to seek means whereby the finan-
cial losses incurred from passenger operations in the Western District can be

eliminated and a type of service devised that will be profitable and will
also adequately meet the reasonable requirements of the public,

For the first six months of 1948, which is the latest statistical data
compiled, the financial results of operation for the lines considered herein
for change, were as follows:

Net Opera-
It Line Revenue enses ting Loss
(1) (2) 535 %LJ

3 [ Subway-Santa Monica Blvd, -West

Hollywood-San Fernardo Valley $ 575,706 & 674,879 (§ §§; 173)
20 Subway-Hollywood Blvd, -San

VILRIES vian v ohpmtRanasmrin 956,521 1,029,396 (___72,875)
3.  Hollywood-Ventura Blvd, (M.C.). 116,378 123,194 (____6,816 816)
Le North Hollywood (M.C.) wevssee 35,825 52,212 ( 16,387)
5  Van Nuys-Canora Park (M.C.)... 22,919 27,837 18)
6. Van Nuys-San Fernando (M.C.).. 15,933 21,269 5,3%
T Van Myys-Bimmingham Hosp. (M.C,) 19, 509 23,472

8,  L.A,-No. Hollywood-Van Nuys(M.C. 8,782 114,284 15, 5021
%% Total 6 MONthS seeesee %1 841,573 2,066, 5L3 22 o

10, Total 12 Morths ....... 33,683,146  B1,,133,086

As pointed out previously under Section B - Financial Analysis, the
condition of heavy finmancial loss is systemwide and not confined to any one
district, Passenger rail lines for the year of 1947, on a systemwide basis,
incurred an aggregate loss of 3,426,189, For the year of 1948 the condition
is not much improved. On the basis of the first six months, which do not
fully reflect increases in labor rates, the loss on passenger rail lines will
be $2,323,918, Of a total of 26 motor coach lines, 17 were operated at a
loss during the first six months of 1948,

For the Company to be able to continue providing service of any character
drastic measures must be taken to improve its financial status. The proposed
plan herein will convert the losses of the Western District into a profit and
will afford the public a reasonable service comparable with the standards of
operation and equipment generally found throughout the transit properties of
the Country, No unreasonable hardships will be imposed upon anyone by the
proposed plan of operation. On the other hand it will provide a measure of
profit that will enable the Company to concentrate on high elass service and
facilities,



Passenger transportation operations and service in and to San Fernando
Valley have been the subject of controversy over a veriod of many years,
Numerous proceedings have been processed before the Public Utilities Commission
of California dealing with expansion, contraction and rearrangement of pas-
senger transportation lines in the Valley as well as to adjudicate competitive
asperations of the two prineipal carriers serving the same general territory.

In the early days electric rail lines were projected into thinly p.pu~-
lated areas where it was expected that heavy growth would take place along the
lines and generate a profitable volume of traffic. Such developments actually
were the order of the day in the early stages of expansion of many large
cities. That condition no longer exists. Over the past fifteen years the

electric passenger rail lines in Southern California have been steadily dis-
appearing. The extent of such operations in San Fernando Valley have been
gradually reduced as profits from operation turned into losses. Even in the
densely populated areas of the main section of Los Angeles it has been nec-
essary to replace many rail lines with motor coach service. The City of San
Francisco, on its municipally owned property, is rapidly replacing rail lines
with rubber-tired vehicles. The same is true of the city-owned property in
Seattle,

In Exhibit No., 32, prepared and submitted by Public Utilities Commission
Engineers, it was said relative to the San Fernando Valley rail line:

"The future of rail service to the San Fernando Valley
depends =reatly upon the provision of a rapid transit right of way
between Hollywood and the Subway Terminal in Los Angeles, When
the Hollywood Freeway has been completed, the running time by auto-
mobile or by bus will then be much lower than that of the rail line
operating over city streets and subject to numerous traffic delays,
The public will undoubtedly demand bus operation over the freeway
and since the present plans for the Hollywood Freeway do not make
any provision for rail operation, the future of the San Fernando
Valley rail line is problematical."

Aside from the rail line in San Fernando Valley, the motor coach lines
present a great problem., Due to competitive influences Pacific Electric has
a network of motor coach lines serving the same general territory as those of
Asbury Rapid Transit Lines, Pacific Electric is losing money on its operations
and the other carrier is earning less than would be the case if the two
carriers were not dividing up the revenue.

It aprears reasonable to expect that if Pacific Electric would withdraw
from local short-haul operations and turn the entire network other than
through lines, over to Asbury Rapid Transit Lines, Pacific Electric would
enjoy a financial improvement by eliminating its losses, the other carrier
would bolster up his earnings and the public would have a better service
coverage by redesigning the operations on a systematic and fully coordinated
basis,

TYPES OF OPERATION CONSIDERED

A number of service and operatine arrangements were studied in attempting
to find the most suitable plan for the Western District lines, In addition
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to the basic studies of each line as presently opetated, financial estimates
were made of the results of one-man car operation with both the present 600-

Class cars and with new P,C,C, type cars, Consideration was also given to the
comparative characteristies of electric trolley coaches,

After extensive analysis of the relative merits of the several plans
studied it has been concluded that prresent 600-Class cars converted to one-man
operation will be most economical and will provide a standard of basic service
favorably comparable to the P,C.C, type cars

The 600-Class car is well constructed, is of attractive design, has good
interior arrangement, is of steel construction and is of relatively recent
construction, With prover modification for one-man overation it will perform
vears of highly satisfactory service. Furthermore, the future of rail opera-
tion of any character must be viewed with apprehension when considered in the
light of the obvious trend during the past. Under such conditions of uncer-
tainty it would be highly questionable judgement on the part of management to
purchase either new rail equipment or new trolley coach equipment when
vehicles of suitable desien are already on hand an in good operating condition,

Streetear investment must be amortized over a period of about twenty
vears, trolley coaches twelve years or more and motor coaches seven to ten
years, Within twenty years the transportation nicture of this area will be
much changed and the Company would quite likely find itself in the position of
possessing fine new cars but insufficient traffic, if any, to carry on them,
They would have no other market because the trend is away from rail cars to
rubber tired vehicles,

The same consideration applies to electric trolley coaches, They are a
fixed route vehicle and if rendered unnecessary due to change in traffic flow,
could not be transferred to some other line., The market for disposal of such
vehicles to other carriers is not great.

On the other hand, the flexibility of the motor coach, its freedom of
route assignment and widespread standard use makes it adaptable for easy
disposal, Its relatively shorter service life insures amortization of invest-
ment within a shorter span of years.

At the present time the San Diego Electric Railway Company has announced
its intention of disposing of its relatively new, modern type P,C.C. cars and
to replace them with motor coaches.

Giving full consideration to the advantages of the various types of
vehicle, the present and future problems to the extent they can be foreseen,
and the hichly important factor of financial balance, it is concluded that
the plan proposed herein is the most favorable to the equities of all parties
concerned,

EFFECT OF FREGWAYS AlID RATL RAFID TRANSIT

Throughout all of the studies and in arriving at final conclusions it
was considered necessary to keep in mind the chanres that are to be made in
the peneral automobile traffic pattern by the new freeways that are already in
the first stares of construction, When the Hollywood Parkway is completed it
will pass from the downtown area of Los Angeles through the heavily populated
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area served by Pacific Electric &nd will continue through Hollywood and north
into San Fernando Valley through Cahuenga Pass. Furthermore sight must not

be lost of the possible future construction of rail rapid transit lines.
Realization of rail rapid transit into San Fernando Valley is a very remote
possibility and if ever developed it will be so far in the future that Pacific
Electric planning at present must not be guided too strongly as to basic
design in anticipation eof that form of transit facility.

As to the impracticability of retaining nonprofitable rail lines for
possible use in a rail rapid transit system, if such should develop, reference
should be made to the subject as treated on Page 22 of the Venice Short Line
report.

The immediate problem that is of real importance now and not in the dis-
tant future, is the effect that the new automobile freeways will have upon
the daily traffic pattern. The freeways will be additional to the present
highway system and if past experience is repeated, which will no doubt be the
case, the freeways will be filled to capacity in a relatively short length of
time. It is reasonable to expect that a substantial portion of that traffic
will consist of erstwhile Pacific Electric patrons.

Therefore, in planning the type of operation proposed herein it was
considered to be fundamental that nothing be done that would interfere with
future adjustments that will probably be made necessary by the freeway system.
This is one of the principal reasons for designing the service to make full-
est use of existing types of eguipment which are suitable for a considerable
number of years of satisfactory service. The economic and physical aspects
of the problem both present and future rule against the introduction at this
time of trolley coaches that would be only a small part of the total system,
would complicate the parts and maintenance problems, and would not possess the
degree of flexibility that might be needed in the near future to adjust opera-
tions to meet the changes in demand that may be created by the freeways.

SUITABILITY OF MOTOR CQACHES

Experience of this Company as well as many others has conclusively demon=
strated the ability of motor coaches to perform satisfactorily in replacement
of rail lines in all districts. With reference to the Northern District, rail
service to Alhambra and Temple City was replaced by motor coaches, rail service
between Baldwin Park and San Bernardino was likewise superceded by highway
operations In the City of Pasadena rail lines were completely replaced by
motor coaches. In other instances such as on the Sunland Line, motor coaches
pioneered the passenger transportation field.

The ability of motor coaches operating over streets and highways to
satisfactorily meet the most rigid transportation requirements has become such
a firmly established fact that in the operating industry there is no longer
any question. This type of service has long since served its apprenticeship,
passed through the painful stages of mokeshift equipment and procedure and now
stands firmly on a sound foundation of proven ability. In heavy density local
traffic the vehicle has dispelled all logical contentions as to its inadequacy.
On the Wilshire Boulevard motor coach line of the Los Angeles Motor Coach Lines
as heavy traffic is carried as on the heaviest streetcar lines in the City
using P.C.C. type cars. In other large cities rubber tired vehicles are rapid-
ly replacing streetear lines. Certainly this trend would not continue if
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there were serious question as to the ability of motor coaches to give a com-
plete and satisfactory service. In connection with this subject attention is
directed to Exhibit No. 48 in this proceeding for more extensive treatment.

ROUTING AND SERVICE

Proposed Los Angeles-Santa lionica Blvd.—HollywoodJWest Hollywood Motor
Coach Line - Route is from 12th & Hill Streets in Los Angeles, via Hill Street
Sunset Boulevard, and Santa Monica Boulevard to Highland Avenue, where service
divides, one branch proceeding via Highl nd Avenue to Hollywood Boulevard and
the other branch to continue via Santa Monica Boulevard to West Hollywood.

This line is designed to assist in handling the heavy local traffie
along Hill Street and Sunset Boulevard, as well as the traffic along Santa
Monica Boulevard as far west as West Hollywood or to Hollywood Boulevard and
Highland Avenue.

Length of route:
12th & Hill Streets to West Hollywood «ecessess  1le4 miles

Highland & Santa Monica Blvd. to
Hollywood Blvde seevsvopsesconccessassscacncse 1.0 »
12.14' n
Number of trips(daily except
Saturdays & Sundays):
6L to West Hollywood
63 West Hollywood to Los Angeles
58 to Hollywood Blvd. & Highland Ave.
56 Hollywood Blvd. & Highland Ave. to Los Angeles

Daily Execept Saturdays and Sundays
AM PEAK BASE PM PEAK NIGHT
Los Angeles Nest West West West
(12th & Hill) to-- Hwd. Hwd. Hwd. Hwda Hwd Hwd,. Hwd. Hwde

Scheduled running

CI0B sensisensvan - 5B  Las 550 L6M 5gn  L8n 5O LM
Coaches required.. =26 —1le- = —
Average miles per

BOWE wesamasevese  Slel 1368  ABLE 324 L8 30 10 A9
Approximate head- :

WAYS sesvvscsasse j2n 13n 20m 20" o 12» a0 30"

Proposed Subway-Hollywood Blvd.-Beverly Hills-North Hollywood Rail Line -
Between Subway Terminal and Beverly Hills, rail service to be operated over
the same route 2s now followed, and present service to be augmented to include
trips at night and all day Sundays and holidays. It is also proposed to oper-
ate added trips between Subway Terminal and Gardner Street as the traffic de-
mands.

Between Subway Terminal and North Hollywood, rail service is proposed to
be operated over the same route as the Subway-Beverly Hills trips as far west
as Highland Avenue, thence along Highland Avenue and present route to North
Hollywood Statione
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Length of route:
SU.bWH}' tO‘BGVGle HillS TesdrsersrnAesr s RAsNaRPrans ll.? mileS
Sub“’ay tO NOI‘th HOllyWOOd Bes s s s bR I RrEFRRRTRRS 13.3 "

Number of trains (daily except
Saturdays and Sundays):
115 to Beverly Hills, West Hollywood or Gardner Jcte
11}, Beverly Hills, West Hollywood or Gardner Jet. to Los Angeles
58 to North Hollywood
57 North Hollywood to Los Angeles

Los angeles to Daily Except Saturdays and Sundays
Beverly Hills 3 Al PEAK BASE PM PEAK NIGHT
Scheduled Running Time sgn 5gn 5gn 51
Cars required (600-Class) 28 17 32 1
Average miles per hour 12,1 12.1 12.1 13.0
Approximate headways gn 1om an 1on

Los ingeles to
North Hollywood

Scheduled Running Time 60N 60" 60" 561
Cars required (600-Class) 17 7 17 5
Average miles per hour 13.3 13.3 13.3 1443
Approximate headways 15 20" mn 20-L0N

Proposed Echo Park /venue Motor Coach Line - Proposed route is from 12th
& Hill Streets, Los Angeles, via Hill Street, Sunset Boulevard and Echo Park
Avenue to Cerro Gordo Street,

Length of route:
12th & Hill Streets to Cerro Gordo Street seesces Le6 miles

Number of trips:
101 - Cerro Gordo to 12th & Hill Streets
14 - Cerro Gorde to Sunset & Echo Park Avenue
(Same number in opposite direction)

Daily Except Saturdays and Sundays

12th & Hill to Cerro Gordo M PEAK BASE PM PEAK NIGHT
Scheduled running time 30n 28" 30m (shuttle)
Coaches Required J& 7 12 d
Lverage miles per hour 9.1 9.8 91 9.8
Approximate headways Vi 10m i 20"

Proposed Hill St.-Sunset Blvd. Motor Coach Line = This operation is pro=-
posed to be put into effect at such time as the motor coach operation of Los
hAngeles Motor Coach Lines is divided between Los Angeles Transit Lines and
Pacific Electric Railway.

Service is proposed to be operated from 12th & Hill Streets, via Hill
Street and Sunset Boulevard to Vermont Avenue.

Operations on this line are designed to carry the major load of local
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traffic to and from points along Sunset Boulevard between Hill Street and
Vermont /ivenue.

Length of route:
12th & Hill Sts. to Sunset & Vermont seeese.. 6.1 miles

Number of trips (daily cxcept
Saturdays and Sundays):
180 - 12th & Hill to Sunset & Vermont
180 - Sunset & Vermont to 12th & Hill

12th & Hill Sts.

to Vermont & Daily Except Saturdays and Sundays
Sunset AM PEAK BASE PM PEAK NIGHT
Scheduled running time 33n 30n 33" 30"
Coaches required 23 8 23 8
Average miles per hour 11.1 12.2 11,1 12,2
Approximate headways 3" 10" 3N JOm

Proposed Li-Van Nuys via Riverside Drive Motor Coach Line, including
alternate route via Chandler Blvd. - In addition to the present route, it is
proposed to establish an additional alternate route between North Hollywood
and Van Nuys from the intersection of Chandler Boulevard and Lankershim Boule-
vard, via Chandler Boulevard and Van Nuys Boulevard to Victory Boulevard.
Length of proposed additional route is 5.3 miles,

Number of trips (daily except
Saturdays and Sundays):
31 - Los sngeles to Van Nuys via Victory Blvd.
27 - Los ingeles to Van Nuys via Chandler Blvd.
5 = Noe Hollywood to Van Nuys via Chandler Blvd,
32 - Van Nuys to Los Angeles via Victory Blvd.
27 - Van Nuys te Los iAngeles via Chandler Blvd.
5 = Van Nuys to North Hollywoed via Chandler Blvd.

Daily Except Saturdays and Sundays
Los ingeles to Van Nuys AM PEAK BASE __PM PEAK __ NIGHT
' r Via Via Via Via Via Via Via Via
Vic=- Chan- Vic- Chan- Viec- Chan- Vic- Chan-
tory dler tory dler tory dler tory dler
Blvd. Blvd. Blvd.Blvd. Blvd. Blvd. Blvd. Blvd.

Scheduled running time 61" 61" 6L 61" 65" 65" 5T 50
Coaches required ——2l—— — ——23-= e

Approximate mile per heur 22,6 22,8 22,6 22,6 2,2 P2 252 Ted
Approximate headways lon  J2r  Lon Lon Q2w 120 gon go"

Proposed Hollywood-Ventura Blvd.-Van Nuys Motor Coach Line - Route changes
proposed in this operation are:

(a) Discontinuanee of service between Tarzana and Woodland Hills
and between Tarzana and Northridge.

(b) Extension of service from Ventura & Van Nuys Boulevards
along Van Nuys Boulevard to Sherman Way, Van Nuys.
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Length of route: -
Hollywood & Vine to Ventura & Reseda Blvd., Tarzana se. 146 miles
Ventura & Van Nuys Blvds. to Sherman Way, Van Nuys sees 346 "

Number of trips (daily except
Saturdays & Sundays):

71 - Hollywoed to Ventura & Van Nuys Blvds.
71 - Ventura & Van Nuys Blvds. to Hollywood
35 - Hollywoed to Ventura & Reseda Blvds., Tarzana
34 - Tarzana to Hollywood
36 - Hollywood to Van Nuys
37 - Van Nuys to Hollywood

Hollywood to Ventura Daily Except Saturdays and Sundays

and Van Nuys Blvds. Al PEAK BASE PM PEAK NIGHT

Scheduled Running Time 28n 28" 36" 5"
#Coaches Required 10 6 12 L

Average miles per hour 20,0 20.0 15,5 15.9

Approximate headways 13n 201 gn 300

Hollywood to Ventura
and Reseda Blvds., Tarzana

Scheduled Running Time L6M L6 51n 501
Average miles per hour 19.0 19,0 17,2 175
Approximate headways 24 Lon 20" 60oM

Hollywood to Van Nuys

Scheduled Running Time 37 M Lu" L3"
Average miles per hour 20.9 20.9 17.6 18.0
Approximate headways 20 Lo i 60"

# = "Coaches Required" include equipment serving all points on this line.
P.M. Peak and Night running times calculated via outbound route.

EQUIPMENT AND FACILITIES

Passenger equipment requirements under the proposed plan of operation
is estimated as follows:

(see following page for Equipment Requirements)
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Equipment Reguirements

Present Proposed

Ttem Line Class No. Class No.

69) (2) (3) ()

(1) Santa Monica Blvd.-Van Nuys 600 31 -

(2) Santa Monica Blvd.-W. Hollywood 600 9 M.Ce 28
(3) Hollywood Blvd. 600 6L

(L) Hollywood Blvd., No,Hollywood-

Beverly Hills 600 5L

(5) Echo Park Ave. 100 13 M.C. 12

(6) Hollywood-Ventura Blvd. M.C. 8 MasCo 13

(7) North Hollywood MeC o 3 -

(8) Van Nuys-Canoga Park M.C. 2 -

(9) Van Nuys-San Fernando MeCo 1 -

(10) Van Nuys-Birmingham Hospital M.Co 2 -

(11) LeA.-No. Hollywood-Van Nuys MeCo 18 MdCo 27

(12) No. Hollywood-Sherman Oaks MeCo e e

Total Rail Cars 117 5L

Total Motor Coaches 36 80

Facilities other than passenger carrying equipment will remain substan-
tially the same 2s at present so far as rail operations are concerned except
that the San Fernando Valley rail line will be cut back to North Hollywood
and the route from the Subway Terminal in Los Angeles will follow Hollywood
Boulevard instead of Santa Monica Boulevard. Track beyond North Hollywood
will be removed except that portion owned by Southern Pacific Company and
used jointly by Pacific Electrice. Electrical distribution facilities will
correspondingly be eliminated where not needed for the portion of track re-
tained.

All Western District rail lines under the proposed plan will operate
into the Subway Terminal and there will be no rail operation on Hill Street
in downtown Los Angeles providing the Venice Short Line proposal is approved.

Rail cars of the remaining lines will be maintained and serviced at the
West Hollywood shops. Motor coaches also will be repaired at that point.

E - SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS

CONCLUSIONS

Bosed upon the results of studies made of the Western District passenger
lines of Pacific Electric Railway Company and the findings as set forth in
this report, it is concluded that:

ls Due to the substantial financial losses incurred on the Western
District lines it is essential that immediate steps be taken to
reverse these losses by establishing a type of service that can
be operated on a profitable basis.

2. Careful examination of the causes contributing to the deficit,
indicates that the only practicable means of sufficient relief is
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through adjustment of the character of service performed so as to
take full advantage of economies that will accrue from replace-
ment of unjustified rail service by less costly motor coach oper-
ation and conversion of two-~man car operction to one-man operation
on those rail lines to be retaineds

3+ Although this report is primarily confined to a consideration of
means by which non-profitable rail passenger lines may be placed
in a satisfactory earning status, the close relationship of the
San Fernando Valley motor coach lines to the plan of rail service
considered and their importance to residents of the several com-

munities served, indicates the desirability of bringing them into
the analysis at this time,

Les On Western District roil lines and the San Fernando local motor
coach lines, Pacific Electric presently incurs an annual operat-
ing loss of approximately $652,000, whereas, under the proposed
operation set forth herein, a profit of $291,000 would be realiz-
ed, resulting in a net improvement of $943,000 per year.

5 For the year of 1947, system passenger rail service was conduct-
ed at a loss of $3,426,000, and for the twelve months ending
October 31, 1948 the loss was $2,894,000.

6., In addition to the losses incurred by passenger rcil operations,
there were only eight motor cocach lines out of a system total
of 26 that earned a profit during the year of 1948.

7.. The method of operation and routing proposed herein will produce
a measure of profit more nearly equal to that to which the Company
is entitled and will at the smme time preserve an adequate stand-
ard of service conducted in accordance with practices, procedures,
and equipment of character and type universally accepted in the
transit industry.

8, To retain present rail lines without curtailment, economies could
be effected by introduction of one-man operation, however, on
that basis and using new P.C.C. cars a profit of only $13,900
per year would result and by using 600-Class cars converted to
one-man operation, a profit of only $85,000 would be earned, as
compared with an annual profit of $291,000 that would result
from the plan of operation proposed herein.

9. To continue full rail operation over the Hollywood-San Vicente,
Echo Park Avenue and San Fernando Valley routes would require the
expenditure of $2,319,580 for track and roadway reconstruction
and $6L4,000 for block signals beyond North Hollywoode

10. Under the proposed plan the necessary expenditures for track re-
construction and signalling will be reduced by ;2,217,000,

1l. To realize through inereased fares, the financial improvement
possible under the plan of operation proposed herein, assuming
no loss of patronage, would require an increase of 2l.4 per cent
in passenger rates.
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12,

13.

lh.-

15-

16.

17.

18.

190

In accomplishing the financial adjustment sought, the Company
should not be satisfied to reach a break-even status, but should
strive for the reasonable measure of profit to which it is en-
titled.

For the purpose of this report the Venice Short Line and the
Glendale~Burbank Line have been excluded except as the latter
has a general bearing upon the Distriet'!s over-all finaneial
showing. A separate report has been prepared on the Venice
Short Line. The Glendale-Burbonk Line is under consideration
at the present time for partial one-man operation applying to
5000-C1lass cars only. That type of operation is practicable
and desirable and should be extended to the entire operation as
soon as feasible.

Due to the relatively smnll volume of traffic and the high cost
of maintenance together with the large sums that will be requir-
ed in the near future for reconstruction of track and roadway,
continuation of rail operation on the San Fernando Valley Line
beyond North Hollywood cannot be justified.

Whereas the local motor coach lines of Pacific Electric in San
Fernando Valley are unusually costly to operate, are nonprofit-
able and do not in all instances fully meet the requirement of
the communities served due to the competitive situation, it
appears that the public would be benefitted as well as both the
other carrier, Asbury Rapid Transit Lines, and Pacific Electric,
if the latter were to turn over all of its local lines in the
Valley to the former. That carrier due to more favorable operat-
ing conditions and opportunity of coordinating service with
present operations, could no doubt perform the service on a
profitable basis and more nearly meet the complcte requirements
of the area.

If such a transfer of local lines should not meet with approval,
there should be a study made of the motor coach service in the
Valley to develop 2 more economical system. In any event, there
is no justification for continuation of service beyond Tarzana
either on Ventura Boulevard or Reseda Boulevard, nor beyond
Reseda on Sherman Waye.

Pacific Electric should reduce the extent of its operations to
providing direct service from the Valley into Los angeles and
Hollywood, leaving further development of local services to the
local operator.

In view of present earning conditions the Company should not be
expected to retain rail facilities in the expectation of their
possible future need in connection with rail rapid transit.
Preservation of rail lines for such purposes, if considered to
be necess:ry, should be the responsibility of the public and
not the Company.

In view of the industry-wide trend in mass transportation away
from transit vehicles to the private cutomobile there is no
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20,

21.

23,

25,

26'

27

probability that San Fernando Valley will ever be in a position
to support rail passenger transportation on an enduring and
profitable basis beyond North Hollywoods

Completion of extensive automobile freeways that arenow under con-
struction, one of which will connect downtown Los Angeles with
Hollyw:>d and Cahuenga Pass, will no doubt have a decided effect
upon the traffic pattern of Paeific Electric lines in and from

the areas served by the freewcys, including San Fernando Valley
and Hollywood. It would not be prudent for the Company to ac-
quire new equipment of fixed route variety at heavy expenditure

in view of the possibility of its becoming surplus upon com-
pletion of the freeways.

Due to the relatively small volume of traffiec on the San Vicente-
Venice Boulevard local rail line in Los Angeles and the fact

thot the line is poralleled on one side by the Pico Boulevard
Line and on the other by the Washington Boulevard Line of Los
Angeles Transit Lines, each within easy walking distance of
Venice Boulevard, from Vineyard to Hill Street, there is no jus-
tification for continuation of the Pacific Electric rail line

and no real need for motor coach replacement.

In view of the financial losses presently incurred, the impend-
ing high cost of track reconstruction and the absence of any
indication of potential improvement of a material nature in the
future, motor coach operation should be established to replace
passenger rail service along Santa Monica Boulevard through
Hollywood to the Los Angeles business district, and along Echo
Park Avenue, Sunset Boulevard and Hill Street.

All rail service should be discontinued and tracks abandoned
on Echo Park Avenue, on Sunset Boulevard from Alvarado Street
to Hill Street, along Hill Street, and on Venice Boulevard
from Hill Street to Vineyard.

In view of the relatively good condition of track and roadway
on H»llyw>od Boulevard, the San Fernando Valley rail operation
should be discontinued on Santa Monieca Boulevard and conducted
over Hollywood Boulevard and Highland Avenue.

By rezsen of continuation of rail service on Hollywood Boule-
vard for the San Fernando Valley Line, local rail operation
along that street should be continued and operated beyond
Highland Avenue over track presently in place in Hollywood
Boulevard and continuing west on Santa Monica Boulevard beyond
Fairfax Avenue, through West Hollywood to Beverly Hills.

Elimination of rail operations on Hill Street in downtown Los
Angeles will contribute substantially to a reduction of vehicular
congestion on that street, particularly if rail service on the
Venice Short Line is also replaced by motor coaches as proposed.

Establishment of the plan proposed herein when ecombined with
other parts of the systemwide program, will avoid the necessity
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of increases in fares that would otherwise be imminent.

28+ Pacific Electric is not pioneering the movement from costly
rail operation to more economical highway transportation, but
is actually bringing up the rear in the industry-wide proces-
sion, after having suffered financial adversities for a much
longer period of years than its fellow operators in other cities
on the Coast and throughout the country generally, have been
able to survive.

RECOMMENDATIONS

Based upon the above conclusions and other data submitted in this report,
it is recommended that:

1. Rail service beyond North Hollywood on the San Fernando Valley
Line be discontinued.

2. Motor coach service on the Los Angeles-Van Nuys-Riverside Drive
Line be augmented to the extent necessary to handle the traffic
presently using the rail line from Los Angeles to points beyond
North Hollywood, and the line be split at North Hollywood with
one leg continuing as at present and the other being routed over
Chandler Boulevard and Van Nuys Boulevard, paralleling the present
rail lines.

3. Eliminote the Northridge and Woodland Hills branches of the
Hollywood-Ventura Boulevard Line, augmenting the remaining ser-
vice to provide for a branch line from Sherman Oaks to Van Nuys
that will continue to provide direct service between Van Nuys
and Hollywood.

L. Turn over to Asbury Rapid Transit Lines, or other suitable
carrier, all motor coach operations of Pacific Electric in San
Fernando Valley, with exception of the Ventura Boulevard Line
as described above and the Van Nuys-Los Angeles motor coach
line as described above.

5« Reroute the San Fernando Valley rail line so© as to operate from
the Subway Terminal over Glendale Boulevard, Sunset Boulevard,
Hollywood Boulevard, and Highland Avenue, instead of from the
Subway Terminal over Glendale Boulevard, Sunset Boulevard,
Santa Monica Boulecvard, and on Highland Avenue between Santa
Monica Boulevard and Hollywood Boulevard.

6. Establish local rail operation from the Subway Terminal over
Glendale Boulevard, Sunset Boulevard, Hollywood Boulevard,
private right-of-way, to Fairfax Avenue, thence over Santa
Monica Boulevard to Beverly Hills.

7. Establish a motor coach line to operate from West Hollywood or
vicinity, along Santa Monica Boulevard, Sunset Boulevard and
Hill Street to 12th Street,

8. Establish motor coach service in replacement of the present rail
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service along Echo Park avenue, Sunset Boulevard and Hill Street
to 12th Street.

9. Discontinue without replacement rail passenger service on San
Vicente Boulevard, Venice Boulevard and Hill Street, turning

over all traffic presgntly hondled, to the parallel lines of
Los Angeles Transit Lines.

10. In the remaining rail service between Los Angeles and Beverly
Hills via Hollywood Boulevard, and between Los Angeles and
San Fernando Valley, use existing 600-Class cars converted for
one-man operations

11. /Abandon all electrical distribution facilities and track and
roadway:

(a) Between North Hollywood and North Sherman Way
in Van Nuys,

(b) Along Santa Monica Boulevard between its point
of intersection on the east with Sunset Boule-
vard, and the most westerly point of freight
operation between Vine Street and "estern Ave~
nue,

(¢) On Echo Park Avenue,

(d) On Sunset Boulevard between Alvarado Street and

- Hill Street,

(e) On Hill Street between Sunset Boulevard and
Venice Boulevard, and

(f) On Venice Boulevard between Hill Street and
Vineyards

12. Establish full one-man operation on the Glendzle-Burbank Line
as soon as possible.

Respectfully submitted,

ARTHUR C. JENKINS
CONSULTING ENGINEER



PRESENT OPERATIONS

Subway-Santa Van Nuys - L. A. -No. Ho
Monica Blvd- Subway-Hwd.Bd.  Birmingham Hollywood- Nuys via R
W. Hollywood San Vicente Hospital Ventura Bd. Motor C
Van Nuys Echo Park Ave Motor Coach Motor Coach ——
No. ITEM Rail Line Rail Line Line Line Present
(1) (2) (3) (4) (5)
1 Passenger Revenue $1,125, 067 $1,755, 446 $35, 745 $220, 834 $235,682
2  Other Revenue 8,741 11,405 450 2,798 2,960
3 Total Revenue 1,133, 808 1,766,851 36,195 223, 632 238 642
4 Operating Expenses & Taxes 1,390, 306 1,944, 629 42,724 235, 589 317,991
5 Net Income or Loss $ (256,498) $ (177,778) $(6,529) $(11,957)  $(79,349)
I. WAY & STRUCTURES
6 “Maintenance $ 154,071 $ 228,768 $ 282 $ 1,756 $ 1,857
7 Depreciation 18,854 24,599 150 933 987
8 Total Way & Structures - 172,925 253, 367 432 2,689 2,844
II. TPMENT
9 intenance 80, 042 99,421 3,968 24,689 26,120
10 Tires and Tubes i =5 1,085 6,748 7,140
11 Depreciation, Incl. Rent of Leased Units 39, 421 60, 669 5,143 25,714 51,429
12 Other Equipment Costs 22,967 29, 966 547 3,402 3,599
13 Total Equipment 142,430 190, 056 10, 743 60, 553 88,288
III. POWER
14 ~Power Used 92,355 114, 201 == == e
15 Other Power Costs 50,116 61,970 e = =
16 Total Power 142,471 176,171 — = ==
IV. CONDUCTING TRANSPORTATION
17 Trainmen’ s-Operators’ Wages 524,818 781,706 14,488 68, 581 94,498
18 Inspecting, Cleaning & Lubricating Equipment 126, 834 165,482 2,945 18,325 19,387
19 Fuel & 0il == = 4,850 30,176 31,925
20 Other Transportation Costs 70, 958 92, 580 1,032 6,419 24,205
21 _Total Conducting Transportation 722,610 1,039, 768 23,315 123,501 170,015
22 V. TRAFFIC 9,427 12,299 326 2,030 2,148
VI. GENERAL
23 Injuries & Damages 28, 281 36, 898 1,332 8,285 8,765
24 Other General Costs 89,298 116, 508 3,307 20,574 21,767
25 _Total General 117,579 153, 406 4,639 28, 859 30,532
TAXES
26 ~ Unemployment Insurance and Carriers’ Tax Act 53,997 15,375 1,599 8,944 11,195
27 Ad Valorem Tax 21,862 26,489 = < i
98 License, Weight Fee, Registration, Etc. — — T16 3,492 7,760
299 L. A. City License 7,005 17 698 894 5,521 5,209
30 Calif. State 39, Gross Receipts Tax = —= == == ==
31 Total Taxes 82,864 119, 562 3,269 17,957 24,164
32 TOTAL OPERATING EXPENSES AND TAXES $1,390, 306 $1,944, 629 $42,724 $235, 589 $317,991
Class of Equipment 600 100-600 Motor Motor Motor
2 = Coaches Coaches Coaches
34 Mileage 1,713,971 2,236, 240 88, 182 548, 648 580,452
35 Number of Units, Including Spares s 80 2 10 20
36 Average Miles Per Unit 38,954 217,953 44 091 54, 865 29,023

( ) - Figures in brackets indicate LOSS.




TABLE NO. 1

W E ST ECRINT DUL SR 1C'T L IEN-E'S

(as described below)

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

PROPOSED OPERATIONS
PRESENT OPERATIONS Los Angeles-

| lywood-Van North Holly- Subway- Hollywood- Santa Monica Blvd.

iverside Dr. North Van Nuys- Van Nuys- wood--Studio Hollywood Blvd. - = Ventura Bd. West Hollywood

bach Line Hol lywood Canoga Park San Fermnando City-Sherman Beverly Hills Van Nuys Hollywood Echo Park Ave.

B Motor Coach Motor Coach Motor Coach Oaks Motor No. Hol lywood Motor Coach Motor Coach Motor Coach

Proposed Line Line Line Coach Line Rail Line Line - Line Line
(6) (7 (8) 9) (10) (11) (12) (13) (14)

$413, 224 $65, 351 $40, 230 $27, 808 $14, 664 $1,401, 124 $292, 449 $485, 993 $177, 196
4,573 1, 066 660 481 328 8,834 3,205 4,515 1,451

417,797 66, 417 40, 890 28, 289 14,992 1, 409, 958 295, 654 490, 508 178,647

469, 903 92, 526 50, 943 39, 653 28,211 1, 166. 832 285, 917 467, 888 173,129 =1

8(52, 106) $(26, 109) $(10, 053) $(11,364) $(13, 219) $ 243,126 $ 9,737 $ 22,620 $ 5,518 3

-------- DETAIL: OF OPERATING EXPENSES AND TAXES -----—-

5 2,870 $ 668 $ 414 $ 302 $ 206 $ 138,571 $ 2,011 $ 2,833 $ 910
1,524 355 220 160 109 19, 053 1,068 1,505 484
4,394 1,024 634 462 315 157,624 3,079 4,338 1,3%4

40,354 10, 562 6, 586 4,776 3,339 80, 891 28, 277 39, 839 12,799
11,030 29532 1,568 1, 147 819 == 7,729 10, 889 3,498
69,429 6, 860 4, 252 3,100 2,229 39, 839 33,429 72, 000 30, 857
5, 560 1,295 803 585 399 23,211 3,896 5,489 1,763
126,373 21, 249 13,209 9,608 6,786 143, 941 73,331 128, 217 48,917

== = e =S < 93,334 == —= --

= == e o B 50, 647 = == ==

-- -= == == = 143,981 -- -- --
145, 993 29, 300 12, 296 115557 7,635 315, 768 78, 549 154, 930 54,695
29, 952 6,980 4,324 3,153 2,145 128,178 20, 988 29, 569 9, 500
49,322 11,624 7,206 5,248 3,522 &= 34,561 48,692 15,643
26, 634 2,445 1515 1,104 2,680 71,710 18,789 10, 358 11,860
251,901 50, 349 25, 341 21, 062 15,982 515, 656 152, 887 243, 549 91,698
3,318 73 479 349 238 9,527 24325 3,276 1,052
13, 541 3,155 1,956 1,425 971 28, 580 9,489 13,368 4,295
33,629 7,836 4,856 3,539 2,410 90, 244 23, 565 33,199 10,666
47,170 10,991 6,812 4,964 3,381 118,824 33,054 46, 567 14,961
16,924 4,738 2,432 1,997 1,050 44 999 10, 348 17,233 6,021

= = == = — 23, 265 =5 == =
10,476 846 618 293 459 == 5,044 10, 864 4,656
9, 347 2,556 1,418 918 - 9,015 5,849 9,556 4,430

= = = == = == = 4,288 =
36, 747 8, 140 4,468 3,208 1,509 1,279 21,241 41,941 15, 107
$469, 903 $92, 526 $50, 943 $39, 653 $28, 211 $1, 166, 832 $285,917 $467, 888 $173,129
Motor Motor Motor Motor Motor 600 Motor Motor Motor
Coaches Coaches Coaches Coaches Coaches Coaches Coaches Coaches
896, 7162 208, 958 129,494 94, 366 64, 278 1,732,136 628,388 885,314 284,424
27 3 2 1 2 54 13 28 12
33,213 69,653 64,747 94, 366 32,139 32,077 48,338 31,618 24,035




TABLE NO. 2

ESTIMATED COST OF ADDITIONAL FACILITIES AND EQUIPMENT REQUIRED

Present Operations Proposed Combined
Continued with Motor Coach and Rail
Item P.C.C, Cars Operations
(1) (2)
(1) P.C.C. Cars @ $40,000 $5,400,000 -
(2) Cost to convert 600-Class
cars for one-man Operation - $ 162,000
(3) Immediate Track Expense . 122,76l 38,100
(4) Subsequent Track Expense 1,666,816 128,169
(5) Block Signals - Wilcox -
Van Nuys 77,000 -
(6) Block Signals - Wilcox -
North Holl wood - 13,000
(7) Siding - Laurel Canyen
Blvd. 9,800 -
(8) Additional motor coaches
@ $18,000 - 1,350,000
(9) Garage facilities - Van
Nuys - 15,000
(10) Additional garage facilities-
W. Hollywood - 3,000
(11) Curve connection & switch-
Hollywood Blvd. & Highland - 19,000
(12) Miscellaneous - 5,000
(13) Total Estimated Cost e..... $7,576,380 $1,733,269
(14) Total Excluding Subsequent
Track Expense (5-Year
Program) ------ csassbsasen $5’909’56}+ $1,605,100



Iten

(1)
(2)
(3)

(4)
*(5)

(9)

(10)
(12)

(13)

NOTE:

Sectioh

TABIE NO. 3
ESTLYATED COST OF REHABILITAT ION

WESTERN DISTRICT

Hollywood Boulevard Line

From

Forth & Hill - Crescent Jct. (Fairfax)

Fourth & Hill
Park Avenue
Hollywood Jet,

Fourth & Hill

To Present
i 4

Park Avenue $ 7,533
Hollywood Jct. 6,059
%rescent)Jct.

Fairfax 23,86

Sub-total 37,455
Vineyard % 44,830

Total
Future Amount
T (2) (3)
¥ 30,130 § 37,663
- 6,059

95,455 119,318
$ 125,585 § 163,040

$ 530,160 $ 574,990

#*-Included in Venice Short Line Study 48-~1-A, 11-30-48

Santa Monica Boulevard Line

Hollywood Jet. - Beverly Hills Station

Hollywood Jct.
Seward Street

Sunset Blvd,

Santa lMonieca Blvd,

North Hollywood

Seward Street $ 88,372 $ 353,487 $ 441,859
Beverly Hills Sta, 207,782 831,126 1,038,908
Sub-total 296,151 %1,18L,613 31,480,767
Echo Park Line

Cerro Gordo $ 37,931 & 151,722 & 189,653
Hollywood-Van Nuys Line

North Hollywood $ 8,172 $ 32,74 & 40,892

Van Nuys L3,0L6 172,182 215,228
Sub-total ¥ 51,22, 3 204,396 B 252,120

*Comb ined Total $4,22,76 $1,666,816 $2,029,580

*-Excluding Item #5

In addition there is a contract between the City of Los Angeles and
the Pacific Electric to lower and reconstruct tracks through the
business section of Van Nuys involving an estimated expenditure of

$230,000.

b5 4

This work is to be undertaken at the convenience of the
City, probably within the next two to three years.



TABLE NQO« 4

ESTIMATED SALVAGE AND COST TO REMOVE
FACILITIES TO BE ABANDONED

Cost to Net Cost to
Item Hollywood & W.lbth Street Remove Salvage Remove
o) (2) (3)
(1) Fourth & Hill-Vineyard s.ese.  $157,305 $12,316  ( 8
(2) Fourth & Hill-Park Aves seese 70, 726 6,833 (. 63,893
(3) Total sssnvsssmarsrans $228,031 $19,149  (§208,882)

Santa Monica Blvd.-W.Hollywood-
San Fernando Valley

(4) Hollywood Jct.-Gordon via

Santa Monica BIvde eseeeessr  $ 51,510 $ 1,20,  (§50,306)
(5) Santa Monica Blvd.-Hollywood

Blvd.-North Hollywood-

Van NUuys eecsecessenceccsss 73,300 22, 500 !ﬁ EO;BOO!
(6) Total IR R N R 31211.’810 $23’70}+ (ElO].;lOE)

FEcho Park Line

(7) Sunset Blvd.-Cerro Gordo St.s $ 19,009 $ 390 (3 18,619)
(8) Combined Total sesssse  $371,850 $ 43,243 (§328,607)

(RED_FIGURES)

iv



TABLE NO, .5

STATISTICS AND TRENDS
SUBWAY -HOLLY'0OD BLVD, -SAN VICENTE BLVD, LINE

Month % Incr, Over (Cents)  (Cents)
or Revenue Same Period Passenger  Vehicle Revenue Revenue Per
Year Passengers _Prior Year Revenue Miles Fer Mile _Passenger
(1) (2) (3) (4) (%) (6) @
1938 13,252,841 $ 213,537 2,022,375 L40i23 b1l
1939 12,294,199 (7.23) 767,696 1,871,915  L1,01 6, 2L
1940 14,727,642 19.79 936,403 2,242,540  ALL.76 6.36
1941 % = . =
1942 * - - -
1943 #23,626,896 1,750,224 2,565,852 68,21 Toll
1944 27,603,925 16.83 1,932,915 2,796,896 69,11 7,00
1945 28,456,069 3.09 1,964,753 2,833,956  69.33 6e 90
1946 28,199,805 (.90) 1,978,241 2,784,873  71.0L 7.02
1947
Jan, 2,271,772 (3.17) 167,526 230,805 72,58 7037
Feb. 2,112,941 (3.14) 155,386 208,207  7h.63 7.35
Mch. 2,293,391 (3.14) 165,572 229,156 72,25 7422
Apr. 2,194,159 (7.63) 160,680 224,189 71,67 7.32
May 2,207,341 (24.01) 158,530 227,956  69.54 7.18
June 2,098,644 .90) 155,28, 220,391  70.46 T« 4O
July 2,152,945 (8.80) 158,619 227,009  69.87 7437
Aug, 2,134,498 (8.96) 162,505 226,283 71,81 7. 61
Sept. 2,082,760 (5. 4L) 156,386 218,672  Tl.52 7.51
Oct. 2,230,519 (5.33) 153,189 229,909  66.63 6. 87
Nov., 2,088,707 (4e58) 154,204 216,090 71,36 7.38
Dec, 2,194,472 (5.29) 150,670 229,295 65. 71 6. 87
Total '47 26,062,149 (7.58) 1,898,551 2,687,962  70.63 7.28
1948
Jan, 2,115,448 (6.8%) 152,965 228,291 67,00 7.23
Feb, 1,783,647 (15.58) 150,242 212,729 70,63 8,42
Mch, 1,270,248 (18.45) 163,475 229,619 71,19 8,74
Apr, 1,800,782 (17.93) 154,569 220,114 70,22 8. 58
May 1,711,113 (17.95) 155,818 221,937 70,21 8. 60
June 1,789,783 (14.72) 157,138 218,429  7L.94 8,78
July 1,789,158 (16.90) 161,575 212,325 76,10 9.03
kug, 1,764,915 (17.32) 162,377 211,298  76.85 9. 20
Sept, 1,705,043 (18.14) 151,638 205,300  73.86 8,89
Oct. 1,766,659 (20, 80) 155,804 212,540  73.31 8,82
Nov.  1,7hk,761 (16.47) 146,783 206,672  TL.06 8. 41
Total to Date =
11 Mos,1948 19,941,563 (16.45)  $1,712,384 2,379,254 7197 8459

%*-~Hollywood Blvd. & Venice Short Line reports consolidated for

1941 and 1942,

#--Projected for year on basis of eight months,



Month
or

Year
ili

1938
1939
1940
1941
1942
1943
1944
1945
1946
1947
Jan,
Feb,
Mch.
Apr,
May
June
July
Aug,
Sept.,
Cet.
Nov,
Dec.
Total '4L7
1948
Jan.
Feb.
Mch.
Apr,
Hay
June
July
Augz,
Sept.
0 C t .
Nov,

TABLE NO. 6

STATISTICS AND TRENDS

SUBWAY-SANTA MONICA BLVD, i, HOLLY'DOD-SAN FERNANDO VALLEY LINE

Total to Date
11 Mos,1948 9,526,6?0

¢ Incr, Over (Cents)

Revenue Same Period Passenger  Vehicle Revenue

Passengers _Prior Year Revenue Miles Per Mile

(2) (3) (4) (5) (6)
6,216,298 $ 409,709 1,238,946  33.07
5,626,479 (9.49) 426,682 1,225,045  3L4.83
6,270,672 11.45 492,126 1,253,827  39.25
7,240,724 15. 47 540,084 1,287,008  41.96
8,891,669 22,80 740,619 1,485,806  49.85
11,231,415 26.31 1,053,901 1,886,740  56.12
13,232,657 17.82 1,215,751 2,077,930 58,51
14,075,855 6.37 1,271,351 2,126,788 60,25
14,398,781 2.29 1,339,859 2,128,716  62.94
1,200,088 (1.32) 110,827 180,342 6L, 45
1,093,805 (2.22) 100,694 161,911  62.19
1,185,630 (2.29) 107,172 178,062  60.19
1,145,851 (7.90 105,063 171,934  6L.11
1,117,898 (13.46) 100,540 176,364  57.01
1,062,713 %g.ég) 98,475 165,782 59,40
1,062,905 (13.63) 98,048 168,563 58,17
1,043,314 (1h. 5L) 99,502 162,934  58.90
1,003, 589 (12.14) 94,334 160,949 58, 61
1,083,197 (12.10) 93,152 167,530  55.60
994,150 (14.00) 91,899 153,761  59.77
1,041,320 (12, 73) 89,511 163,652  54.70
13,034, 460 9. 48) 1,189,217 2,017,784 58. 9
1,021,663 (14.87) 92,453 160,790  57.50
886,058 (12.99) 93,619 149,923 62. 44
874, 560 (26.24) 95,983 161,050 59. 60
859,097 (25.03) 92,555 152,71, 60,61
861,370 (22.95) 92,990 144,901 64,17
842,154 (20.75) 92,797 143,866  6L4.50
854,977 (19.56) 96,895 147,010  65.91
834,271 (20.04) 96,376 148,562  6L.87
818,778 (18.42) 91,385 141,969  64.37
845,483 (21.95) 95,338 145,835  65.37
828,259 (16.69) 89,107 141,026 63.18
(20.57)  $1,029,498 1,637,646 62,86
(RED_FIGURES)

(Cents)
Revenue Per

Passenger
7

659
7.58
7.85
Te 46
8,33
9043
9.19
9.10
9.31

9.23
9. 21
9.0L
9.17
899
9.27
9,22
9. 54
9. 40
8. 60
9. 24
8,60
9.12

9.05
10, 57
10.98
10.77
10, 80
11.02
11.33
11,55
11.16
11.28
10,76

10, 81



Month
or Revenue
Year

Passengers
) (2)
1938Rail 442,533

M/C 2,866,671
Comb, 3,309,204

1939Rail 903,052
M/C 2,767,825
Comb. 3.670,877
1940Rail 1,449,292
M/C 2,468,332
Comb. 3,917,624
1941Rail 5,387,250
19,2 7,088,571
1943 8,895,152
1944 9,993,187
1945 10,150,007
196 10,174,003
1947
Jan, 817,179
Feb, 745,255
Mar, 801,791
Apr, 779,687
May 781,212
June 778,437
July 751,038
Aug, Th5,251
36}31;. 715,14-1&1#
Oct. 763,559
Nov. 706,852
Dec, 780, 565
Total '47 9,166,300
1948
Jan, TL3, 717
Feb, 678,413
Mar, 609,920
Apr, 608,393
May 634,724
June 623,061
July 621,996
Aug, 618,879
Sept., 594,943
Oct, 619,691
Nov, 605, 661
Dec. 658,111
Total 1948 7,617,509

TABLE NO, 7_

STATISTICS AND TRENDS

L, A, ~GLENDALE-BURBANK LINE

% Incr. Over
Same Period
Prior Year

3

10.93

6.72

37,53
31. 57
25. 49
12,34
1L 57
o 24

(8.68)

(10,10)
(15.79)
9.21)

(5.65
E%l,glg
(8.75)
(2.51)
(9.81)

(7.92)
(9.90)

(23.93)
(21.97)
(18.75)
(19.96)

(17,18) -

(16.96)
(16, 84)
(12, 84)
1L, 32

(1k. 32)
(15.69)
(1%.30)

vii

(Cents)
Passenger Vehicle Revenue
Revenue Miles Per Mile
L) ~(5) (6)
$ 111,354 289,507
268,978 891,962
$ 380,332 L181,469  32.19
$ 107,387 278,150
270,977 _882,874
$ 373,36l 1,161,024,  32.59
§ 148,972 349,488
246,788 763,395
$ 395,760 1,112,883 35,56
$ 482,595 1,015,423 48,12
703,196 1,184,543 59.36
908,318 1,429,228 63,55
975,569 1,477,315 66,04
997,003 1,485,599 67.11
1,039,767 1,455,938  TL.42
81,681 116,054  70.38
74,305 104,576 71,05
78,472 114,867 68,32
77,610 114,206  67.78
76,116 114,056 66,74
78,103 105,762  73.84
75,033 110,590  67.85
76,888 109,823 70,01
72,864 106,067 68.70
71,15 111,761  63.66
7Q,760 104,477 67.73
72,631 116,271 62,47
905,413 1328,510  68.15
72,921 109,970  66.31
73,992 102,479  72.20
69,052 111,339 62,02
67,609 105,118 6Le32
70,741 104,465 67,72
70,823 102,677 68,98
72,794 104,355  69.76
73,800 104,391  70.70
68,519 101,961 6720
72,808 105,704  68.88
67,817 105,774  6h.11
75,76L 120,562 62,8l
§ 856,600 1278,795 66,99

(Cents)
Revenue Per

Passenger
7

11.49

10.31

10.10

9.07
9.92
10.21
9.76
9.82
10,22

10, 00
9.97
9. 79
9.93
.74

10,03
9.99

10,32

10,18
9.32

10.01
9.30
9.8

9.80
10,91
11.32
11,11
11,15
11,37
11,70
11.92
11,52
11.75
11,20
11.51
11.25

(RED FICUR'S)
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TABLE NO. 8

ESTIMATED LEDGER VALUE OF FACILITIES TO BE ABANDONED

LI S I R B

4th & Hill Streets to Victoria Ave. & Venice Blvd.
4th & Hill Streets to Park Ave. & Sunset Blvd.

sunset Blvd. & Echo Park Ave. to Cerro Gordo St. & Echo Park Ave.
Hollywood Jet., to Gordon St. & Santa Monica Blvd.
Along Highland Ave. from Santa Monica Blvd. to north side of Hollywood Blvd.
From North Hollywood, at connection with Southern Pacific track, to end of line at Van Nuys

HILL STREET SURFACE TRACKS HILL STREET-
ACCT. -VENICE BD. HILL STREET SUNSET BLVD. ECHO PARK SANTA MONICA HIGHLAND VAN NUYS
NO. DESCRIPTION OF ACCOUNT LINE STATION LINE AVE. LINE BLVD. LINE AVE. LINE LINE
(1) (2) (3) (4) (5) (6) 7) (8)
501 Engineering $25, 824 $822 $30,673 $1,706 $6, 229 $1,855 $14,547
502 Right of Way . 12,714 = 37,028 - 52 - 22,434
503 Other Land Used in Electric 7,093 - - - - - 4,999
Railway Operations

504 Grading 54,318 935 37,802 10, 995 21,821 6, 544 17,010
505 Ballast 30, 428 265 13,515 6,576 10, 443 4,925 26,642
506 Ties ) . 35,613 2,632 21,752 3,841 17,828 6,309 26,214
507 Rails, Rail Fastenings & Joints 183, 989 2, 886 79,306 21, 256 69,113 25, 598 53,610
508 Special Work 42, 137 22,172 14, 064 10,873 2,514 5,610 2,590
510 Track and Roadway Labor 68, 021 3,848 25,756 10, 062 36,341 10, 621 37,186
511 Paving 168, 160 3, 000 83,935 18,653 75, 153 23, 949 14,787

513 Tunnels & Subways = = 421,938 = = = =
515 Bridges, Trestles & Culverts 6, 927 = 2,655 = 879 649 9,080
516 Crossings, Fences & Signs 7,441 19 183 24 500 97 6,481
517 Signals & Interlockers = 507 = 3,693 y = 14,682
518 Communication System 3,313 s 505 5 467 312 2,288
521 Distribution System 85, 932 4, 965 32,425 6,789 21,177 15, 464 51,534
593 Shops, Carhouses & Garages - 656 = = - - 1,362
524 Stations, Miscellaneous Buildings 963 = 530 10 = 354 10,243

and Structures

539 Power Plants 10, 037 % = = = 9,461
542 Power Plant Equipment 40, 979 = T = = = 48,458
544 Transmission System 31, 708 = S = = 4,827
Total $815, 597 $42,707 $802, 067 $94,478 $262, 517 $102, 287 $379, 144
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