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REPORT ON
OPERATIONS, FACILITIES, ORGANIZATION, FINANCIAL STATUS

AND
MODERNIZATION PROGRAM

I - PRELIMINARY CONSIDERATIONS
NATURE OF THE PROBLEM

One feature of this thesis with which no exception will probably be
taken, regardless of the divergence of thought and extent of controversy rel-
ative to others, is the contention that a real transportation problem of ex-
tensive proportions and serious portent confronts not only Pacific Electric
Railway Company, but also the general public of the many cities and communi-
ties served by the widespread rail and motor coach lines of the system. It
is a mistake in evaluating the seriousness of the issue to confine its scope
exclusively to passenger transportation or to propound the theory that finan-
cial losses on passenger service should be borne by freight operations.

This operator is a common carrier dependent for its existence upon the
revenues it derives from services rendered to the public. That portion of the
public making use of freight services is equally entitled to just and non-
discriminatory rates as that portion using passenger service and it is no more
reasonable to expect freight operations to support losing passenger lines than
it is to contend that if conditions were reversed passenger fares should be
established at a sufficiently high level to offset losses from freight opera-
tion. It must be kept in mind that the problem extends to the whole public
served. to all communities whether large cities or small hamlets, and that the
principle of just, reasonable and non-discriminatory rates, rules, practices
and procedures must be extended with equal consideration to all,

Basically there is only one fundamental issue involved and that is the
question as to whether or not Pacific Electric Railway Company should be per-
mitted to follow the course already established throughout the Country, of
modernizing its system by replacing obsolete rail passenger service that in-
curs heavy financial losses, with commonly accepted motor coaches that havegood
prospects of profitable operation. There is no other major issues

If the conversion program is not permitted and continued rail service is
directed, even with continued use of present facilities, it would be mandatory
that drastic curtailment in service be exercised which would probably leave
many of the smaller communities at remote locations without service, in order

that the more populous areas might enjoy the plushness of unjustified rail
service.

There is no logical argument against the contention that rail service has
eertain advantages over motor coaches—-that may be taken for granted. On the
other hand, there is real basis for vigorous argument as to the weight that
should be accorded them. Similarly, there are certain unquestionable advan-
tages possessed by the motor coach when compared with rail cars and these too
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must be weighed without bias or prejudice in seeking the course of ac?iQn-that
will preserve a reasonable service to all, at rates that are not prohibitive.

To dwell a little further upon the shortsighted and discriminatory theory
propounded by some guarters, that freight service should bear the burden of
passenger losses, it is of interest to note that for the year of 1947 it would
have been necessary to increasc freight rates by 32 per cent to produce enough
additional revenue to offset the loss on passenger rail operations with no net
profit, and assuming no freight traffic loss. To produce a reasonable net in-
come would have recuired an increase in freight rates of 49.5 per cent. In
view of the competition of other major railroads in the area served by Pacific
Electric freight operations, it is obvious that no such increases could be en-
forced even if the theory should be accepted.

To assist in demonstrating the magnitude of the problem and its implica-
tions, reference should be made to the system map included herein as a frontis-
piece, the statistical data contained in the appendix and the brief description
that follows.

The Company conducts joint [reight and passenger operations over a wide-
spread nctwork of electrified rail lines supplemented by an extensive grid of
passenger motor coach service, all of which radiates from the City of 'Los Angeles
as a center and extends from Santa Monica on the ocean front, easterly to San
Bernardino, a distance of 75 miles; and from San Fernando a distance of 20 miles
to the north of Los Angeles, to Santa Ana and Balboa, 35 miles to the south.

Gross annual combined revenue for the year of 1948 was $34,300,000 and
total annual operating cxpenses were approximately 31,000,000, exclusive of
taxes which amounted to $2,400,000. Approximately 124,000,000 passengers are
carried annually over 433 miles of railway and 853 miles of motor coach routes.
About 8,800,000 car miles arc operated annually in freight service; 20,900,000
vehicle miles, in passenger motor coach service; and 14,500,000 miles in elec=-
tric passenger car service, The Company operates 412 motor coaches and 445
passenger rail cars, 1,38, freight cars, 51 freight locomotives, and employs
approximately 5,460 persons.

Over a period of many years extending beyond 1916, the combined operations
of the Company have been conducted 2t a net loss with exception of the year 1923,
and four years during World War II from 1942 to 1945, inclusive. The trend of
income is shown by Table L of the Appendix. Due to the continuously poor earn-
ing status of the Company, which has been attributable to passenger operations,
therc has been a gradual replacement of electrified passenger rail lines, by
motor coaches operating over the highways throughout Southern California.

Prior to World War II, the Company's financial status was becoming increas-
ingly serious and in an effort to stem the tide of losses, a major rehabilita-
tion program was embarked upon. That program contemplated a wide-scale replace-
ment of losing passenger rail lines with highway motor coach service, but was
interrupted by commencement of the wars

Wartime prosperity declined abruptly in 1944 and 1945, and a net loss of
$218,879 was cxperienced for the year of 1946. To compensate for the losses,
application for increased fares in passenger service was filed with the Public
Utilities Commission during the first half of 1946 and by its order of July 31,
1946, increascs were granted. As of that same date the Commission instituted
an investigation of the Company's operations. 'Mith the continued downward
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trend of net earnings, another application was filed with the Commission on
June 23, 1947, seeking further increase in fares to cover increased costs of
labor, material, and other essential itemss During the year of 1947, the
Company experienced a loss to net income in amount of $1,760,073. Hearings
were held jointly on the fare application and the Commission's investigation
during October and November of 1947 and a decision was issued on January 19,
1948, permitting increased fares to become effective February 1, 1948.

In the same decision that granted increased fares, the Commission pre-
scribed a program of property rehabilitation which the Company was ordered to
carry out within specified time limits. The program was based upon a series
of 43 recommendations made by the Commission's engineering staff, and in
anticipation of continued rail passenger operation, were directed primarily
toward rehabilitation of rail facilities,

The Company, in reviewing the large scale expenditures entailed by the
Commission's order and weighing the program against the continuing adverse
financial trend which persisted despite the increases in passenger fares,
concluded that steps should be taken to conduct a comprehensive study of its
entire system to determine the prospects of profitable operation and to test
the wisdom of attempting to remain in the passenger transportation business.
To provide the necessary time to conduct the studies, the Commission was
petitioned to postpone the effective dates of compliance with the various
provisions of its order. The request was granted in part and the Company was
ordered to submit its program on or before March 1, 1949.

Modernization studies have now been completed and Application No. 30095
was filed with the Commission on February 25, 1949, requesting authority to
proceed with the first major phase of the long range plan.

PURPOSE AND SCOPE OF REPORT

A report preliminary to this report was submitted to the Company on
July 15, 1948, setting forth the results of an initial analysis of the econom-
ic, operational and organization phases of the business and laying out a
recommended program for conducting special studies related to the systemwide
modernization plan and the financial deficit.

The purpose of this report is to present the final results obtained from
a continuation of the preliminary studies and to set forth the findings, in
summarized form, derived from the several individual reports covering the
economic status and operational characteristics of the several highly non-
profitable passenger rail lines of the system. The scope of those reports
will be briefly described in subsequent sections.

In addition to summarizing the results of the several separate reports,
this report also covers accomplishments in other phases of the Company's
operations and discusses the several controlling fundamental issues.

It is not intended that this report will provide a detailed outline of
procedure to cover all phases of the Company's activities during the future,
but only to serve as a guide in following a comprehensive modernization and
financial rehabilitation program that will ultimately result in the proper
balance between net profit to the Company and the maximum standard of service
to the public, all within the limitations imposed upon the transit industry

T



under present-day conditions of automobile competition, high labor and materi-
al costs, and general economic trends.

FUNDAMENTAL PREMISE

In view of the manner in which the several phases of the modernization
program have been developed and the necessity for submitting a number of
independent exhibits and reports, repetition of basic theories and principles,
to some extent, is unavoidable. To make each document self-sufficient,
certain basic theories have been incorporated in all of them, To round out
this report, which summarizes and brings together the salient features of the
various other studies, reference must also be made to such theories. Much
data pertinent to the issues involved and of vital importance in giving due
weight to the equities concerned, is contained in testimony and exhibits sub-
mitted by Company witnesses at the preliminary hearings before the Commission
in this matter on October 13 and 21, 1948. Specific reference is made to that
data in a later portion of this report under Section II.

The primary motivating factors behind the entire modernization program
are the financial deficiencies experienced by the Company in passenger trans-
portation, the extremely large reconstruction expenditures that would be re-
quired for continued rail operation, and the absence of any hope that rail
passenger service can ever be made profitable in the future.

There are a variety of causes for the unfavorable condition confronting
the Company and the effects are exemplified by numerous manifestations. Un-
fortunately, due to the cumulative effect of the many facets of the problem
upon service and facilities, the Company is subjected to criticism from
numerous sources and, to some extent, the general public attributes the short-
comings to the failure of management to take proper cognizance of public re-
quirements and past experiences. Hindsight is, of course, always a better
guide than foresight and looking back over the Company's history there is no
guestion but what different action on the part of management with respect to
numerous isolated incidents would have brought about more favorable results,
It is obvious that if losing rail lines had been converted to motor coach
service earlier, the present magnitude of deficit would have been avoided. On
the other hand, a fair and unbiased appraisal cannot fail to give due recog-
nition to the natural trend of economic and scientific developments that have
been largely responsible for the present condition and over which management
has had no control.

Various phases of the studies thet are the foundation of this report,
have been baszd upon the theory of dual obligation and premised upon the
assumption that the two cannot be separated. One of these obligations is that
of the Company to recognize the convenience and necessity of the traveling
public and to utilize the most modern developments available and maintain the
highest standard of service commensurate with its earning ability and the re-
strictions imposed upon it as a private industry. The other is the obligation
of the public to pay in return for the service received, an amount sufficient
to cover the costs of production and a reasonable margin of profit.

In analyzing the problem it would be highly unfair to the carrier to com-
pletely disregard its underlying rightsand to attempt to direct its activities
at present and for the future, solely upon the basis of what may appear to be
the maximum desired comfort and convenience of passengers, without giving
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appropriate consideration to earnings. Although judicious management is a
highly important ingredient in the discharge of any business enterprise, it

is not a panacea that can forestall the inevitable forces of nature. In coping
with a problem of the magnitude confronting Pacific Electric and the public it
serves, the scope of vision must be sufficiently divergent to encompass the
greater and more basic segments without undue concentration upon the minutia

of personalities and minor incidents. True, there are no doubt certain econo=-
mies that can yet be effected by the Company in its operations, but they are
of very small magnitude when compared with the magnitude of financial improve-
ment required.

Based upon evidence submitted in the formal proceedings relating to this
program, and upon experiences of the industry within California itself, as

well as all other large population centers of the Country, there is only one
obvious conclusion as to the underlying causes of the predicament, The public
has been supnlied with another means of transportation which it prefers over
mass transit vehicles. This has been a natural trend of events in the trans-
portation field that has brought about the necessity for transit operators to
eliminate the more costly modes of rail mass transportation and adopt a more
economic conveyance that can be supported by the depleted earnings. This has
not been by choice, but inevitable in the wake of the inroads of private auto-
mobiles upon traffic, and ever ascending costs upon economic balance,

The condition of financial distress with which Pacific Electric finds it-
self confronted is not new and is not unique to this Company. Neither is it
due to the effects of mismanagement, nor can it be corrected by good manage-
ment without a radical departure from the means that are primarily contribu-
tory. The mere expression of a desire on behalf of the public for transpor-
tation by rail does not mean that the operating Company must be obligated to
continue to perform such service. Actually it should not be at liberty to do
so if it should so choose, when the results would obviously mean financial
losses that would require a calculated program of deferred maintenance and
liquidation of capital that ultimately could react in no other way than as a
burden upon the public.

PRELIMINARY ANALYSIS AND REPORT

On July 15, 1948 there was submitted to the Company a Preliminary Report
on engineering and economic analysis of operations, facilities, organization,
and financial status of Pacific Electric Railway Company. That report was
prepared as the f'rst project under the systemwide rehabilitation program and
set forth the results of preliminary analyses and observations conducted over
a period from March of 1948,

It was the purpose of the Preliminary Report to bring to the attention
of the Company certain conclusions and recommendations as of that date, rela-
tive to the nature of the detailed studies considered desirable and certain
changes that appeared to be immediately advisable in connection with various
phases of operations, service, and organization. It was contemplated upon sub-
mission of the Preliminary Report that several individual studies would be im-
mediately gotten under way and their results submitted at the earliest possible
date. In another section of this report the various elements of recommended
procedure set forth in the Preliminary Report are commented upon as to their
stage of completion.

As indicated above, one of the impelling factors in launching the com-
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prehensive modernization studies was the order in Applications Nos. 23053 and
27466, and Case L4843, wherein the Commission ordered Pacific Electric to carry
out the provisions of a number of recommendations made by its engineering
staff, most of which were directed toward the expenditure of large sums in re-
habilitation, reconstruction, and expansion of passenger rail facilities. As
one of the first phases of the project herein, an analysis was made of the re-
quirements of the Commission's order, the financial status and ability of the
Company, the prospects of the future, and the wisdom of carrying out any fur-
ther passenger rail preservation projects involving heavy capital expenditures
and reconstruction expense. It became apparent after initial analysis of those
elements that in view of present conditions the earning prospects of rail pas-
senger operations held no support for a profitable future and that instead of
proceeding with improvements in rail facilities, there should be immediately
launched a program looking toward elimination of unjustified rail lines.

SUMMARIZED RESULTS OF STUDIES

Summarizing the results of the various studies that have been completed
relating to the major rehabilitation program, it is estimated that on a
systemwide basis, losses presently incurred on passenger rail lines and cer-
tain of the Western District motor coach lines amounting to $2,017,500 annual-
ly, can be converted into a profit of §750,000, or a net improvement of
$2,767,500 annually. Along with this improvement in earnings there would be
required an investment in facilities of about $4,500,000. Whereas continued
rail operations would incur an annual loss of more than $2,000,000 and would
require, in accordance with the order of the Public Utilities Commission, an
expenditure for reconstruction and expansion in amount of approximately
$11,000,000 with no improvement in earnings, the nominal investment of
$4,500,000 in motor coach operations will result in a net improvement of more
than $2,700,000 and an annual net operating income of $750,000, on the lines
involved.

It is estimated that some further financial improvement can be realized
as a result of carefully conducted studies of the existing motor coach opera-
tions, which for the year of 1948 resulted in a net operating profit of only
$51,006 from a gross revenue of approximately $8,200,000. Table Nos, I of the
Appendix shows the results of the modernization plan in summary form. Other
tables therein show various other features of the plan.

PROSPECTS FOR THE FUTURE

Careful analysis of present motor coach operations combined with the re-
sults obtained from the studies of rail line conversion, indicates that the
carrying out of this proposed modernization program will place the passenger
operations of Pacific Electric upon a profitable basis and will justify the
expenditure of the necessary capital funds to provide a modern plant utilizing
the latest developments in efficiency and procedure.

Consummation of the program provides a means of revitalization to this
Company financially, physically, and personally. It will afford the Company
an opportunity to keep pace with the future development of the Los Angeles
Metropolitan Area and Southern California generally, which appears to be des~-
tined as one of the greatest population centers of the Country.

It is highly important that this entire program be recognized as a co-
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herent package that must be put into effect in all of its phases, if the full
measure of benefit tc which the Company and the public are entitled is to
materialize. To do anything other than ecarry out the complete program will
unquestionably result in only a prolongation of the ultimate elimination of
all passenger rail operations and possibly elimination of other essential
motor coach services, that might otherwise be preserved if attached to a main
supporting body of profitable lines.

In considering the ultimete disposition of this problem we must recognize
without question the trend in passenger mass transportation throughout the
country as has been fully demonstrated in exhibits and testimony submitted in
this proceeding. Individual preferences or personalities should not be per-
mitted to becloud the real issue, which is that of public interests The

theory so often propounded that retention of rail lines enhances public values
and adds intrinsic importance to the community served is as obsolete as the
rail equipment itself. We are confronted with a normal and natural transfor-
mation in the course of events in the field of transportation that is parallel
directly with the changes that have automatically taken place as a result of
rapid strides forward in other fields of scientific development, all of which
have been for the over-all good of the people as a whole.

In any stage of progress which brings into being a new medium of meeting
public requirements, there are always some persons who are harmed because the
product they have previously been dealing in may be rendered obsolete and un-
desirable when something more useful to the public is made available to it.
This is accepted universally as a natural course of events,

There is no other industry to my knowledge, which is and has been so con-
sistently and so persistently beset with militant opposition in its efforts to
follow the natural course that good business judgment dictates, in attempting
to maintain a reasonable margin between revenue and cost of providing service.
It is inconceivable that anyone could advocate the preservation of outmoded
facilities whose cost of operation far exceeds the revenues earned and insist
upon further heavy capital investment to insure the preservation of such a
losing project. The true economic picture is not cloaked in mystery. It
evolves from a simple and fundamental economic formula which demands that costs
of production must be less than revenue from szles and if the means are not
available whereby such can be accomplished, the industry dies.

If any semblance of reliable public transportation is to be preserved,
there must be developed a new approach to the problem and a more complete
understanding of the difficulties confronting the industry. Under present con-
ditions, and in the past, the public has considered mass transportation as one
problem and private transportation as another, entirely unrelated. As mass
transportation has been forced into the discard by the acute competitive effect
of private automobiles, its costs have increased, and its profits have dis-
appeared. The automobile, to the contrary, has forged ahead taking away the
erstwhile profitable traffic and leaving mass transportation to cope with the
costly peak hour travel which becomes progressively more seriouss

Whereas, due to reduced net earnings, it was impossible for transportation
operations, in meny instances, to obtain the necessary capital for expansion
and preservation of their facilities, by joint effort, automobile users pooled
their resources at high individual cost through state or other tax collecting
agencies, and financed the construction of magnificent paved highways and
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elevated freeways in a network of traffic arteries of a magnitude and cost
never dreamed of before the automobile, Any expenditure for improvement of
facilities for mass transportation of passengers must come from the companies
themselves and every dollar invested is an obligation that must be repaid, not
out of public funds, but out of earnings.

During the past few decades, along with human progress has come a definite
trend toward shorter working hours and the desire on behalf of a majority of
the people to commence their working day at virtually the same time, and to
conclude it within a very narrow time band. This has thrown upon the transit
operators one of the burdens that has been responsible for forcing the industry
to its financial knees. This condition is one that brings about much misunder-
standing on behalf of the public generally as to the problems of the transpor-
tation companies. The large masses of people riding during the peak hours in
the morning and in the evening observe cars and coaches that are filled with
passengers. The individual passenger cannot understand how it could be possible
with such loads for a company to be losing money. Theyfail to realize, however,
that the vehicle on which they are riding may very likely, upon finishing that
trip, be returned to the garage or carhouse to set there for the remainder of
the day until that passenger is ready to go home ot night. A large percentage
of passenger-carrying equipment makes only one round trip per day in produc-
tive service, but the man who operates that vehicle must be paid for a full
day's work. The investment in the equipment stands idle and non-productive
during a large part of each day, when it could be in productive use if traffic
were availables

Contrary to this situation, the individual who uses his private automobile
looks out for his own convenience. If he finds that by leaving his home at a
certain time in the morning he is confronted with intolerable traffic conges-
tion, he shifts his time to an earlier start or a later one, thereby automati-
cally spreading out the peak. He will do that when it is the result of his own
will. However, the same person, if when using mass transportation, finds it
difficult to board a vehicle at the time he wishes to travel, he condemns the
company, but will not submit willingly to a change in his hour of departure.
Mass transportation naturally does not possess the advantages of speed that are
available by use of private transportation. It is an inherent part of the in-
dustry that stops must be made to pick up and discharge passengers. Taxicab
service cannot be performed.

Upon the basis of the average occupancy of automobiles using the streets
and highways of California, which is the surprisingly low figure of about 1%
passengers, one motor coach will carry the same number of persons seated that
30 automobiles will carry, and with a reasonable standing load, will equal 40
automobiles. This is an important consideration when weighing the merits of
objection to use of the highways and streets by motor coaches. No objection is
ever raised to the increased number of automobiles and trucks on the street.
As they increase in volume more roadwoys are constructed to accommodate them,
apparently without any upper limit. Weighed upon their relative merits, persons
using mass transit vehicles should be accorded greater consideration than those
traveling in private automobiles, as the former makes by far the greater and
more effective use of public streets.
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(B) OPERATIONS AND SERVICE

Service Standards and Load Factor-(PR3-Bl)

1. Proper standing distance in time and miles - Extensive analysis was
made in an effort to determine the proper standing distance in time and miles
as it relates to establishment of proper loading standards. In the absence
of specific and concrete data on the subject much effort was devoted to this
analysis. Detailed traffic checks were made on a considerable number of
representative rail and motor coach lines and the results were set up in tabu-
lated form and plotted in the form of graphic charts to indicate the relation-
ship between passengers, seats, time, and mileage. The results of these studies
were set forth in considerable detail in Exhibit No. 49 and alsc are included
in certain of the individual passenger rail line rehabilitation reports that
will be described later.

2. Load factor as it effects schedule speed, earnings, eguipment require-
ments and cost of operations - These elements have been carefully analyzed in
connection with the loading standard survey referred to above and the results
are set forth in Exhibit No. 49« Briefly summarizing the end results of that
exhibit, the figures are as follows:

Applicetion of More Lenient Load Factors Would:

(a) Reduce annual operating expense by $597,000

(b) Reduce rail equipment requirements by thirty-three cars

(¢) Reduce motor coach equipment requirements by 21 per cent

(d) Eliminate a corresponding amount of peak hour equipment and
man power which represents the most costly period of opera-
tion during the day due to many single round trips at full
guaranteed pay.

(e) On basis of detailed analysis rather than general observation,
more lenient load standards would not inconvenience passengers
to any greater extent, if as much, as presently is experienced
on many of the lines of like character in the area.
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3. Relationship between load factor ond profit - There is, of course, a
definite relationship between load factor and profit., As indicated above,
Exhibit No. 46 shows a possible reduction in cost of 597,000 per year which
would reduce the passenger transportation deficits by 2 corresponding amount.
As indicated in that exhibit, determination of proper lozd factors for appli-
cation to any system should take into considerction not only what appears to
be a reasonably convenient service but also the finuncial ability of the carri-
er to perform the service. It should be the fundamental assumption that the
carrier is entitled to a re:sonable profit.

The elements entering into profit or loss are revenues earned and cost of
operation. Revenue is controlled by rates of fare and volume of traffic; costs
are controlled by prevailing rates of labor, material, and services; over traf-
fic volume the Company has no control; the level of fares is largely determined
by the point of diminishing returns; cost of material is beyond control of
Company; and labor rates are no longer under the Company's control, By process
of elimination this leaves only the element of service to which the Company can
look for financial relief.

In the transit industry, morc so than any other enterprise, there is a
tendency to tenacicusly adhere to traditional practices, procedures, and line
of thought. This probably is to a large extent responsible for the failure to
establish loading standards as a vitally important element in the formula of
net return.

k. Reaction of passengers to restrictive load factor - There is much more
emphasis placed upon the assumed reaction of passengers to loading standards
than actual conditions justify. The public reaction in this regard is of
course, to a large extent, controlled by dissemination of opinions to the pub-
lic through the press and by other means.

In many instances high loading standards are recognized as basically an
inherent part of a transportation operation. High standing volume of the sub-
ways in the large cities of the East is common knowledge to all and it is fur-
ther common knowledge thzt the subway cars themselves are designed to contain
a minimum of seats and a maximum of floor area for standing passengers. This
same theory applies to design of local transit cars where every effort is ex-
erted to attain the highest possible width of aisle to permit larger standing
loadse This is evident in every city of any size throughout the country and
particularly so in Los Angeles itself.

The public when properly informed of the true state of affairs is inclined
to be sympathetic to the problems of the transit industry. On the other hand,
continual agitation and belittling by persons who represent an extreme minor-
ity of riders and in many instances persons who never ride regularly, tends to
break down the morale of the organization attempting to perform the service,
and hinders rather than helps the Company to overcome the effects of financial
adversity.

The matter of load factor resolves itself to the question of how many
passengers should be permited to stand in a transportation vehicle and for how
long a period of time. FPublic reaction to convenience and comfort can be no
greater than the reaction of a single individual. Increasing the number of
persons only increases the number of individual personal reactions.
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5¢ Other considerations of load factor - Exhibit No. 49 goes into con~-
siderable detail as to other considerations involving the establishment of
loading standards, particularly as they effect the non-profitable operations
of Pacific Electric 2s compered with the operations of a profitable service.

Service Standards and Traffic Volume-(PR3-B2)

1. Maximum load points and traffic volume - Field traffic checks have
been made on all passenger lines that hove been under survey in connection with
this modernizati»n program. The relationship between passengers and seats at
maximum load points have been established on all major lines. Rearrangement
of the Schedule Bureau will permit continuous and systematic field checking
after the pressure of the present special studies work is relieved.

2. Express service and turnbacks - In designing the recommended motor
coach operation in replacement of existing railway passenger service, every
effort has been exerted to incorporate in the service the fullest measure of
express service and turnback operations that traffic conditions and earnings
will justify. This feature is also one that will be accorded copcerted atten-
tion by the Schedule Bureau and the Research Bureau as soon as the pressure of
immediate special studies has been relieved. It is, of course, difficult and
in many instances impossible to effect turnbacks on rail passenger lines.
Express service can be operzted only on those lines where headways are long
enough to permit express opcration or where track layout is such as to provide
a means of passing.

3. Staggered stops for local and motor coach service - In a number of
instances on the system, limitcd and express service is already in effect. Due
to the fact that motor coach stops along a given route cre all made at the same
points there is confusion and loss of time due to the necessity of each coach
assuming that & waiting passenger desires that vehicle although he may actually
be waiting for anothers This is a matter that should be given careful study by
the Research and Schedule Burcaus in an attempt to work out a more satisfactory
solution.

L. Delay of passenger rail service by freight operation - Actual checks
have been made at critical points on the system to determine the extent to
which freight operations interfere with passenger rail service. These checks
have included the individual incident as to time, place, and cause. The appro-
priate departments have been instructed to take necessary steps to eliminate to
the greatest extent possible all such delays and experience indicates that bene-
ficial results have been obtzineds

5« Theoretical cost due to deloys - This feature is one that does not
require imnediate attention and can be studied at such time as the Resecarch
Bureau is free to do so.

6. Use of rear exit doors of motor coaches - This is a very important
consideration in connection with Pacific Electric's motor coach service. There
are certain motor coach lines that are inherently interurban in character with
relatively long hauls. Typical of this type is the line between Los Angeles
and San Bernardino. The character of traffic on such a line is different from
that on shorter local or suburban lines where the length of ride is relatively
short and traffic volume is relatively high.
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Yherc the character of scrvice is laorgely urban, and it would be reason-
able to apply urban loading stondards, it is highly desirable.thut the type of
equipment used be designed for local service, which normally includes rear exit
doors. On the Pacific Electric system many of the motor coaches are equipped
with re-r exit doors for operation in the conventional fashion but under the
present method of oper-tion use is not made of thems They cre all rendered
non-operative ond the stairwell is boarded up.

On certain of the motor coach lines it is necessary that these rear doors
be put into operation if the Company is to be consistent in its request for
applicction of local loading stondards. There appears to be no real obstacle
to arranging for use of rear cxit doors, It will affect the problem of fare
collection, but this is not insurmountable. As to the long-haul operation
such as between Los Amgeles and Son Bernardino, Riverside and Santa Ana, a
more deluxe type of interurban coach should be useds

(C) ORGANIZATION, PERSONNEL AND PROCEDURE

Revision of Schedule Bureau-(PR3-C1l)

Each of the nine items containcd under this heading in the Preliminary
Report has either been satisfactorily disposed of or is in process at this time.
This is one of the important steps in the modernization program. The key to
the financicl success of any operction that has profitable potentialities is
the Schedule Bureau. It is this burcau that actually controls the expenditure
of money necesscry in the operation of service and the maintenance of equip-~
ment. If close check is not mcintained upon schedulcs ond scrvice, and man
p-wer assignments, a company that could otherwise opercte profitably can easily
be thrown into a defiecit. Subscquent to date of the Preliminary Report a num-
ber of changes have been made in the Schedule Bureau as to personnel organiza-
tion and procedure as follows:

(a) Control clevated from opcrating organization to Exccutive Department.

(b) Schedule Bureau placed on same level with Resecurch Bureau.

(c) Both bureaus placed under jurisdiction of Engincering Assistant to
the President.

(d) Staff increxsed by necessory number of persons to function more
effectively.

(e) Traffic checkers added to force to supply necessary field information.

(f) All special studies involving cost estimntes based upon actual sched-
ules and man power assignments to meet requirements of existing traf-
fic as indicated by field traffic checksa

(g) Cost determining work of Research Bureau tied in directly with func-
tions of the Schedule Burcau with no intermedizte channels of authority

(h) Steps are presently under way to further improve the Schedule Bureau's
functioning by assignment of 2 technically qualified engineer in
charge of the Bureau to devclop modern scientific technical procedure
of contrel and field information.

The full benefit of the reorganized Schedule Bureau has not been felt by
normal system operations to the fullest extent as yet, due to the extremely
heavy load placed upon the bureau in connection with the special studies re-
guired by the modernization program that has been under way during the past
several months. At such time as these special studies are completed, then the

=1



full attention of the Schedule Bureau should be directed toward bringing all
existing motor coach operations into proper alignment with the traffic pattern
and service requirements. The progress made in connection with the bureau 1is
highly satisfactory.

Field Supervision and Dispatching-(PR3-C2)

The function of field supervision is one of great importance and is second
in importance -nly to the Schedule Bureau in effecting economic and efficient
operation. Management determines general policy. The Schedule Bureau designs
the machinery of operatin to fit the established policy and traffic require-
ments. It is the responsibility of the operating organization to see that the
machine which has been properly designed, is properly operated in accordance
with the pslicies established by management.

The full potentialities of efficiency and profit that may be possible
through properly designed schedules cannot be realized unless proper field
supervision is exercised. There has been a definite weakness in this branch of
the service as is evident by personal observation. The way has now been
cleared for elimination of deficiencies that have existed in field supervision
by rearrangement of the supervisory organization and change of authority.

Passenger and freight operations have been separated with a general super-
intendent being placed in charge of each, with full responsibility for carry-
ing out the responsibilities of his particular phase of operations, whereas
formerly passenger and freight operations were the joint responsibility of the
General Superintendent and Assistant General Superintendent with no direct head
in charge of passenger service exclusively. They are now under separate juris-
diction and a General Superintendent of passenger operations is in charge of
passenger service. His entire responsibility is passenger operation with no
divided attention involving freight. A man of recognized ability has been
placed in this position and he has already taken steps to reorganize the passen-
ger transportation organization to the extent necessary to effect improved
functioning of all phases including field supervision.

It is not considered that the functioning of the field supervision and
dispatching are at the maximum ultimate standard of perfection. This could
not possibly be accomplished within the short period of time since the change
in organization became effective. It is a task of large magnitude involving
many ramifications but the present organization is now designed such as to
bring about the desired results in due course.

Division Superintendence and Procedure-(PR3-C3)

Improvement in this division is likewise dependent upon the effects of
the general revision of organization in the passenger operating department. In
all phases of the passenger operation in the past there has been a noticeable
lack of direction and supervision. This has been primarily due to the fact
that no one person prior to the reorganization was held responsible for the
passenger branch of the service. The organization lacked a definite head. In-
variably, when there are defects in management organization they are reflected
through the lower echelons of organization. This condition would, of course,
naturally result in a standard of service below par. Here again the ultimate
steps taken to- correct the situation depend upon the final disposition of the
matters presently under consideration relative to elimination of certain passen-
ger rail operations and establishment of wide scale motor coach service to-
gether with the organizational requirements at the Division Superintendent's
level.
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There is need for modernization of antiquated personnel convenience facil-
ities, many »f which date back scores of years to the time when rail service
was established. At Divisional Headquarters there is need for careful scien-
tific methods of analysis and procedure which, if not being productive of econ-
omies, will at least develop a grezter interest of the personnel involved in
the jobs they are doing. As stated above, the complete benefits of organiza-
tional revision cannot be realized within a short period of time and the ex-
tent to which deficiencies may exist in this branch of service should not be
considered as a criticism of the present managerial organization, The mechan-
ism has now been established by which the necessary corrections can be estab-
lished in due course.

Shop Personnel and Procedure-(PR3-CL)

Although no specific action has been taken on a large scale with respect
to shop personnel and procedure, the reorganization has made it possible to
effect certain improvements in isolated instances in advance of a complete sur-
vey of the entire problem. Establishment of a General Manager whose jurisdic-
tion extends over operations, maintenance and engineering, provides the neces-
scry means by which the proper coordination of effort can be effecteds Further-
more, in laying out the program of procedure in connection with the rehabilita-
tion plan, the most important items were concentrated upon first and those of
lesser importance were deferred for future action. In this connection the ul-
timate benefits from study of shop personnel and procedure on a general scale
is directly dependent upon the final results with respect to replacement of
passenger rail operation with motor coach service.

Observations and inspection indicate conclusively that there are economies
and improvements that can be effected in conducting the functions of the shopss
However, to enter upon a comprehensive survey at this time other than to elimi-
nate obvious inconsistencies, might involve the expenditure of much time and
effort that would be wastcd when it becomes necessary to redesign the shop
organization for motor coach operction of large magnitude. Nevertheless, the
m2 jor changes in top management organization has established the means by which
this objective can be attained ot the proper time.

Torrance Personnel and Proccdure-PR3-C5)

Comments made above with respect to shop personnel and procedure apply
generally to the Torrance facilities. It is obvious that there would be materi-
al benefit derived from & greater concentration of shop repair and stores activ—
ities at a lccation more near the center of gravity of operations than the site
at Torrance. Being the principal center of heavy repair and overhaul Torrance
shop is much too far from the center of need than it should be. Such a remote
location results in abnormally high costs and wasted miles of equipment.

In the event that approval is rcceived for abandonment of rail passenger
service on the several lincs as recommended in this report, the necessity for
rail shop facilities will be matericlly reduced and with elimination of rail
functions at the Macy Street shop, it should be possible to relocate all passen-
ger repair, overhaul, 2nd stores facilities from Torrance to Macy Street, there-~
by effecting greater utilizoation of man power, equipment, and facilities.

Operational Personnel and Procedure-(PR3-C6)

Comments made above relative to field supervision and Division Superinten-
dents generally apply to this heading of operational personnel and procedure.
With the changes that have been made in the top mancgement and particularly in
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consideration of the ability and experience of the man who has been placed in
charge as General Superintendent of passenger operations there will be un~
questionably a material improvement in the functioning of passenger operating
personnel on a systemwide basis. There is already substantial evidence of
progress in this regard., The fullest ultimate progress cannot be realized

however, until after it has been determined whether or not rail passenger
service is to be superseded by motor coach operation,

It has been evident on the basis of personal field observations and in-
spections that there is a real need for strengthening the operational organi-
zation in all phases, This includes the maintenance of a higher standard of
discipline on the part of all operating personnel. In the absence of a
reasonable head of the passenger transportation service there has been a

tendency toward deterioration in discipline and conduct, and correspondingly
in service, In view of the large number of persons involved in this branch
of operation and the many levels of authority the necessary changes cannot be
made immediately. That will take time and must be handled cautiously so as
to preserve to the fullest extent possible the loyalty and dependability of
the personnel involved,

In this phase of the service as well as in the supervision, dispatching,
and division superintendence, one of the essential features is the need for a
carefully planned and executed system of employee training, This is highly
important and should apply all the way from the operator in the field on up
through the various stages of supervision,

A plan of progression should be established whereby each individual in
responsible authority can be replaced immediately by an understudy at such
time as it may become necessary. Furthermore, each position should carry
with it a distinet program of training so that when a man is elevated to a
position of higher authority he knows definitely the extent of his responsibil=
ities, the nature of the duties he is to perform, the chain of command under
which he is to function and the extent of his authority.

There may have been a day when an employee by virtue of his years of
service could move upward through the various stages of authority solely by
exposure to the responsibilities along his course of travel. To cope with
conditions of today, that method no longer suffices. To realize the maximum
benefit of any industrial function under present day conditions, full
consideration must be given to the advantages and necessities of scientific
approach, procedure and training,

A comprehensive review should be made of all existing operating rule
books and manuals to bring them up to date and to eliminate many rules that
are obsolete, cumbersome, unnecessary and in many instances interfere with
service, Many of the rules were designed to conform with main line railroad
practices and are not applicable to modern passenger transit.

Executive Personnel and Procedure~(PR3-C7)

As to the executive personnel and procedure, a major change has been
made bringing about the revision of organization referred to in the preced-
ing paragraphs, The change provided for creation of position of Vice Presi-
dent, a position of General Manager, and the positions of General Superin-
tendent of Passenger Service and General Superintendent of Freight Service,
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It also, as indicated above, relocated the Schedule Bureau on the organi-
zation chart and placed t he Engineer of Planning and Development on the
executive staff instead of under the Engineering Department, The General
Manager has jurisdiction over all operational and mechanical features of the
business including t he Engineering Department and the Equipment Departments
All other officers not included on the executive staff, report directly to the
Vice President,

This form of organization although considerably improved over that pre-
viously in effect is not designed to fulfill to the maximum degree the re=
quirements of an organization chart established on the basis of functional

design, The present chart is unbalanced and the allocation of authority on
the various executive levels is not ideally arranged,

The fullest measure of efficiency of operation, management and earnings
cannot be realized unless an organization chart designed to meet functional
requirements instead of personal seniority is established.

The three primary objectives under this heading as set forth in the Pre-
liminary Report have been effected and presently are in operation, Prior and
present organization charts are included in the Aprendix,

Personnel and Procedure of Other Departments~(PR3-C8)

The remarks ahove with respect to other personnel and organization apply
generally to this heading. A careful analysis should be made of each depart-
ment, division, and bureau to determine the fullest extent to which economies
and greater efficiency may be possible, A careful study should be made of the
use and arrangement of offices and facilities in the general office building
at Sixth and Main Streets. General observation in this connection indicates
a real need for rearrangement of offices in order to effect a smoother flow
of work and greater coordination of effort through natural channels of
related activities, As has been mentioned with respect to other branches of
the operation, the ultimate benefit cannot be realized until the nature of the
final operation is known, It should be pointed out that there has been in-
sufficient time and persomnel available to cover this phase of the survey in
detail, At the same time the other major modernization studics have been
under way,.

It has been continuously in mind that the passenger rail operations
contributed most heavily tothe Company's financial deficiency, the loss from
this branch of the operation having been approximatcly three and one-half
million dollars for the year of 1947, and although some improvement has been
experienced, there was a loss of $2,890,000 for the twelve months' period
ending October 31, 1948, Therefore, that phase of the operation has been given
prior consideration to all others., A}lthough some economies can no doubt be
effected through rearrangement of personnel, the aggregate amount involved
would be only a small percentage of the loss resulting from passenger rail
operations,

Labor Time and Cost Studies—(PR3-C9)

This phase of the analysis is also one involving intricate scientific
research that can only be fully pursued after the ultimate modernization
program has crystalized. At the appropriate time, however, it would be much
to the Company's financial advantage to indulge in a scientific analysis
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designed to analyze the utilization of labor hours and cost increments, This
is highly essential in the passenger transportation industry where an
unusually high percentage of cost consists of labor. Under these conditions,
and in view of the risks and uncertainty confronting the industry in recent
years, such control is absolutely essential,

It has not been contemplated that this type of detailed study would fall
within the scope of the major modernization program as set forth in this
report and the Preliminary Report., It is one of the projects t hat should be
carried through during the final stages of rehabilitation,

Accounting Elements-(PR3-C10)

The various phases of study falling under this heading are similarly
effected by the ultimate modernization program, and the fullest benefit of
revised methods and procedure cannot be realized until the nature of the final
operation is known., When such time has arrived, then concerted effort should
be exercised toward taking fullest advantage of most modern and scientifiec
type of office machinery and equipment and the latest developments in pro-
cedure efficiency and cost accounting, lookins at all times toward the maximum
simplification and corresponding reduction of cost of labor,

Public Relations—(PR3-C11)

This is a hirhly important feature in realizing the fullest measure of
benefit from the modernization program contemplated., Unfortunately the
Company has suffered a large measure of adverse criticism as a result of mis~
understanding on behalf of the public of its real problems, its policies and
its actions., IEstablishment and maintenance of proper public relations means
only one thing and that is a systematic, honest, effective method of dis-
seminating public information and education in such fashion as to convey to
the public and its patrons, the real problems of the Company.

Within the ranks of the organization the magnitude of the obstacles stand-
ing in the way of progress, the extent of the limitations imposed by legal
and other restrictions, the relationship between earnings and cost of living,
and other important aspects are recognized and understood., This alone is not
enough,. Channels should be established through which this information can be
passed on to the public, which is normally understanding and sympathetic when
properly informed, on a basis that inspires its confidence, A Company the
size of Pacific Electric confronted with the problems inherent with serving
many separate cities and communities can justify a carefully planned public
relations programe. Actually, this phase of activity could probably better be
described as a public information office,

Under the present arrangement there is no definite source of information
to which the press can go in securing data relative to the Company's pro-
gramming or attitude toward matters of public interest that arise from time
to time, The responsibility of releasing such information should be vested in
one office and the responsibility deleprated to one individual through whom all
such public information should pass. It should not be possible for the press
to get conflicting stories as to Company policy and programming by approaching
different individuals for statements,

It may be desirable that statements be issued as emanating from specific

individuals to the extent that they may be authorized to speak officially for
the Company. But even so, the release or statement should pass through the
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delegated information office so that all public conflict and erroneous
interpretation may be avoided,

Economies through Personnel Reduction-(PR3-C12)

During the past eighteen months a considerable measure of economy has
been effected by a reduction in persomnel throughout the various departments
in accordance with a program of eliminating unnecessary functions, consoli-
dating others, and improving upon procedure, In view of the extremely heavy
deficits incurred in the passenger transportation operations there is rela-
tively a small amount of relief that could be realized through this procedure,
The volume of loss is so great that to compensate by reduction in pay roll
would completely cripple the operation, This method of procedure is not a
logical solution, It should, of course, be followed to the fullest extent

that efficiency and economy can be realized to the maximum degree without
seriously interferring with normal functions,

It would not be possible to effect a flat rate reduction in operating
personnel without a corresponding reduction in the amount of service rendered,
as it is presumed that effective man power assignment is being accomplished
within a reasonable degree of satisfaction under present conditions. To
effect a flat rate reduction in personnel in the shops and maintenance centers
would probably not be felt immediately, but within a relatively short length
of time under-maintenance of equipment would be reflected in breakdown of
service through breakdown of equipment,

Financial balance through arbitrary reduction of personnel to a point
below the level required for efficient operation, cannot be considered as a
prudent move nor one that would result in anything eventually except a
worsened condition, If through other logical means the proper financial
balance cannot be reached, then it is axiomatic that both service and employ-
ment will have to be curtailed if any operations are to be continueds

(D) MODIFICATION OF PHYSICAL FACILITIES AND OPERATIONS

Substitution of Motor Coaches for Rail Cars-(PR3-D1)

This phase of the studies is by far the most important when considering
the possibilities of converting the Comrany's heavy losses from passenger
operations into a profit. As indicated heretofore and in the Preliminary
Report at considerable length, the principal source of loss is through the
interurban passenger rail lines which for the vear of 1947 contributed approx-
imately %2,500,000 in deficits at the operating income level, For the twelve
months' period ending December 31, 1948, rail lines in the aggregate, incurred
an operating loss of $2,363,000,

llot one of the interurban rail lines or the local rail lines is operated
at a profit, The situation with respect to motor coach lines is relatively
not much better., Out of twenty-five motor coach lines operating during the
first six months of 1948, only eight operated at a profit, before bond inter-:
est and other income deductions,

The monthly loss on rail lines has been consistently increasing except
for December, from a low of 193,837 in June to a high of $280,396 in
November, Although Pacific Electric motor coach lines operated in the aggre-
gate at a profit from llarch through September, the operations were thrown
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into increasingly heavy deficits during the last three months of the year,

Conversion of these motor coach operations from a profit to a loss was
contributed to in substantial measure by the necessity of decreasing the load-
ing standard which required the assignment of 25 additional coaches into the
service, with no appreciable increase in passengers, This condition demon=-
strates the effect of load factor upon operations of this character when the
margin of profit is small., If this carrier had no other source of financial
relief it could not survive,

Therefore, it is obvious that the first point of attack in seeking a
solution was to explore the financial benefits that would accrue from elimi-
nating these losing rail lines and replacing them with motor coach service with
its attendant lower cost in proportion to traffic carried,

With this realization, most of the rehabilitation activity thus far has
been devoted to this subject and several reports have been prepared setting
forth the findings. These reports are identified as follows:

(a) Venice Short Line, PR3-D1(8)(a)

(b) Northern District Lines Including Pasadena Short Line, Pasadena
Oak Knoll Line, Monrovia-Glendora Line, Sierra Madre Line, Sierra
Vista Local Line, Baldwin Park Line, PR3-D1(8)(d,e,f,g).

(¢) Southern District Lines Including Santa Ana Line, Newport Beach
Line, Long Beach Line, San Pedro Line, Watts Local Line,
PR3-D1(8)(SD).

(d) Western District Lines Including Hollywood Boulevard-Vineyard-
Santa Monica Boulevard Line, San Fernando Valley Line,
PR3-D1(8)(b,c,h).

The sumary of financial results under present operation of the rail lines
considered for conversion and as estimated under motor coach operation, as
included in these four reports, is as follows:

Annual Net Operating Income

¥ Present Rail Proposed Motor et
Operations Coach Operation  Improvement
Venice Short Line # (166,322) $159,714 $ 326,036
Northern District (973,424 304,862 1,278,286
Southern District (225,6L6) (5,626) 220,020
Western District (652,112 291,06 943,181
(92,017,50 $750,019 92,767,523

(RED FIGURES)

¥-Includes LA-Santa Monica Motor Coach Line
#%-Includes San Fernando Valley Local Motor Coach Lines

In the reports above referred to, complete data has been included relative
to the various elements of finance involved, including cost of replacement,
equipment, estimate of rehabilitation to be avoided, release of usable rail
equipment for other lines, downtown off-street terminals, and routes and service,
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The estimates set out above have been carefully prepared and in all instances
reflect true conditions and facts to the fullest extent possible to develop
them, and with the maximum degree of accuracy obtainable. There has been no
effort whatsoever to shade these fipures so as to make motor coach operation
appear more favorable than the true conditions would indicate., Actually the
tendency has been in the other direction, toward conservatismy; in the compar-
isone No cost has been included in the estimates to represent the increase
in wages of non-operating employees which is imminent, will be substantial, and
retroactive to October of 1948,

Depreciat ion of motor coach eouipment has been taken into exvense on the
basis of a seven year service life whereas the Public Utilities Commission of
the State of Califomia has authorized a life of ten years,

As to the element of revenue that would be derived from rail operation as
compared with new P,C.C, type cars or new motor coaches, no estimates have
been made of stimulation increments. Such estimates are usually highly contro-
versial and difficult to substantiate, With the wide divergence of earning
possibilities between present rail operation and proposed motor coach opera-
tions, to take into consideration a small increment of induced traffic if there
be one, would not materially affect the ratio of differential,

Une-Man Car Operation-(PR3-D2)

Application has already been filed with the Public Utilities Commission
requesting authority to establish one-man car operation on the Glendale-Bur-
bank Line and steps are being taken to develop a conversion program to one-man
car operation using 600 Class cars on the local rail lines that will remain

after tha modernization program has been placed into effect, if approved by
the Commission,

The financial possibiliti es of one-man car operation with new P,C.C. type
cars havebeen explored thoroughly in connection with each of the rail lines
considered for replacement in the several modernization reports referred to

above, In each instance it developed that motor coach operation was far more
advantageous financially.

The 5000 Class cars presently used in the Glendale-Burbank service were
designed for one-man operation and can be made ready for that type of service
very quickly., The 600 Class cars were designed for two-man operation but with
minor alterations can be converted satisfactorily to one-man operation, The
only alterations required will be to install a fare box bracket at the front
entrance, install treadle door operating mechanism at the center entrance with
interlock control, and rearrange the verticle stanchions in the center of the
car to provide more support for passengers., Although these cars do not possess
some of the refinements of the more modern P,C,C. type streamliner, they are
exceptionally well constructed and satisfactorily designed for local service.
However, in view of their age conversion expenditures should be held to a
minimum,

One of the important features to be kept in mind when considering the
substitution of new P,C.C, type cars for existing rail equipment is the large
expenditure that would be required for track and roadway rehabilitation., This
cost would be necessary of course, whether present rail service is continued
or P,C.C., type cars should be substituted. Due to the greater sensitivity
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of P4C.Cs cars to poor track the cost would be greater in preparing track for
their use,

In no instance did the studies indicate that P.C.C. type cars could be
operated profitably on any of the lines except local service in the Western
Districte In addition to the losses that would be incurred by P,C.C. operation
there would he the heavy expenditure for rehabilitation which could not pos-
sibly be justified,

Rail Trunk and Motor Coach Feeder Lines-(PR3-D3)

Consideration was gziven to the possible advantages of retainine rail lines
for trunk service between the downtown Los Angeles area and outlying points
reasonably close to the thickly populated residential area, feeding to them

by a network of motor coach service radiating through the residential section.
Two principal installations were considered, one in connection with the rail
service between Los Angeles and Sierra Vista and the other, rail service be-
tween Los Angeles and El Monte, with connecting motor coach lines, The
results of these surveys in each instance indicated this type of operation to
be unsatisfactory both from the point of view of net earnings and the physical
problems that would be involved, The advantages of straight replacement of
rail lines by motor coach service were far greater and would provide a through
direct service from the outlying area into Los Angeles without transfer,
whereas under the other type of service each passenger destined to points
beyond the railhead would be required to transfer, in both directions.

Off-Street Terminals-(PR3-Di)

As a part of the general studies of the passenger rail lines it has, of
course, been necessary when considering replacement of rail service by motor
coach operation to anticipate temminal requirements on both ends of the lines
involved. At their extremities there is no problem as in most instances
suitable facilities were already available or can be made usable by relatively
minor alterations or modification. The real problem exists with respect to
terminal arrangements in Los Angeles. In going from rail cars to motor coaches
due to the smaller capacity of the vehicle there will be a greater number
required and the effect upon traffic congestion and terminal routing is im-
portant. With the thought in mind of keeping congestion at a minimum and
providing the most convenient arrangement for the passengers, routing and
terminal facilities of the new motor coach lines have been patterned as nearly
as possible after the existing rail operations. Each of the individual re-
ports relating to the various districts contains a description of the proposed
Los Angeles terminal layout.

As to the Venice Short Line, it is proposed to make use of the Olive
Street motor coach terminal in Los Anreles, expanded to inelude an area to the
east of Olive Street almost directly opposite the present motor coach terminal,
The Venice Short Line rail service now operates on Hill Street and terminates
at the surface tracks of the Subway Terminal. The proposed motor coach opera-
tion will make use of Olive Street, making it possible to eliminate all rail
service from Hill Street.

As to the Northern District Lines, it is intended that replacement motor
coach service will be routed over San Pedro Street directly parallel to
present interurban rail lines. An expanded motor coach terminal will be
located between Los Angeles and Maple Streets underneath the present elevated
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storage tracks, transfer tables, spurs and various other track layout re-
quired for a rail repair shop are not needed for motor coach operation, There-
fore, it appears that together with the proposed replacement of passenger rail
operations by motor coach service under this present program, there should be
a major redesign of shop facilities to more nearly meet present day require-

ments and to take advantage of the real financial benefits that would be
forthcoming,

If the Company is permitted to establish motor coach operation in replace-
ment of the rail lines considered in this study, then the logical procedure
would be to divorce all motor coach shop and store facilities from Torrance
and relocate them in a new shop facility of modern design and construction at
the sdacy Street property. All rail repair and service activities presently
conducted at Macy Street shops should be completely eliminated and Macy Street
converted into an exclusively motor coach facility. As to the passenger rail
lines that would continue in the Western District, namely the Glendale-Bur-
bank Line and the Hollywood-San Fernando Valley Lines, servicing and repair
of rail cars should be done at West Hollywood Shopses The only remaining
passenger rail lines that would use the Torrance Shops would be the Long Beach
and San Pedro Lines, Iven as to those lines, the only justification for use
of Torrance is that freight repairs would probably be continued there. The
magnitude of facilities at Torrance is far too great for support of Pacific
Electric under present conditions, including both freight and passenger
requirements, Under the proposed plan it should be disposed of entirely and
a new facility of proper size established,

In addition to the main motor coach shops that would be located at Macy
Street there would be the Ocean Park shop and other light servicing and
repair shops located at other strategic points more remote from the center of
gravity of motor coach operations.

It is highly important in looking toward the future that great care be
exercised in laying out the motor coach garage and servicing facilities so
as to incorporate in their design the most modern machinery, equipment, and
work flow patterns so as to utilize to the maximum extent the developments
that have taken place in this industry during recent years. Whereas motor
coach operation in its early beginning and to a considerable extent during
recent wvears, has been considered as an unimportant fringe type of operation
requiring only backyard facilities, it has now grown into one of the most
important industries of the country and demands full recognition as such in
its management, operation and maintenance. Economies cannot be effected by
stinting in the design of motor coach maintenance facilities.

In view of the greater risk that is inherent in this business and the
usually low margin of profit, it is necessary that every possible means be
followed to control all phases of the operations and service with the highest
degree of precision that can practicably be applied. Much advantage can be
obtained from securing outside assistance in the design and construction of
new motor coach facilities and modification of those that now exist.

Maintenance and Painting of Eouipment and Facilities-(PR3-D8)

There is a real need for an expedited program of painting and maintenance
of equipment and facilities. Much of the rail and motor coach equipment of
the Company has been allowed to deteriorate as to interior and exterior
appearance, Public reaction to appearance of equipment is highly important.
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Well painted and clean equipment also has a definite effect upon the morale of
the operators and the organization as a whole. There is always a certain
amount of pride taken in a piece of mechznical equipment that is kept in good
repair and appearance. The existing shortcomings in this regard can, to a con-

siderable extent, be attributed to the inadequacy of present shop and servic-
ing facilities.

With the recent changes that have been made in organization, delegating
more specific authority to individuals, there should be a resultant improve-
ment in appearance of equipment. The General Superintendent of passenger ser-
vice and his subordinants should consider it their personal responsibility to
insist upon proper maintenance and appearance of the equipment for which they
are responsible on the road, and likewise the General lanager acting as co-

ordinator should insist that the reasonable requestsof the operating depart-
ment be carried out by the mech:nical and service organizations,

Even with this improved organization the maximum benefits will not be de-
rived until such time as the over-all program has definitely crystalized and
the expanded motor coach facilities have been made available. If and when the
motor coach replacement program recommended herein is authorized by the Public
Utilities Commission and the necessary facilities to conduct the type of opera-
tion contemplated are constructed, then there should be no excuse for anything
less than the highest standard of equipment maintenance and servicing.

Uperating Division Headquarters-(PR3-D9)

Inspection of existing Division Headquarters indicates a definite need for
modernization of both facilities and procedure. In most instances the facili-
ties made available for operating personnel are dingy, dull, improperly fumish-
ed and in gencral, not conducive to the maximum spirit that should be expected
from operating employees. It is only natural that the personal appearance and
conduct of employees will largely be influenced by the character of surround-
ings in which they are required to work. High morale is exceedingly important
especially in this line of business where the real public relations organiza-
tion of the Company consists of the individual operators on the equipment who
come in contact with the public each hour of their working day.

Normal daily procedure at the Division Headquarters is also much in need
of study and modernization. Study of procedure, forms, paper work and records
at the Division Headquarters should be delegated as the responsibility of the
Research Bureau closely assisted by the Uperating Department and the Accounting
Department. It is highly essential that in proceeding with such technical
studies, the major load be carried by persons who do not normally carry the
regular load of responsibility that goes with a permanent operating position.
In this field as in many other brenches of studies and analyses that must be
made as time goes on, full utilization should be made of the ability and spe-
cialized training of the Company's Research Bureau.

Uperating Procedure at Los Angeles Terminals-(PR3-D10)

Field inspection and study of the terminal situation in Los Angeles in-
dicates the rezl need for technical study to effect improvements in facilities,
methods, and procedure. Arrangement of passenger terminal facilities and treat-
ment of passengers is highly important. At concentration points where large
groups of passengers are waiting for their vehicles there is always a certain
atmosphere of apprehension and a tendency to be super-critical of anything
that is contrary to their comfort and convenience. Every effort should be
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made to treat the passengers with the utmost of courtesy and consideration,
and to arrange all facilities so as to simplify to the maximum extent the
problems with which they are confronteds Their inconvenience should be re-
duced to a bare minimum by installation of suitable directing devices, channel
devices, and publie information.

Both at the Main Street Terminel and the Subway Terminal as well as the
Olive Street motor eoach deck, there is obvious lack of proper design and con-
trol, and absence of uniformity in procedure and facilities. This condition
is one that should be corrected through the exercise of concentrated effort on
behz1f of persons delegated with the specific responsibility of working out the
deficiencies and developing methods of improvement. These matters have largely
been left under the control and supervision of employees of the Operating
Department whose level of authority and experience has not leen suech as to
qualify them technically to develop required procedures, Due to the experience
and background in their line of work they are no doubt eminently qualified to
carry out instructions after appropriate procedures have been developed by
higher technical qualifications and authority.

Numerous instances of complaint exist at the Subway Terminal, particularly
as to the lack of uniformity and failure to accord proper consideration to the
comfort and convenience of passengers. It is hoped that to a considerable ex=-
tent these deficiencies will be decreased as a result of the recent change in
personnel organization. This is another of the specialized fields wherein the
Research Bureau can be of real value in working out as special projects on a
full time basis, the proper procedure, practices, facilities and devices that
will assist to the maximum degree in meeting the comfort and convenience re-
quirements of the passengers, as well as in improving operations.

It should be possible to develop at the Main Street motor coach loading
concourse a system of spotting motor coaches in specified stalls with some form
of overhead electric indicator that would flash the stall designating number,
and through use of public address devices, intending passengers could be direct-
ed to the proper stall for boarding. Under the present arrangement much con-
fusion exists particularly during peak hours of the evening.

Similarly on the train deck to the rear of the station there is field for
much improvement in the manner of using electric indicating devices and public
address systems for directing passengers. Entirely too much in this regard is
left up to individual trainmen and other persons who usually are found in
abundance on the loading areas but who probably through lack of proper instruc-
tion or training, sometimes tend to confusc rather than simplify the problems
of the passengers.

It should be considered just as important to properly design a loading and
passenger waiting area 2s it is to properly design the mechanical and physical
characteristics of a motor coach itself or the shops in which it is repaired
and maintained. After all, it is the passenger upon whom the financial success
of the Company depends and every consideration within practical limitations
should be given him.

Inspection of the dispatching facilities at the Main Street Terminal in-
dicates the real need for modernization of both facilities and arrangement.
The area devoted to this function is laid out without any apparent systematic
study, the surroundings are dark and gloomy and the whole atmosphere of the
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circuitous entrances and interior arrangement is depressing to persons requir-
ed to work there¢ Along with the modernization program recommended herein
there should be modernization of working facilities of this character.

Rail Equipment Assignments-(PR3-D11)

In connection with this subject the studies thus far conducted have very
completely covered the issues involved. The principal element of controversy
has been the use of antiquated wooden body cars which have been ruled out of
service by the Public Utilities Commission a number of years ago but through
subsequent chain of circumstances have been permitted to remain temporarily in
operation. Under the modernization program and as covered in detail by the
individual reports prepared with respect to the various passenger rail lines,
it will be possible to eliminate all of the wooden body cars promptly upon re=-

placement of operation on the Venice Short Line by motor coaches. If the re-
placement program on other passenger rail lines of the system as covered in
these studies is authorized by the Public Utilities Commission, many of the
more recently constructed steel passenger rail cars will be retired from ser-
vice leaving essentially only the 600 Class cars, the 5000 Class, and the 300
and 400 Classes.

The 600 Class cars are of relatively recent manufacture, are well designed
for local operation and will probably give a considerable number of years more
of satisfactory service. Plans are under way now to convert these two-man cars
for one-man operations The 5000 Class cars are the most recent equipment ac-
quired by the Company and are of the P«C.C. streamlined design, modern in all
respects and suitable for many years of satisfactory services These cars al-
though of double end construction, were designed for one-man operation and will
be placed in that character of service within the near future if the necessary
approvals are obtaineds The 300 and 400 Class cars are large steel equipment
formerly used on the Interurban Electric Railway between Oakland and San
Francisco, and on the Northwestern Pacific Railway interurban line in Marin
County to the North of 3San Francisco Baye

Those 300 and 400 Class cars are basically of very heavy and substantial
construction and can be operated for maony years. They have just recently
been completely rehabilitated as to their interiors. Wall and ceiling liners
have been installed with new lighting fixtures and new seats, at a consider-
able expenditure per car. Although the equipment is large and heavy, and prob-
ably more costly to operate and maintain than smaller more modern cars, their
continued use can be justified in view of the investment that has been made in
them and their large capacity which is suitable for long haul heavy volume
interurban traffic such as that service on the Long Beach and San Pedro Lines.

No definite program can be developed that will indicate conclusively the
ultimate disposition of all passenger carrying equipment until after it has
been determined whether or not the Company will be authorized to replace the
lines recommended herein with motor coach service. At such time as the final
decision in this regard has been issued then it will be possible to set up a
comprehensive equipment schedule including both rail cars and motor coaches
that will indicate a long range program of assignment, use, and replacement.

Specific service lives should be adopted for each class of equipment and
upon a proper basis of deprcciation accounting they should be retired on sched-
ule and replaced at the proper time. This sort of a long range equipment pro-
gram can of course only be laid out on the basis of present conditions. If the
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anticipated financial status of the Company materializes, the equipment pro-
gram can be maintained intact. If, however, unexpected adversities develop
then changes in the program would be necessary.

(E) PASSENGER FARES, RATES, TARIFFS AND PROCEDURE
Application for Increase in Fares=-(PR3-E1)

Normally it is accepted as common practice to make application for au-
thority to increase rates of passenger fare when a company's financial con-
dition results in a loss from operations or is reduced to less than a reason-
able profit. Assuming all other conditions equal, Pacific Electric Railway
Company would certainly be entitled to expect an increase in fares from its
passenger operations in view of the extremely heavy losses incurred. It has
been the hope in connection with conducting the modernization studies that
through modernization of operations by replacement of antiquated and out-
moded rail service with modern motor coach operation, it would not be necessary
to request increased fares. It would at least require a much lesser increase
than would otherwise be the case if the economies of motor coach operation
were permitteds

It is a commonly accepted theory in the transportation industry that there
is an upper limit to passenger farcs above which the point of diminishing re-
turns is reached and the loss of traffic due to the increase more than offsets
the gain in revenue per passengers There is, of course, much conjecture as
to the location of that point. Experience indicates, however, t hat present
fares on a flat rate basis may be fairly near the upper limit.

It is therefore highly desirable that the fullest possible economies be
effected through other means, particularly those means which involve only
a change in the type of icle used for transporting passengers, and further,
more specifically, in view of the fact that the motor coach has been univer-
sally accepted country-wide and in foreign countries, as a standard and basic
means of satisfactory passenger transportations It would not be fair to the
traveling public to impose upon them further increases in rates when there
are economies of material magnitude that can be realized through modernization
of transportation facilities operated over the public streets and highwayse

There is no assurance that even if the Company is permitted to make the
motor coach replacements recommended herein that a sufficient margin of profit
will be forthcoming on a continuing basis. The indicztions are very favorable,
but what the future holds in the way of increases in cost of labor, material,
ratio . of peak to base, and trend of traffic, we cannot prophesy with certaintp

There are several features cf the present rate structure that should be
considered for change in the event that fare adjustments are necessary, It
has not been considered mandatory, as indicated above, or desirable at this
time, to proceed with an application for increased passenger fares and it
is hoped that the recommendztions of these reports will be approved and the
changes in the service put into effect within a reasonably short time in
order that the full benefit of the ecconomies that are possible may be realizeds
If, however, the situation is prolonged, in view of the continuing heavy month-
ly losses from passenger service and the effects of recent increases of wages,
there may be no other alternative but to immediately file an application for
increases in farese« The deficits must be made up from some source and the
field of selection is restricted to only the economies possible through rail
service replacement and the possible advantages of increased faress
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Adjustment of Rate Structuren(PR3-E2)

This subject is somewhat synonymous with the previous subject and the ex-
plenation above will fairly well cover the requirements hereunder, Aside from
the bzsic consider:tion of whether or not o general increase in passenger
fares should be requested, there are certain features of the existing fare
structure thot should definitely be considered for revision. In the Prelimi-
nary Report this subject was discussed at some considerable length and subse-
quent to date of that report the subject has been given a great deal more
thought and it is concluded definitely that at the time when it is decided
that adjustment should be mode in the fare structure, a part of that adjust-
ment should be to eliminate reduced rate commutation tickets.

Under conditions existing when a property is able to earn a reasonable
profit under a fare structure that includes reduced rate commutotion tickets,
their existence h2s some justification even though basically the theory is not
sound. However, when & property is providing passenger service at a heavy
loss, then it is contrary to all proper concepts of business to offer to that
group of patrons costing the most to handle during the peak periods of the day,
a rate that is lower than the rote charged passengers traveling during off-
peak pcriods when surplus equipment and man power are availables Naturally,
any suggestion of this character would meet with discpproval of the passengers
and would be opposed by public officials representing them. The public nor-
mally opposes incre-ses in the price of anything they purchase for daily re-
quirecments whether it be food, clothing or gasoline for the private automobile.
They have accepted such increases out of neeessity and at much greater per-
centages of increase than they have been subjected to in rates of passenger
transportation.

If considercd upon the basis of the merits of the case, this problem re-
solves itself into the simple economic formula by which all businesses are
supposed to be conducteds It is merely an exercise of common sense to con-
clude that providing service at less than cost is basically unsound.

We are all acquainted with the standard practice of telegraph and tele-
phone compsnics of charging 2 higher rate to those persons using their services
during periods of peak demand than is charged to persons using it during off-
peak periods. In the transit industry the reverse process has been in effect.

Urban operators have been grodually but stecdily departing from the
theory of reduced rztes for quantity scle of farese The straight 10¢ fare
is now almost universal, with a number of carriers exceeding that level. The
commutation ticket in interurban service compares with the token rate formerly
in effect on many local carriers. The commutation passenger purchasing a
quantity of rides at one time was heretofore afforded, and is now on Pacific
Eleetric, a reduction in fare per ride. Together with elimination of commu-
tation rates there should also be eliminated the existing excursion fares
which are not in accord with the Company's present earning status and no longer
fulfill the requirements for which they were originally intended. Likewise,
round trip fares should be discontinued. Their use has been carried over from
main line steam railway operations and no longer fit into the modern picture
of transportation of an interurban character in relatively short haul service.

Another feature of the Company's fare structure that is highly indefensi-

ble is the inter-Company transfer in the cities of Glendale and Pasadena.
There is no more reason to maintain such arrangements in these two instances
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than there is between lines of Pacific Electric and other local operators in
the cities of Santa Ana, Long Beach, San Bernardino, Santa Monica or the
several other cities served by the Company. The fares applying to Pacific
Electric lines should be separate and distinect from those of other carriers.

Whereas, a passenger originating on a Pacific Electric line in Glendale
or Pasadena pays the regular Pacific Electric rate from that point to Los
Angeles, another passenger who travels first on the lines of the local carrier
and boards Pacific Electric line at the same point as the first passenger, pays
a reduced rate for the same service which, in effect, is tantamount to dis-
crimination. '

Elimination of these undesirable types of fare will result in a material
increase in revenue to the Company and also will bring about some considerable
indirect economies through elimination cost of printing, handling, and account-
ing that go with special types of fare.

Elimination of Inter-Company Transfers-(PR3-E3)

The theory with respect to elimination of inter-Company transfers has
been covered under the previous section as applies partly to Glendale and
Pasadena.

Elimination of Inter-Carrier Affiliations-(PR3-EL)

Althouzh the appropriate action in connection with elimination of inter-
carrier affiliations will be closely coordinated with action taken relative to
other elements of the problem, it appears desirable that in its passenger
transportation operations Pacific Electric divest itself of all inter-carrier
affiliations including joint tariffs, ticket sales, and baggage handlinges The
financial returns from these affiliations are not large when compared with
other sources of revenue and they do carry with them offsetting disadvantages
that are of real moment. They involve additional accounting, stores activity,
and personnel. Tt is difficult to effect an accurate allocation of cost of
labor and other elements between Company business and inter-carrier business.
The financial benefits are not sufficient to justify the complications that
such affiliations carry with thems

In bringing this Company down to its essential elements by large scale
motor coach operation, every effort should be exerted toward simplification in
all departments and activities.

Elimination of Comnission Agents and Station Agencies-(PR3-E5)

Under this heading the discussion is largely parallel to that applied to
the previous subject. TFor purpose of paring down the extent of functions to
one more readily adaptable to complete control, as to finances and personnel,
it is desirable that as many remote field activities be eliminated as is
possible. Furthermore, in view of the Company's adverse financial status it
cannot afford to share its revenue with others on a commission basise It might
be argued that commission agents generate business that would otherwise not be
enjoyed. This does not appear to be a sound argument in view of the protective
rights under which Pacific Electric operates in the territory servede. There
are other means of advertising that are more effective and provide a much great-
er coverage than through the individual efforts of commission agents. At points
where competition exists the most effective means of meeting it is through main-
taining high standards of serviece and equipment, BEach Company endeavor will do
more to generate new buginess and hold present pztronage than the possible good
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will derived from commission agencies,

Fare Collection and Ticket Sales-(PR3-E6)

During the past few months there has been a great deal of thought given
to improvements in the methods of handling fare collections and the selling
of tickets. Some changes have already been made and others are contemplated
in connection with the recommendations for elimination of passenger rail
service on certain lines of the systems This is a subject that cannot be
fully pursued until after a determination has been made as to the ultimate
arrangement under the major rehabilitation program. The subject also ties
closely in with the action that may ultimately be taken with respect to load
factors and a possible request for increased fares.

Simplification of Tariffs-(PR3-D7)

This subject falls within the same category of consideration as the pre-
vious sections under this chapter. Simplification of the fare structure by
elimination of undesirable types of fares and whatever modifications may be
made in the basic rate structure will no doubt tend toward a simplification of
tariffs, Final study on this subject must necessarily await a determination
as to the results of the rehebilitation program and a decision as to the fare
structure generally. It is highly desirable that every effort be exerted to
condense the tariffs into the most simple form possible, both from the point
of view of the advantage that would accrue to the public as well as to the

Company .

Equally as important as tariff simplification, if not more so, is the
need for a more simple type of timetable for use of the public. Due to the
complicated arrangement of sane motor coach routes it is extremely difficult
for the public to interpret the timetables to meet specific needs.

(F) REVENUE, CUST AND SERVICE ANALYSES

Analysis of Prorate Formula-(PRj—E%l

Due to the fact that Pacific Electric conducts both freight and passenger
transportation operations, in many instances over the same tracks, and numer-
ous employees devote certain portions of their time to eazch service, it is nec~
essary for accounting purposes that a procedure be used whereby operating ex-
penses can be segregated between the two services. For this purpose a prora-
tion formula was developed several years ago through joint efforts of the staff
of the Public Utilities Commission and the Company with participation also by
representatives of the City of Los Angeles.

The formula was developed after extensive analysis of the physical charac-
teristics and operational features of the system, giving consideration to those
portions that were exclusively in the field of one service or the other, allo-
cating to the fullest extent possible all direct costs and applying proration
percentages to the remainder, based upon the nature of service performed, In
order to function on the most efficient basis, management must know the rela-
tionship between cost and revenue in each branch and subdivision of the busi-
ness. With respect to passenger transportaticn operations segregation is made
between rail and motor coach service and then each of those divisions is fur-
ther broken down as between local and interurban lines. It is upon the basis
of this formula that a determination can be made of the magnitude of annual
losses or profits incurred by each type of service.

=37-



As to operating expenses, the present prorate formula affords as nearly
an accurate allocation as it is practicable to obtain. The formula is checked
periodically by accountants and engineers of the Public Utilities Commission
and if basic changes should be deemed necessary they no doubt would bring the
metter to the Company's attention. To date the formula appears to meet with
general satisfaction. If the proposed modernization plan is adopted the for-
mula will require revision. The process is not difficult, however, and could
be done quickly.

As to the element of revenue, there is no problem in segregating between
passenger and freight and a reasonably accurate segregation can be made between
the four phases of passenger operations. As between individual lines in each
of those categories, however, the procedure is somewhat cumbersome and does not
provide the degree of refinement that is desirable on the basis of month to
month comparisons. To a large degree this difficulty is due to the fare struce-
ture and method of collection. Although the Passenger Traffic Analysis state-
ment is prepared monthly, its basic structure is dependent upon a detailed
analysis of fores during 2 restricted period at rather infrequent intervals. A
more simplified method of obtaining the basie data should be developed which
can be applied on a monthly basis and which will reflect more nearly actual
revenue conditions currently.

Under the present method of compiling statistics there is not a fine
enough division made of revenues as between liness, A typical example of this
situation is the Los Angeles =San Bernardino Line, It is entered upon the
passenger traffic anzlysis statement as a single line and the statistics re-
lating to it are, upon their face, considered to be applicable to 2 single
independent operation. Actually, the figures include the results of operation
from three motor coach lines, each one of which serves a different territory
throughout the area between Los Angeles and San Bernardino. From data compiled
in this fashion it is not possible to determine the earning status of any cne
of the three lines or any portion of any one« This same condition exists with
respect to the two motor coach lines between Los Angeles and Santa Ana that
have common terminal points but serve widely divergent intermediate areas.
Lines between Los Angeles and Redondo Beach fall in the same category.

Although a line may be indicated upon the present statement as operating
profitably it may be that one leg of the line is highly unprofitable and pull-
ing down the other leg. Similarly, this condition could apply in the reverse.
In order to keep closely in touch with operations and service, a more refined
method of revenue accounting should be useds Such a procedure in conjunction
with a proper system of field traffic and service checking, would make it
possible to closely coistrol the operations toward a higher degree of financial
efficiency and service requirements.

It should be pointed out at this point, however, that the present method
is sufficiently accurate for the purpose ¢f the analyses made in connection
with the report and others covering individual lines of the system. The
development of a new system of recording should be studied in connection with
the major analysis of systemwide motor coach operations. The need for this
change applies more to motor coach operations than to the rail lines.

Comparative Cost Analyses-(PR3-F2)

As has been indicated heretofore, concentrated study has not been devoted
to the element of fares as it has been considered thzt all possible sources 9f
economy by cther means than fare increzses should be pursued before considering
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the need for fare 2djustments.

As to the element of locd factor vs, average fare this subject has been
covered at considerable length in the Venice Short Line report and in exhibits
and testimony submitted in Commission hearings. In those same documents, re=-
sults of analysis have becn shown relating to cost and revenue on typical rail
and motor coach lines under various conditions of load factore As to cost
analysis, this subject has becen very completely and comprehensively studied by
the Rescarch Burezu in recent months. The results represent extremely accurate
allocation of cost and careful computation cs between the verious accounts
applied to individual lines.

With this data it is possible to develop most any combination of cost de-
sired in connection with the various studies and comparisons required from
time to time. The results of that data are reflected in the financial esti-
metes prepared in connection with each of the individual rail line reports.

It is important that these computations be continued on a current basis by
the Research Bureau.

Economies through Service Adjustments—(PR3-F3)

Concerted effort has been exerted towzrd effecting all possible economies
within practicable limits through service adjustments on the various rail and
motor coach lines of the systems It must be recognized that due to the very
heavy work load thrown upon the Resezrch Bureau and the Schedule Bureau as 2
result of the modernization studies it has not been possible for them to de-
vote full time to any cconomy and service measuress They have, however,
analyzed conditions on those lines that have come to their attention as being
unusually out of line.

The full benefits of such analyses will not be felt until it is possible
to enter upon a special study of motor coach operations on a systemwide basise
The organization to accomplish this objective is now established and it should
follow in the normal course of events.

As to passenger rail lines the various specizl modernization studies have
included detailed traffic checks and preparation of new or revised schedules.
There is, of course, no standard and permconent formula by which schedules can
be prepared and perpetuated on cny line. Conditions of traffic and riding
habit change from day to day ond in order that the maximum benefits of service
cfficiency may be enjoyed it is necessary th:.t a systematic procedure be estab-
lished for traffic and revenue cnalyses on each line, at sufficiently short
intervals to keep reasonably abreast of changing conditions. One example of a
special study that should be made toward economy through serviee ndjustment is
the San Pedro=-Long Beach rail line. There no doubt can be a considerable
economy effected without serious adverse effect upon service by consolidating
the Long Beach and San Pedro Lines between Los Angeles and Dominguez Junction
during off-peak periods.

Consolidation of Local and Interurban Rail Service at Night—(PR3-FL)

The studics contemplated under this heading have been made in connection
with the individual rail line reports submitted as a part of the modernization
programe. The ultimate benefits that may be obtaincable through such consolida-
tion with respect to motor coach lines can only be determined in connection
with the systemwide motor coach analysis and after a determination has been
reached by the Commission 2s to the proposed replacement of rail lines by
motor coach servicee
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(G) CORPQRATE STRUCTURE AND PRCPERTY DISPGSAL

Pormation of Separate Corporations-(PR3-Gl)

The subject of separating the present corporations into two operating
companies was touched upon in the Preliminary Reports During the interim many
phases of the Company's operations have been onalyzed and a number of studies
completed. Nothing has developed, however, during that time that would tend
to render the original suggestion infeasibles There is no question but what
the passenger and freight operations, together with subsidiary functions, could
continue to be conducted under one corporate entity and with & relatively high
degree of efficiency if an ideal form of organization and control could be
brought about. If the results of the present modernization program do not
prove out as expected, then serious consideration should be given to separating
the two functions. Therc is an inherent difference between freight and passen-
ger operations as conducted on the lines of this Company. Decreased traffie
due to increised rates is felt to a much greater extent in passenger operations
than in freight. Political attention is focused more sharply and continuously
on passenger operations than they are on freight service. Demands of the cus-
tomer in freight operation to a large extent dictates the policy and the cost
of performing service is established upon the basis of costs incurred and rates
are set accordingly. Furthermore, due to the nature of the business, freight
hendling on a large scale cannot be divorced from Interstate Commerce Commis-
sion rules and regulationse. Passenger operations of the Company on the other
hand, are such that they can be divorced from interstate regulation and con-
fined entirely to intrastate jurisdictions Final action in this matter is,
of course, the prerogative of the owners of the propertye

Sale or Division of Los Angeles Motor Coach Company-(PR3-G2)

Subscquent to submission of the Preliminary Report the details of separa
ing Los Angeles uotor Coach Lines between Pacific Electric and Los Angeles
Transit Lines have been worked out, a mutually agreeable formula has been con-
sunmated and application has been filed with the Public Utilities Commission
requesting authority to proceed with final divisione

Sale of Pacific Electric Railway's Los Angeles Local Lines—(PR3=G3)

From the point of view of the maximum benefit to the Company and to the
public, it appears that Pacific Electric should continue to divest itself of
purely local operations and preserve and concentrate upon urban and interurban
passenger transportation services This policy has been followed out to a
considerable extent in the paste The notable examples being disposition of
local passenger service in Long Beach, San Bernardino, Riverside, Glendale,
and Pasadenas The only local operations remaining consist of a network of
local motor coach lines in the San Fernando Valley and service between Los
Angeles and the Hollywood, Beverly Hills area.

It would definitely be to the Company's czdvantage and to the benefit of
the public to turn over the local San Fernando Valley operations to Asbury
Rapid Transit Lines which already provides service to a portion of the Valley,
some of which duplicates that of Pacific Electric as to routes and areas
traversed. Due to the competitive conditions existing in San Fernando Valley
over a period of many years & network of lines has been established that are
not systematically planned and do not meet to the fullest extent the reasonable
requirements of the area. Whereas Pacific Electric is incurring substantial
operating losses on local operations in the Valley, if they were turned over
to the competing carrier and coordinated with jits existing services, it no
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doubt could perform a profitable operation and afford a better standard of
service to the publice There arc numcrous features of its operztions that are
less costly than those of the larger corporation, Pacific Electric.

As to the Hollywood, Beverly Hills local service, the territory is re-
stricted to Pacific Electric operation by reason of its prior rights and to a
certoin degree, the operation is suburban in cheracter. If thess lines were
turned over to the Los angeles Transit Lines, the carrier performing major
local service in the Los Angelcs arce, it would no doubt be beneficizl to the
general public through simplification of routes, fares, and transfer privileges.
On the other hand, although these lines are now non-profitable they can be con-
verted into profitable operation by conversion to motor coach operation in part
and adoption of one-men rail operation on the remainders

Under these circumstances they should not be disposed of without finan-—
cial consideration commensurate with their recl value. There is, of course, 2
connection between the continued usc of these lines and the heavy investment
Pacific Electric has madec in the subway terminal.

Disposal of All Passenger Operations-(PR3-Gh4)

This consideration is parallel to the previous section under formation
of separate corporationse Under that section it was contemplated that even
though & separate corporation would be set up it would be owned and controlled
either by Pacific Electric or its parent Southern Pacific Companye

Under this heading, consideration is given to the outright disposzl of
all passenger operations to an entirely diszssociated entity with no connection
between the new p.ssenger corporation and Facific Electric either corporate or
managerial., As indicated above, there is cvery reason to believe that under
the proposcd modernization program, operation of passenger service can be con-
ducted on a satisfactory basis from both the peint of view of the Company and
the public, provided the proper organization and policy are estzblished, and
distinect lincs of authority and responsibility are laid down and followed.

IV. INTERIM sCCOMPLISHMENTS

ORGANTIZATION AND PERSONNEL

One of the principal reccoumendations in the preliminary report was that
changes be effected in the organization chart, the chain of authority, and the
functional organization of the Company in order to bring opcrations more necarly
into accord with requiremcnts os they exist today rather than maintain the same

cotures of organization designed to meet requirements as they existed in the
pasts Prompt action was t:ken by the Company on this phzse of the problem and
briefly the accomplishments are described below under the several principal
headings of organization. Section III of this report describes in considerzble
detail the accomplishments in the several depcirtments and officess

DIVISION COF 1LOS ANGELES MOTOR COACH LINES

For more than a year consideration has been given to the advisability of
dissolving the Los angeles iiotor Coach Lines znd dividing the operations be-
tween the two principal owners, Los Angeles Tronsit Lines and Pacific Electrice
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Negotiations have been underway for several months looking toward that objec-
tive and 2 mutualily agreeable basis hos now been reached and application has
been filed with the Public Utilities Commission for authority to carry the plan
into its final stagess

The principal features of the plan consist of dividing the lines between
the two companies so that Los Angeles Transit Lines will take over those that
f211 more nearly within the category of local operation and Pacific Electric
will acquire those lines with interurban or suburban characteristicss The
lines to be assigned to Pacific Electric are the Wilshire Boulevard Line with
exception of local operations, the Fairfax avenue Line, and the Sunset Boule-
vard Line, &ll of the reamining lines will be turned over to Los Angeles

Transit Liness

Accomplishment of this division will bring about a more unified form of
operation by eliminating one of the three principal carriers in the Los #ngeles
Areas Under the present crrangement the operation is performed by an agency
jointly formed by the two companies. Motor coaches used in the service are
divided as to ownership between the two companies and earnings are shared ap-
proximately on a 50 per cent basis. With the division, ecch Company will take
over its own equipment and those focilities thot are owned by one but needed by
the other in its continued operations will either be sold or made available on
an agreeable leasing arrangement. -

ONE-MAN OPERATION

During the past year arrangements have been completed by the Company for
establishing one-man car operction on the Glendale-Burbank Line in connection
with use of the 5000 Class P«CsC. cors. Those cors were originally designed
for one-man operation and equipped with 2ll of the necessary safety and con-
trol devices ond appurtenances required by standard practice and regulatory
rlﬂing.

It is not intended a2t the outset that the one-man operation will be ex-
tended to the 600 Class =2nd 950 Class cars used on this line, but that appli-
cation for authority with respect to those units will be filed at 2 later stage
of the modernization programs

Ultimate disposition of the Venice Short Line will have a direct bearing
upon further expension of one-man oper: tion on the Glendzle-Burbank Line and
also on the local reil lines that will be retained under the proposed moderni-
zation programe The Venice Short Line constitutes the key to the rail equip-
ment problem. Under the present operating conditions there are only a suffi-
cient number of 600 Class cars to meet actuzl operating requirements, with no
excess available. To convert the 600 Class ecars to one-man operation requires
considerable alteration of the mechanical and electriczl features of the
vehicle, requiring a consider:ble length of time in the shops for the altera-
tion. Therefore, it will not be possible to carry out this conversion program
until such time as surplus equipment becomes available. If the propesal to re-
place rzil cars on the Venice Short Line with motor cocaches is approved, then
there will be a sufficient number of 600 Closs cars available so that all re<
quirements can be met with complete elimination of the wooden bodied cars of |
the 950 and 1000 Classess It will also mcke available enough 600 Class cars’
so that a2 shop schedule of alterations can be instituted without interference
with regular service.
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Under the composite progrom set forth herein it is contemplated thot local
rail service will be ret..ined only on lines operating to the west out of the
subway to San Fernondo Volley and over Hollywood Boulevard to Beverly Hills
cnd on the Natts line from Los angeles to Wattss It is proposed to operate
all of those remaining services with one-man cars eventually, with exception
of the Watts Locals This line operctes over the four-track route between Los
Angeles and Wetts together with heavy freight operation and interurban service
between Los /ngeles and Long Beach and San Pedros At least at the outset,
under the new program one-mcn operation on this line does not appear to be
desirables

MODERNIZATION STUDIES

As will be described in the following chopter, the major studies involved
in the modernization program as they relate to elimination of highly non~prof-
itable passenger rail service and estoblishment of modern motor coach opera-
tion have now been completed 2nd reports setting forth findings and recommen-
dotions have been prepared. The wodernization program at this stage will
eliminate all passenger rail service in the Northern District, all passenger
reil service in the Southern District with exception of the Watts, Long Beach
and San Pedro Lines, and all passenger rail service in the Western District
with exception of the subway Scn Fernondo Valley line to North Hollywood and
the Los Angeles-Hollywood-Beverly Hills Lines viz Hollywood Boulevard.

Along with these rail eliminations will come 2n extensive expansion of
motor coach operction and mcintenance facilities including complete revamping
of the Macy Street Shops to eliminate 21l rnil service and repzir functions,
devoting the entire facilities to motor coach requircmentss

EFFECT UPON EMPLOCYMENT

Unfortunately one of the associated manifestations of such a program as
proposed in this report of replacing obsoclete rail lines with modern vehicles
is the consequent reduction in employment. This is one of the inevitable un-
happy circumstances that cannot be circuuvented.

The facts are obvious however., It is axiomatic that if financial improve-
ment is necessary, and it has been established as a fact that such improvement
can be obtained from no other source than reduction of costs of operation, '
there must be elimination of man hours and that means displacement of persons.

It is only reasonable to expect that those persons affected adversely will
exert every possible effort to prevent the carrying out of the modernization
program, Their action is only natural and cun be fully understood and sympa-
thized with, but this phase of the problem should not be permitted to becloud
the real issues involved. This program is not something that is new and
revolutionary in the economic history of the country; it is only a repetition
of the continuous and unavoidable changes that tazke place by force of nature
and not by perscnal choosing of the industry.

In this connection, it is of interest to note statistics relative to the
number of business failures in Southern Cclifornia during the year of 1948.
Statistics show that during that year in Southern Celifornia the highest level
in a decade and a2 half was reached wherein there were 777 business failures as
reported by Dunn & Bradstreet, That figure represented a 50 per cent increase
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over the year of 1947. Although statistics are not available to indicote the
number of persons deprived of ecmployment by thesec failures, it can be assumed
to be substantial., The licbilities involved in connection with these failures
amounted to $29,742,000 and include industries ranging from mining and manu-
facturing, through wholesale trade, retail trade, construetion, and commercial
servicess When those industries found that earnings were insufficient to
defray costs of production and operation, they ceased to exists No organized
pressure was exerted to force ‘them to continue in businesss Actually the law
provides the specific means by which they terminzted their activities.

Despite these indications of unemployment that may appear at first glance
to be of serious proportions, actual conditions are much less serious, In a
property such as Pacific Electric there is a continuous turnover of labor,
Every month there are numerous separations from service and & corresponding
increase in employment for replacement purposese The program contemplated
herein cannot take place immediately if approved in its entirety, but will be
spread over a considerable period of time. During that time the Company would
naturally rely upon its labor turnover to the fullest extent in preserving the
employment of its operating organizction so as to reduce to a minimum, and
eliminate entirely if possible, the actual outright displacement of anyone.
Even if this is not possible, however, it should not be considered as control-
ling in taking final action with respect to the basic problem involved of
bringing revenue and cost of operation into proper balance,

PUBLIC UTILITIES COMMISSION CRDER ON 43 RECOMMENDATIONS

Much thought and study has been given to the 43 recommendations made by
the engineering staff of the Public Utilities Commission of the State of
California, certain of which were ordered by the Commission for compliance on
specific time bases. Rather extensive correspondence has been exchcinged be=-
tween the Company and the Commission relative to the recommendations and
certain formal action has been tcken to effect medification, elimination and
extension of time in accordance with the anticipated modernization program of
the Company.

Those recomsendations in which the Company concurred cnd was able to
carry out have either been completed or are in process and the only ones re-
mzining are those that the Company has officiclly requested the Commission
to give further consideratione.

Most of the motters embraced by the 43 recommendntions related to con-
tinued rail passenger operctions, and the proposed modernization program,
involving extensive elimination of such rail operations, will change to a
great extent the consideration that should be given the recommendationse.

REDUCED OPERATING EXFENSES

During 1948, there have been drastic reductions made in operating expen-
ses as a means of offsetting finonciczl losses, This practice results in de-
ferred mointenance and is only o temporary palliative with a definite limit
cstablished by safety requirements and service necessitics, Reference to
Table VI of the Appendix will indicate thaot the net improvement in 1948 over
1947 was, to a substantial extent, brought about by reduction in cost of main-
taining wa and structures.

A more positive and permanent sclution must be adopted that will in all
respects meet with standard operating practices, The modernization program
will accomplish this.

il



of units of passenger equipment required, by lines. In direct comparison it
also shows the financial results anticipated under the proposed operation.

In total, the rail lines involved and the local motor coach lines in San
Fernando Valley, are conducted at an estimated annual operating loss of
$2,017,504¢ Under the propesed plan of replacing rail lines with motor coach
service and eliminating the local motor coach lines in San Fernando Valley, a
net annual operating profit of ;750,000 is anticipated. These figures include
the results of one-man car operation on the Glendale~Burbank Line. Although
this represents a net improvement of more than 2,750,000, the resulting profit
of $750,000 per year is certainly not an excess earning.

Under the present arrangement on the lines considered herein, 94 motor
coaches are used and 330 rail cars. Under the proposed opecration as applied

to the same line, there would be 293 motor coaches and 96 rail carss To carry
out the proposed modifications in service and operations will require an esti-
mated expenditure of approximately 4,500,000 for purchase of new eguipment,
construction of required facilities, and alterations in existing plant. To
continue with rail passenger operations on the lines involved would require, in
accordance with the program cstablished by the Public Utilities Commission, an
expenditure of approximately 11,000,000 for new reil cars and reconstruction
and rehabilitation of track, roadway and facilities« Expenditure of this
$11,000,000 would only partially satisfy the rail equipment problem and would
need to be augmented substantially as time passes for the purchase of addition-
al new rail cars in replacement of present vehicles.

The proposed plan will completely eliminate all wooden bodied rail cars
and all of the older steel bedied cars, leaving only three classes of rail
equipment, namely, the 5000 Class which are a modern P.C.C. type, the 600-700
Class which are highly satisfactory small rail cars with many years of remain-
ing service, and the 300-400 Class steel cars which are of relatively recent
manufacture and of substantial and adequate design and construction, with many
years of remaining satisfactory service life.

Therefore, briefly comparing the salient features of the two plans, as
related to the rail replacement part of the program, the results are as follows:

l. Proposed Operation

Eliminate annual deficit of 2,000,000

Create annual net operating profit of ;750,000
Produce a net finaneial improvement of 2,750,000,
Eliminate all wooden bodied cars and old steel cars.
Require total expenditure of approximately $4,500,000.
Probably avoid the necessity for increases in fares,

HO A0 Ol
N e A N

2+ Continued Rail Operation

(a) Incur continued net operating deficit of espproximately
$2,000,000 annually.

(b) Reouire expenditure of $11,000,000 on track, roadway and
equipment. ,

(¢) Require further expenditure for rail ccr replacement within
a short period of time.

(d) Neccessitate either immedizte application for heavy increases
in fares or drastic curtailment or climination of passenger
transportation services
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The summarized results of the proposed plan indicate conclusively the
neecessity of placing it Into offect, and standard practice demonstrates its
ability to completely comply with the requirements of public convenience and
necessity. Under profitoble operation it will be possible for the Company to
carry on further improvements and to more nearly meet the desires of the pub-
lic as to service, equipment and fares.

INDIVIDUAL STUDIES AND REPORTS

Four secparate reports have becn prepared setting forth the results of
studies made of the three operating rail districts and the Venice Short Line.
Each of those reports was completed at a different time and bound separately
for presentation as individucl exhibits.

To avoid unnecessary repetition, the detailed findings of the several
reports will not be reproduced herein, but only a general review will be in=-
cluded. The consolidated results of 211 lines have been sct forth above and
briefly the individual reports contemplate changes as described in the follow-
ing sections.

Venice Short Line Report

l. Elimination of passengecr rail servicc between Subway Terminal
building in Los Angcles and western terminus at Santa Monica.

2. Establish in replacement of rail service a motor coach line
operating from downtown Los Angeles to Venice, Ocean Park
and Santa Monica, paralleling as nearly as possible the
existing rail route.

3s» Connect the proposed Venice Short Line Motor coach operation
with the Los Angeles=Sznta iMonica via Beverly Hills motor
coach line, creating a loop opcration.

L4s Eliminate rail service, repair and storage facilities, as well
as substation and electrical distribution structures, at Ocean
Park and construct in replacement a modern motor coach garage
with adequate maintenance, service, repair and storage facili-
ties to meet requirements of:

(a) Venice Short Line-Beverly Hills motor coach loops

(b) Present Santa lionica Boulevard motor coach line,

(¢) Wilshire Boulevard motor coach line to be taken
over from Los Angeles Motor Coach Lines.

5¢ Discontinuance of local passenger rail service from Subway
Terminal in downtown Los Angcles, along Hill Street, Venice
Boulevard and San Vicente Boulevard to Genesee Strect.

Northern District Lines Report

1. Elimination of passenger rail service and establishment of
motor coach operation on the following lines:

(2) Pasadcna Short Line.
(b) Pasadena-0ak Knoll Lines
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3

Lo
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6.

Southern

(¢) Sierra Madre Linc.
(d) Monrovia~Glcndora Linee
(e) Baldwin Park Line,
(£) Sierra Vista Local Line.

Construct freight connection between Glendora Line and
San Bernardino Line, thereby eliminating freight operation
between Arcadia and Los Angelcs along Huntington Drive.

Completely elimincte rails on all lines involved excepb:

(2) Monrovia-Glendora Line east of Arcadias
(b) Baldwin Pork Line east of Los Angeles Rivers

Eliminate use of tracks in central Los Angeles between the
east shore of the Los Angeles River znd the clevated ramp
between Sixth and Seventh Streets, including all track along
Aliso Street and San Pedro Street, as well as along Main
Strect north of the Sixth Street Terminal.

Establish express or limited motor coach operation during
peak hours betwcen Los Angeles and Pasadena over the
Arroyo Seco Parkway.

Reconstruct Macy Street Shops to eliminate all rail repairs
and servicc and to incorporate expansion of motor coach
facilities to meet requirements of all Northern District
motor coach lines.

District Lines Report

1.

2

3e

Le

5e

b

Eliminate passenger roil service on:

(a) Los Angeles-Santa Ana Line.
(b) Los Angeles-Newport Beach Line.

Absorb traffic prcsently using rail service between Los
Angeles and Santa Ana by establishment of through direct
motor coach service on limited schedules,

Absorb traffic presently using rail scrvice between Los

Angeles and Newport Beach on present Los Angeles-Newport
Becch=Balboa motor coach line by augmenting service and

schedules to thc extent required.

Turn over traffic presently handled between Garden Grove
and Santa Ana to local Santa Ana operators

Turn over traffic presently handled in the Lynwood-Bellflower
arez to local operators prcsently serving that aree.

Continue frecight operation on the Santa Ana Line throughout its
entire length cxcept through the main business section of
Santa Anae



7'

8s

Western

Continue local rail service on the Los Angeles-Watts Line
but reroute Los Angeles end so as to operzte over San Pedro
Strect and the elevated ramp to the Sixth Strect Terminal,

eliminating usc of tracks along Ninth Street and iiain Street
in downtown Los Angeles,

Due to the extremely low traffic density and complete absence

of parallel adjacent highways, abandon passenger service without
motor coach replacement on the Santa Ana Line, except where
present local operators can take overs

District Lines Report

1.

2

3e

Le

S5e

6o

7‘

8e

9-

10,

11,

Eliminate rail service on Venice Short Line as described
above.

Continue rail scrvice on Glendale~Burbank Line under one-
man operation as described herctofore,

Discontinue rail scrvice on San Fernundo Valley Line be-
yond North Hollywood.

Eliminate passenger rail service on Santa Monica Boulevard
between Sunset Boulevord and Gordon Street and also on
Highland Avenuc betwcen Santa wonica Boulevard and Hollywood
Boulevard.

Reroute San Ferncndo rail line so as to operatec from the
Subway Terminal over Sunset Boulevard and Hollyweod Boule-
vard to Highland Avenue, thence over present route, elimi-
nating present operation over Santa Monica Boulevard be-
tween Sunset Boulevard and Highland Avenue and along
Highland Avenue to Hollywood Boulevarde

Continuc local rail service from Subway Terminal over
Sunset Boulevard and Hollywood Boulevard, through Hollywood,
thence over Santa Monica Boulevard to Beverly Hillse

Eliminate passenger rail scrvice on the Echo Park Avenue
Line between Cerro Gorde Streect on Echo Park Avenue, and 12th
Street on Hill Street.

Eliminate local passenger rail service from 12th Strcet
along Hill Street and Sunset Boulevard to Alvarado Streets

Establish motor coach operation in replacement of Echo
Park Avenue Line from 12th Street along Hill Street, Sunset
Boulevard and Echo Park Avenue to Baxter Streetes

Establish motor coach operation from 12th and Hill Street
along Hill Street ond Sunset Boulevard to Vermont Avenue.

Establish motor coach oper-tion from 12th Street along Hill
Street, Sunset Boulevard and Santa lionica Boulevard to West
Hollywood,



12, Establish 2 new branch of the Riverside Drive iotor Cozch Line
to operate from North Hollywood over Ch.ndler Boulevard and
Von Nuys Boulevard to North Shcrman Way in Van Nuys to serve in
replacement of that portion of the reil line to be abandoned
between North Hollywood and Van Nuyse

13, Abandon service on the Ventura Boulevard Motor Coach Line bew
tween Tarzana and North Ridge and between Tarzana and Woodland
Hills,

14, Establish a branch of the Ventura Boulevard Line to operate
from Ventura Boulevard over Van Nuys Boulevard to North
Shcerman Way in Van Nuyse

15. Turn over all local motor conch lines in San Fernando Valley
gither to Asbury Rapid Transit Lines or some other carrier
who may be interested,

16. Establish one-man car operction on the Los Angeles-San Fernando
Valley Line and the Los Angelecs-Beverly Hills Line.

OTHER_CONSIDERATIONS

The above dcscriped major chonges in oper-tions and facilitics constitutes
only one phase of the modernization program which is concerned with elimination
of non-profitable passenger rail lines and their replacement with motor coach
lines that can be operated 2t a profit.

Other featurcs of the modernizcotion progroam which eannot readily be con-
verted into a dircct comporison os te financial betterment have been described
in the previous chapter under Interim Accomplishmentse

In addition to those two fexztures, there are other phases of the moderni-
zation program that have not as yect becen commenceds The major studies falling
within this cctegory are the systemwide cnalysis of freight operations looking
toward grecter efficiency and cconomy, systemwide study of existing motor coach
operations, and a careful analysis of the functions of cach office and depart~
ment in the interest of devecloping the moximum c¢fficiency and utilization of
manpowers

VI, FINANCIAL STATUS OF COMPANY

TREND CF PAST EARNINGS

As shown by statements nttached to the Appendix, the Company has incurred
consistently a seriss of net losses from 1916 to and including 1947, with ex~
ception of the year of 1923 and the four wor ycars of 1942 to 1945, inclusives
The net loss reachcd a peak of $3,248,384 in 1938 and the maximum year of net
profit was in 1943 in amount of ;5,602,315. For the year of 1947 the net loss
was $1,760,073 as compared with a loss of $218,879 for 1946. lost recently
available figures show a net income for the year of 1948, amounting to a profit
of $33,285 for consolidated operationss
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For the year 1947 the net railway operating income before deductions was
a deficit of $837,606,72. Breaking this item down into its respective parts
shows the earning status of the various phases of operation as follows:

OPERATING INCOME - YEAR 1947 o
Freight K2, 948 7945
P.E. Ry Freight . . « . g

$2,119,60
Harbor Belt Line . o » '2330_ 8)

TOta.l Freightan LA s 1,851'51}7.11 2‘6‘f~(,‘&.‘

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

Passenger
LIA.M.C. CO. e & B & 8 559'071058 33?."'??
P,E, Ry Motor Coach ., . . 13,241, 36 5/)006
P-Er Ry Rail ¢ 8 ¢ e @ (3;&26.188.91) :..__2 :3‘30 v 2 ‘)
Total Passenger o« o » v o o » 2 o o o o« o  £2,793,875, 91X/, ¥2% 239
Pacj.fic Eleetric Building ¥ &« = % » & ® » v w a 10 2 Zf!,.-t:f.é-
TOTAL OPERATING INCOME « . . . . (§_ 837,606,72) 572 snv

(RED_FIGURES)

It will be noted from these fipgures that passenger railway operations
contributed almost entirely to the deficit, amounting to a loss of
$3,426,188,91 for the year. Quick reference to the financial showing for the
year 1948, Table VI, might indicate a trend of substantial improvement in
view of the net betterment in income of $1,790,000, However, this is not a
true indication, Analyzing the various elements entering into the fipure of
net income discloses that there was an increase of $515,000 in revenue which
was no doubt brouecht about by the increase in passenger fares effective in
February of 1948. Even this, however, is not a satisfactory result as recent
analysis of earnings by lines indicates that for the last few months of 1948
passenrer revenue was less than for the same months of 1947, in spite of the
increase in rates, Actually the increase in passenger revenue for the year
was 494,000, the difference beine made up by increases in other types of
revenue,

There was a decrease for the year, of $?52,000 in operating expenses and
a decrease in taxes of $449,000, The principal element of decrease in opera-
ting expenses was due to reduced cost of maintaining ways and structures.
In this group of accounts there was a reduction of $813,000. Other groups
of accounts were substantially unchanped with exception of equipment which
increased by approximately 200,000 for the year.

Although the final net figures for the yvear of 1948, segregated between
the several phases of operation, are not vet available, it is possible to
establish the net operation loss from rail operations and for the year of
1948-~that figure was $2,363,520.72. Complete cost and rcevenue analyses
were made for the first six months of 1948 for each rail and motor coach line
of the system. Such a statement is not currently carried forward from month
to month, but requires special development, For that reason, in view of the
great amount of detail involved, the statement has not been brought beyond
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June of 19148,

For that six-months' period, Table II, only one of the rail lines was
operated at a profit, that beine the special service in connection with
Catalina Island steamship operations. Interurban rail lines were operated
at a loss for the six months of 1,896,791, and local rail lines at a loss of
#265,168, or a total for the half year of ’ /1,161,959 which'meant a loss
svstemwide of 15.63 cents for each car mile operated On interurban rail
lines the loss per car mile was 27.6.4 cents, The Los Angeles-Sierra Madre
Line operated at a loss of 57,68 cents per mile and the Baldwin Park Line at
a loss of 55,37 cents, The Santa Ana Line resulted in a loss of 48,97 cents
per mile and the Pasadena-Oak Knoll Line, in a loss of 37.26 cents per mile,

For the same period of time, of the 24 motor coach lines operated on the
system, only 8 were conducted at a profit. Out of a total revenue collected
on motor coach lines, amounting to $4 056!019 for the six-months' period, a
net operating profit systemwide, of only 998,833 was carned, This analysis
does not convey too brlght a picture for the entirc passenger operations, If
the first six months is indicative of the full year, and it appears to be at
least with respect to rail lines, passenger operations for the system, includ-
ing both rail and motor coaeh, will probably show a net operating loss for the
year of approximately $2,125,000.

RATE OF RETURN AND OPERATING RATIO

There is no significance to discussing the matter of rate of return with
respect to this operation under present conditions of facilities and earnings,
Although a net profit for the year of 1948 was experienced in amount of
slichtly more than $33,000, passenger rail service, as shown above, will be
conducted at a loss of more than $2,000,000, Certainly, even including the
freight operations, there is no poselbllltv of a reasonable return on the
investment or a reasonable earning on any basis.

Based upon the rule of thumb of 10% of gross revenue representing a
reasonable net earning, net oneratine profit for the year of 1948 systemwide
should be in excess of $3,000,000, Based upon the gross operating revenue of
+3L,313,462. However, operatlng expenses amounted to $31,024,043 and taxes,
2 th 815

The estimated valuation of Pacific Electric properties devoted to passen-
ger operations, based upon previous valuations brourht to date, indicates the
valuation of properties and facilities as of September 30, 1948 in amount of
%32,639,806 devoted exclusively to passenper operations and 921,620,534
devoted to joint passenger and freight operations., Valuation of leased fa-
cilities for exclusive passenger operation amounted to $2,600,734 and for
joint passenger and freight, $543,062, This would mean a total of
w46,322,339 devoted to passenger operations, assuming 50% of the joint fa-
0111tles to be chargeable to passenger operations, Assuming only those items
of property exclusively devoted to passenger service, the valuation would be
$35,240,540, Based upon actual usage of facilities, the valuation of those
chargeable to passenger operations would be $50,812,280,

On either of these rough bases, without the usual refinement of providing

for Materials and Supplies, Working Cash and other elements, a rate of return
of only 5% would bring in more than 2,000,000 annually. Therefore, it can
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be seen that from any possible reasonable measurement of earnings the property
is not returning an appropriate net. Based upon passenger operations exclu-
51vely, what might be considered as a reasonable profit, falls short in excess
of 44,000,000 even on the lowest basis of caleculation, hnd fails to provide

a reesonable profit, on the basis of operating ratio, by a margin of about
h300,000,

The only feasible means of coming anywhere near the reasonable margin of
profit to which the Company is entitled, is to carry out the modernization
program as proposed hereiny in the individusl district reports, and in the
Company's application to the Public Utilities Commission, Anything short of
the full extent of the program will react harmfully to the ultimate objective
and will takeaway from the Company an increased measure of financial improve-
ment to which it is justly entitled,

METROPOLITAN RATL RAPTD TRANSIT

As indicated heretofore in this report, associated reports, testimony
and exhibits, the real issue involved in this case is one of determing the
extent to which Pacific Electric Railway Company is entitled to finaneial
relief under the laws of the State of California and if such relief is found
to be justified, the nature of the means by which it should be accomplished.
It is contended that the facts contained in this report and other associated
documents establish beyond a doubt that the Comnany has been, for many years
prior to the war and during years subsequent to the war, subjected to a net
loss from its combined operations and an extremely heavy loss from its pas-
senger service which has been of such magnitude as to completely wipe out
profitable operations from other phases of the business, This showing estab-
lishes conclusively that the Company is entitled to a financial adjustment
that will bring its revenues and costs of operations into appropriate balance
so as to provide it with a reasonable marrin of nrofit.

The next question is to determine the source from which the financial
betterment is to be acquired. ZEither costs of operations must be decreased,
revenues must be increased, or a combination of the two must be effected. The
magnitude of deficit is such that under continued operation without major
change in facilities there is no possible means of reducing costs of opera-
tions to a sufficient degree. Careful analysis of the other side of the
formula impels the conclusion that the required financial improvement cannot
possibly be realized throurh strairht increases of passenger fares without
major changes in facilities. These points having been established, then the
search must extend more deeply into the functional aspects of the operation.
In view of the high level of fares in effect on this property, as well as
throughout the industry, extreme caution should be exercised in attempting to
effect further increases. All possible means of correction through other
channels should be explored first.

It is a process of elementary reasoning that if the passengers presently
carried by the lines of this system consider the service to be necessary to
their existence, nothing should be done to unrecasonably deprive them of
service. This means that the same passenger capacity presently provided
should be preserved and changed only as the trend of use inclines upward or
downward .



Having arrived at this conclusion, in addition to the decision that fares
should not be increased if avoidable, then there is only one element of the
formula left for consideration and that is the cost of providing service,
Analysis of this feature requires nointricate process of mathematical wizardry;
it involves only a simple application of arithmetic.

The uniform classification of accounts by which the Company records all
expenditures in accordance with the rules and regulations of the Interstate
Commerce Commission of the United States and the Public Utilities Commission
of the State of California classifies all expenditures into natural segre-
gations which virtually label each dollar spent as to the purpose for which it
was spent. A review of the financial statement setting forth the annual costs
of operation by primary accounts gives a quick picture of where the bulk of
earnings are spent. Reference to charts and tables of the Appendix will give
a quick picture, both graphically and in figures, of the disposition of each
dollar of revenue earned.

From the analysis thus far it can be resolved that to bring about the
proper financial adjustment, curtailment of expenditures must be effected, as
for each dollar of revenue taken in, the Company spends more than one dollar
to provide service.

Having arrived at this conclusion we must look for those items of cost
which are subject to reduction in sufficient proportion to produce the required
improvement in balance of cost against revenue. In a properly organized and
managed property it can be assumed that all economies of major proportions have
already been effected and with the plant in its existing condition as to facil-
ities and physical requirements of service, there can be no further substantial
reduction in cost without serious interference with safety, service and em-
ployees! welfare,

Therefore, having established the need for financial improvement, the
inability to obtain it from increased fares or reduction of operating costs,
and the fact that the service is essential and should not be eliminated, there
remains only one source from which the desired result can be forthcoming and
that is to take advantage of the economies that can be effected by changing
the physical characteristics of the operations to meet modern standards and
practices throughout the industry. This reduces the entire problem to one
element and that is replacement of obsolete rail passenger facilities that
have become increasingly more costly to operate and less capable of providing
the highest standard of service, with modern rubber-tired vehicles routed over
the paved streets and highways that provide a diversified and extensive cover-
age of the populated area requiring service.

Aside from the immediate financial requirements as they involve current
earnings and cost of providing service, there is a more basic economic aspect
of the problem that should not be overlooked and that is the investment in
facilities that are to be abandoned in carrying out this program. There is an
inclination on the part of certain members of the public to look upon this
proposal as one designed selfishly for the sole purpose of producing a profit
for the Company. This is not the case. In placing this program into effect
the owners of this property are making a tremendous financial sacrifice.
Exhibit No. 45 in this proceeding presents a balance sheet as of June 30, 1948,
showing an investment in road and equipment, which includes all physical
properties required for conducting the service under the Interstate Commerce
Commission classification of accounts, amounting to $98,825,949. After deduc-
ting accrued depreciation as recorded on the books, the remaining investment
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is $78,071,470 which the owners are presumably entitled to recover under the
fundamental processes of business and economies,

To expel the contention that may be raised as to the validity of book
figures as compared with actual valuation, an estimate has been made of the
valuation of operating properties and facilities as of September 30, 1948, and
an amount of $84,762,753 determined as the historical reproduction cost. This
figure has been developed by bringing forward an official valuation of the
property established a number of years ago by the Railroad Commission of the
State of California, by adding thereto actual additions and betterments and
deducting therefrom actual retirements,

Stepping now to the current problem, the ledger value of the properties
that are to be abandoned under this program amounts to $10,263,300, Applying

the accrued depreciation percentage to this firure develops that in the
program proposed herein the owners of this property will abandon completely,
without recovery except to the extent of salvage value, $7,950,000 of their
investment. This is not a fictitious investment but actual dollars sment to
construct or purchase the facilities presently in use that have become
obsolete and nen-profitable due to unforeseen changes in the economic status
of the industry.

It is a distinet display of confidence on behalf of the owners of this
propeérty, in the future of its operations under the program set forth herein
when they are willing to cast aside without recovery $7,950,000 and at the
same time pour into the property another 44,500,000, Indeed this should be an
indisputable demonstration of the sincerity of the owners of this property to
carry on the essential passenger transportation operations that are considered
of vital necessity to the many communities served.

We should now analyze the merits of the contentions of those parties who
insist that the Company is obligated to continue operating its defunct rail
lines and in addition to suffering continued losses from current operations,
should invest an additional $11,000,000 to reconstruct and build up the rail
facilities without any prospect of bringing about an improvement in the net
earning position of the Company. Such a position cannot be based upon a sound
foundation of reasoning when taking into consideration all of the financial
and physical considerations that are controlling in shaping the future of this
operation, They can only be based upon personal desires and misunderstanding
of the actual will of the people as a whole.,. The entire thesis reduces down
to one of insisting upon the public being provided with a deluxe form of
transportation service by a private corporztion at a cost greater than the
revenue that can ever be realized even under the most optimistic estimates.

Another faction of the proponents for preservation of existing passenger
rail lines is motivated in its endeavors by the desire to create a Metropol-
itan Rail Rapld Transit System to be operated by a duly constituted Trans-
portation District. It is this group that brings to bear the greater amount
of opposition to the proposed replacement of existing non-profitable passenger
rail lines by profitable motor c¢oach operations, They insist that development
of a publicly owned Rail Rapid Transit System is largely dependent upon
preservation of existing tracks and rights-of-way of Pacific Electric Railway
Conll‘ anys
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It is true that the rail lines of the Company were originally laid out
in such fashion as to provide the most beneficial and effective coverase of
the area from a transportation point of view, At least it must be conceded
that the Company did exercise judicious foresipsht in its early engineering of
facilities to meet future requirements, This fact alone, however, cannot
possibly under the greatest stretch of the intent of the law or common sense
be construed as an obligation upon the Company to preserve these rail lines
at heavy financial losses to itself for the benefit of the public, to the
extent that they may ultimately be considered desirable for incorporation into
a publicly owned Rail Rapid Transit Program, if such should ever develop.
There is absolutely no connection between the two from the point of view of
the real ecuities involved.

It has been to a large extent due to the preliminary negotiations toward
development of a Metropolitan Rail Rapid Transit District that Pacific Electric
has deferred action in connection with a modernization program. The Company
management has been most receptive throughout the development of this plan
to the ultimate advantages it might bring and has actively participated to
the extent of contributing substantially of both funds and manpower in an
effort to promote and expedite this project which was considered to be in the
interest of the general public, despite the inevitable effect it might have
upon forcing Pacific Electric out of the transportation field.

The time has now long since passed when the Company should proceed
independently upon a course designed to insure its own financial future, It
cannot wait longer upon final development of the Metropolitan Rail Rapid
Transit System.

Action in connection with the formation of the Rail Rapid Transit Dis-
trict commenced more than four years ago. Much time and effort was exerted
by many influential persons, businesses, public agencies and civic groups to
the development of a framework that could be placed before the people for
their support. Draft of an enabling act was prepared and submitted for
consideration of the State Legislature in 1948. It was the hope at that time
that the matter could be broucht to a sufficiently quick conclusion to permit
incorporation of certain of the rapid transit lines in the system of auto-
motive freewavs contemplated for immediate construction by the State of Calif-
ornia, The Legislature did not act upon the rroposal. Subsecuently the
matter has been reconsidered, reviewed and modified by it provonents and a
proposed act is now arain before the State Legislature in the hope that it
will take favorable action.

This proposed act is only preliminary to the final realization of the
ultimate objective. It will only provide the legal means by which a District
can be formed, The District will then be obligated to prepare a detailed plan
of rail rapid transit as to all of its technical, financial and physical
characteristies which must then be submitted to a vote of the peorlec and the
cities embraced within the District, There is no assurance whatever that,
even if the enabling act is passed, the District formed and a plan prepared,
that it will be favorably actcd upon by the people. To the contrary, there
is evidence of much opposition to the plan on the part of certain of the
cities that would be included within the District. Unanimity of thought and
desire is difficult of accomplishment in any enterprise that involves so many
communities with such diversity of interests. Even if the way were paved
completely so that immediate action could be started toward ultimate constr-
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Pacific Electric Railway Company

SUMMARY OF ESTIMATED ANNUAL FINANCIAL RESULTS FROM PRESENT AND PROPOSED OPERAT|ONS

# - Additional service proposed on present motor coach lines.
including recent increase to operating personnel, but uo not include any possible

NOTE - Estimated results are baseu on present wage rates,
increase in non-operating personnel account present uemand for wage increase and reduced work week.

in payroll cost will, of course, result in a further wiuening of the comparative results,

()

- Indicates RED figures,

The effect of further increase

PRESENT OPERATIONS PROPOSED OPERATIONS
Iilnit.s Units 7‘
E es & Incl. Spares Exmses & Jncl. Spares o L
LINES Revenues m Net (M.C. ) (Rail) LINES RBevenues es Net (M.C. ) (Rail) Aom Factor
v ~ R ) Lo T
\ (1) (2) (3) (4) (5) I (6) (7) (8) (9) (10)
NORTHERN DISTRICT LINES NORTHERN DISTRICT LINES '
Pasadena via Oak Knoll and $ 797,218 § 978,14 § (180,936) - 35 Pasadena via Oak Knoll and $ 738,352 §$ 537,648 § 200,704 27 33 [s3385
Pasadena Short Line (rail) Pasadena Short Line (M.C.) 19255
Monrovia-Glendora (rail) 481,059 774, 801 (293, 742) - 20 Monrovia-Glendora (n.C.) 339, 925 462,927 76,998 24 - 32 f
Sierra Madre (rail and M.C,) 105, 105 169, 723 (64,618) 1 8 Sierra Madre (M.C.) 105, 105 107, G38 (2,533) 8 - 8 (24, 84
Sierra Vista (rail) 332, 729 485, 087 (152, 358) - 16 Sierra Vista (M.C.) 332,729 329, 287 3,442 19 - /9 3.442
El Monte-Baldwin Park(rail) 342, 694 624, 464 (281, 770) - 22 El Monte-Balawin Park(M.C. 325,876 299,625 26, 251 23 - 28 Hogg
Total-Northern District Lines $2,058,805 $3,032,229 § (973,424) 1 101 Total-Northern District Lines 2,041,987 $1,737,125 § 304,8C2 101 - 2o V55339
SOUTHERN DISTRICT LINES SOUTHERN DISTRICT LINES 5
L.A, -Santa Ana (rail) $ 472,622 $ 676,701 $ (204,079) - 18 L.A, -Santa Ana M.C.) $ 46,611 $ 44,225 2,386 3 -
L.A. -Nesport Beach (rail) 24,129 45, 696 (21, 567) - 3 L.A. -Newport-Balboca (M.C.) 21,670 29,0682 (8,012) 3 -
Total-Southern District Lines § 496,751 § 722,397 § (225,646) - 21 Total-Southern District Lines $§ 68,281 §$ 73,907 § (5,620) 6 -
WESTERN DISTRICT LINES WESTERN DISTRICT LINES
Venice Short Line (rail) $ 779,720 $ 973,626 $ (193,906) - 42 Venice Short Line-Santa $1,679,642 $1,519,928 § 139,714 81 - g0 Voldqs
L.A, -Santa Monica (M.C.) 899, 922 872,338 27,584 53 - Monica (combined M.C.) =
Subway-Santa Monica Blvd, - L.A. -Santa Monica Blvd, -
West Hollywood-San Fernando 1,133,808 1,390,306 $ (256,498) - 44 West Hol lywood- 490, 508 467, 888 22,620 28 -
L Valley (rail) Hollywood (M.C.)
-— Glendale-'lllilrbankd = (rg:;) 862,975 922,231 (59, 256) - 42 Glendale-Barbank (r:ril) 862,975 803, 731 59, 244 - 42
Subway -Hollywoo Vi - Subway -Hiollywood Blvd. -North
Vicente-Echo Park  (rail) 1,766,851 1,944,629 (177,778) - 80 Hol lywood-Bev. Hills (rail) 1,409,958 1,166,832 243,126 - 54
Echo Park Avenue (m.C.) 178, 647 173,129 5,518 12 -
Hiollywood-Yentura M.C.) 223,632 235, 589 (11,957) 10 - Hollywoou-Ventura (M.C.)# 295, G54 285,917 9,737 13 -
North lollywood (M.C.) 66, 417 92, 526 (26, 109) 3 - -
Van Nuys-Canoga Park (M.C.) 40, 890 50,943 (10, 053) 2 -
Van MNuys-San Femanuo(M.C.) 28, 289 39,653 (11, 364) 1 -
Van Nuys-Birmingham (M.C.) 36,195 42,724 ( 6,529) 2 -
Hgspéullinu i-Van Nuy L.A, -No.Holl Van Nuy
L. A. -No. ywoou-VYan s .A, -No.Hol lywoou-¥an 5 i,
via Riverside Dr. (M.C.) Seioes. | GolvPDE A 80 : via Riverside Dr. (M.C.)# ALY 809,08 8y ) %
— No.Hollywood-Stuaio City (M.C.) 14,992 28,211 (13,219) 2 - Hill St.-Sunset Ulvd. (h.C.) 462, 893 459,963 2,930 25 -
Total-¥estern District Lines $6,092,333 $G,910,767 $ (818,434) a3 208 Total-Western District Lines $5,798,074 $5,347,291 § 450,783 186 9%
TOTAL - PRESENT OPERATIONS $ 8,647,889 10,665,393 $(2,017, 504) 94 330 TOTAL - PROPOSED OPERATIONS $7,908,342 $7,158,323 § 750,019 293 96
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Pacific Electric Railway Company
REVISED SUMMARY UF ESTIMATED ANNUAL FINANCIAL RESULTS FROM PROPOSED OPERATIONS

Lines

NORTHERN DISTRICT LINES
. Pasadena via Oak Knoll & Pasadena Short Line (lisC.)
. Monrovia-Glendora (1i.C.)
© Sierra liadre (M.C.)
7 gierra Vista (M.Cs)

El Monte-Baldwin Park (M.C.)

Total Northern District Lines

SOUTHERN DISTRICT LINES

7 LeAe=Santa Ana (Mo

. LoA.-Newport Balboa (M
Total Southern Distriet Lines

WESTERN DISTRICT LINES

»Venice Short Line-Santa Monica, combined (M.C.)

/' LeA.~Santa Monica Blvd.-West Hollywood-Hollywood -(M.C.)

| . Glendale~Burbank (Rail)

. »Subway-Hollywood Blvd.-No. Hollywood-Beverly Hills —(Rail)

1+ Echo Park Avenue (M.C.)
Hollywood-Ventura Blvd. (1.C )#
' LeA+-No. Hollywood-Van Nuys via Riverside Dr. (M.C.)#

1y Hill St.-Sunset Blvd. (McCo)
Total Western District Lines o

/> TOTAL PROPOSED OPERATIONS

#~ Additional service proposed on present motor coach lines.

Expenses

Revenues & Taxes
$ 738,352 § 541,856
539,925 466,476
105,105 108,388
3%325': 32%2 3%31": 8%%83

2,0 1, 750, 32
# z?ﬁ,bll b 24.533
§ 63,281 iﬁ
$1,679,642 $1,532,836
490, 508 L71,425
862,975 863,274
1,409,958 1,249,866
178,647 174,265
295,654 288,427
LT, 797 L73,L87

62
8,0

RN

Units
Incl. Spares

Nt

3136.h96 gz
32449

(3,283) 8
905 19
ﬁl 23
52901, 658 101
$ 2;023 3
8,2 g !
$146,806 8l
19,08 28
) =
160,092 © -
4,382 12
P 13
20 27
(0 25
$281,200 186
293

$7,908,342 $7,341,667 $566,675

Note: Revised estimated results are based on present wage rates, including recent increase to operating
personnel; also, includes increase to non-operating employees retroactive to October 1, 1948, and
expense of establishing 40-hour week to non operating employees effective September 1, 1949.
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Pacific Electric Railway Company

REVENUE AND EXPENSES OF RATL AND MOTOR COACH LINES

JANUARY TO JUNE, INCLUSIVE, 1948

BAJTL LINESS: OPERATING
A #TOTAL REVENUE EXPENSES & TAXES NET S
‘Libr Miles Cents Cents Cents nop fwe
" =" Line: Operated Amount  Per Mijle _ Amount  Per Mile __ Amount Per Mile /v (=’

“INTERURBAN RAIL LINES: (1) (2) (3) (L) (5) (&) (7)
+ Pasadena Oak KNOll sessesasnsssssss 300,367 $ 206,522  68.15 $ 318,437 106,01 (F111,915) (37,26)
7y - Pasadena Short Line esescececseeess 259,474 228,051  87.89 230,806 108.22 2 ) (20.33) ‘20
" LuAe~El Nonte-Baldwin Park seseeess 302,796 185,251 61,18 352,915 116.55 (167,664) (55.37)
+ Lo Aw-Monrovia-Glendora sesessesssss 463,522- 366,617  79.09 497,641 107.36  (131,021) (28.2
77513 LA, ~5ierra Madre sovecesesessssans 87,447 56,641 6L 77 107,082 122,45 (50,441) (57.68) 2365
+ Jhs ~Long Beach spsssaansasessssess 719,638, 747,817 103.91 769,954 106499 (22,137) (3.08)

L /"61" ?{O L-&- -»Sa:n Pedro Prevevspeacnvbprobon 561,195 ¥ 525,91&5 93.?2 610,61.}3 108.81 (8&,628) ( ) 7.{"5-
Long Beach=-San Pedro édracesssavevey 128,155‘ 85,031{. 66.35 lh&,l96 N12e 51 SEE: 162) ( )
Iuﬁo"santa Ana ddemoaveverpresasraan 369'037 256,262 69014!4- 1&36,978 118-'[!-1 (180 716) (éé E!)

“LoA.~Santa Monica via Air Line .... 5,836 . 2,280  39.06 9,220 157.98 Zé:égog (118.92
“L.A.~Newport Beach sessesscessasess 18,403 12,491 67,87 23,017 125.07 (10,52 L o)
L./Ae & Long Beach Steamship Service 23,201+« 32,662  140.77 26,657 114.89 ._6,005 25. as
Others (Shop train, etc.) sessccess 6,39 429 - 25,247 - (2i.818) -
Total Interurban Rail Lines ...,3,245.465 $2,706,002 23,37 $3,602,793 111.01 ($396,791) (27.6L)
LOCAL RATL LINES:
&34, Watts—Sierra Vista ses.eseveesreees 68L,456 471,785 68,93 493,997 72,17 (% 22,212) (3.24) &
- Subway~S. Moniea Blvd.-W,Hwd.-SFV,. 913,246 575,706 63,04 674,879  73.90 (99,173) (10.86)
& Lcl‘\..-GIErlda.].E'*Burbank ebedvrrnacnbe 636,0&'8 !435, Qoo 630 52 21-39, 692 690 13 8 2) Iﬂ 61)
6235573 Venice Short Line eeccecvevoecences 625,26l 385, 555 61. 66 452,571 72,38 (67,016) (10.72) 5’:_3

4,334 )19 Subway-Hollywood Blvd,-San Vicente.l,331,038 956,521 71,86 _1,029,396 _77.3L4 (72,875) L8) &l @

Total Local Rail Lines sevsee...4,190,052 32,825,367 _67.43 $3,090,535 _73.76 (F265.768)  (B.33) g
TOTAL ALL RAIL LINES see « o o «74435,517 $5,531,369  7h.39 96,693,328  90.02($1,161,959) (15.63) -

#-Includes "Other Revenues" allocated on car-mile basis. (RED FIGURES)




OPERATING

*TOTAL REVENUE EXPENSES & TAXES NET
Miles Cents Cents Cents
Line: erated Amount Per Mile Amount Per Mile Amount. Per_Mile
(@) (2) (3) (%) (5) (%) 7

MOTOR COACH LINES a3
Pasadena-Alhambra S.P. Station ... 10,815 $ 4,590 K244 0§ 7,181 66,40 $ (2.591) (23.96)
14, 8

Garfield-Highland Park ac.aswseeee 147,181 58,536 39,77 80,380 54, 61 (21,844) ( )
Alhambra-Temple City ssepseavences 490,054 262,842 53,64 229,977 46,93 32,865 e 71
Long Beach-Huntington Park weeeess. 386,889 246,112 63,69 191,142 49+ 4O 554270 1_1*,%
Lo A.=Balboa sscseovsscssoosnrsanss 261,977 104,559 37.08 127,000 L5, 04 (22,441) (79
LoA, ~Sunland eeecsasacesseescssses 468,442 234,836  50.13 224,641  47.96 10,192 2.17
L.A.—Santa Anﬂ. devopnveuroneavddae 892‘696 459,262 51-"-&5 M?,233 Sotlo 12,029 1-35
Long Beach-Riverside qe<i.ssassees 169,746 83,275 49.06 68,109 40412 15,166 8,94
Long Beach-Pasadena seccscveevasses 172,177 82,975 48.19 75,470 43.33 Zs 502 4o 36
Riverside~Arlington aesescecessses 385,774 155,990  LO.44 167,836 E%w 5 (11,346) (3.07)
L. As=E1 Monte-Pomona-S, Bdno. -Rives 1,991,705 1,070,633 53.75 919,795  46.18 150,838 7.57
Pasadena-Pomona seeseasssssscsnsen 37'6118 13§292 35.31 16,35!# L3e Lily ( 0 2) L_H‘l )
San Marino-Sierra Madre ,ecsescese 4,026 1,333 3Bl 2,090 51.91 i ) (18.80)
LoA.~Santa Monica via Beve Hills.,. 896,873 467,133 52.08 451,172 50.331 15,961 1s
L,A. -—Beverly-Sunset BlvdScesesoneve 75,276 25, 935 3Le L5 35’971 L7 79 (J;_O,;,Ozé_ ) (l 3 )
Hollywood-Beverly Hills-University 223,965 113,803 50.81 126,348 56441 (12,545) ( .Zé)
Western and Franklin eeessssssssss 75,242 43,149  57.35 43,181 57«39 (32) . 0L)
LuAs-Redondo Beach seasesessesasss 715,641 310,467 43.38 369,625 51. 65 ( 8) (8,27)
Emery Park sesevescesnscses cessas D804 7,651 30,26 11,410 45413 759) (1L.87)
Hollywood-Ventura Blvdisseopgsesne 275,185 116,378 42,29 123,194 Lhe 77 6,816 2. 48)
North Hollymc’d eassssdecasuvedron 1014-,1&79 35,825 34429 52,212 49.97 (1 87 ( 8)
Van Nuys=Canoga Park cecsesscecses 6L, 747 22,919  35.40 27,837 5L2.99 18)

Van Nuys-San Fernando es«.secccers 45,355 15,933 35.13 21,269 L6, 89 ( %) (%;_._’Zé)
Van Nuys-Birmingham Hospital .¢eew L4,088 19,509  44.25 234472 53. 24 (3.963) 8.99)

Total o o o o « o = o » « « 8,202,143 85,056,019 49,45 3 186 48,25 $ 98,833 _ 1.20
( RED FICURES)

*-Includes "Other Revenues" allocated on car-mile basis.
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4 Pacific Electric Railway Companvy

A
L & r re H”’

JEP~INCOME OR LOSS FROM PASSLICER OPERATIOJS BY

o
[
TABLE NO, III
EXH. S

MONTHS FOR YEAR OF 1948 4~ /9w g

P -

- —

P, E,
Month Rail Motor Coach Total
i (2) 3 )
January (F33L.978) $(28.999) ($363.977)
February (239,305) (8,819) (248,12L)
March (197.453) 10,404 (187,049)
April (165.769) 17,813 (1£7,956)
May (130,568) 29,884 (100, 68L)
June (93,887) 78,550 (15,337)
July (147,409) 30,298 (117,111)
August (130,403) 17,774 (112,829)
September (155,003) 28,82, (126,179)
October (236,920) (10,998) (247,918)
November (230,396) (4L, 602) (324,998)
December (251,231) (69,123) (320,354)
Total 1948 ($2,363,521) $ 51,006 (%2,312,515)
Jay. 1944 204,130 44143) 256923 )
Fel, ‘k:’lb’l,i(.o) 54351) 365 11
(RED_FIGURES)

_~— NOTE: Excludes L, A. Motor Coach LinesyFr ror /'76'1 74 7 §

7" Mavth 17 4,168 '12&2. % MIA.;o;
A‘pfl'i IZDO(,ri 4§1g(3 [[,g,,,:"
Me lﬂﬂléo &61470 Quﬁ’-uo )
-.:J:un‘.'-' 1779 «A,’ 1976 {f?b 276 }
SULY (.’75 28 ) 5oy [ ) 73.83% )

__ Avayir (12¢.235 ) 34,833 /!ééoéf)
et %0 Ef 42 7??0} %Lfiéf,?:a:;') [1.655927 )
t'\_[.-l.[:;."{z o /s .,_f,.'__’{a.y’ LT ) ,??y,l-:'-ﬁﬁ) (.-x "}&’3' 8&7‘)

L/ ACT ,f;ff Meog
/ A 4 y M’ T : %
s L8 15t g e/ (2.351,3%) (F24034) (2675974)



Pacific Flectric Railway Company

INCOME STATEMENT BY YEARS

;.,f_: ¥ &

)

Operating :Non-Operating:Interest on:

13 Yea Income Income  :Funded Debt: Deductions : Profit : ILoss 2!
(a (2) - (3) (&) (5) (6) (7)
1916  $2,261,823 $ 52,567  $2,835,898  $460,950 - $ 982,458
1917 2,490,313 65,730 2,830,787 610,372 ~ 885,116
1918 1,692,189 150,974 2,818,542 772,813 - 1,748,192
1919 897,772 134,824 2,808,281 992,041 - 2,767,726
1920 2,714,411 91,432 3,727,251 236,637 - 1,158,045
1921 3,192,424 104,382 3,841,976 254,463 - 799,633
1922 3,542,207 98,215 3,912,135 304,276 - 575,989
1923 4,463,752 216,292 3,994,269 354,860 $ 330,915 -
1924, 3,714,351 292,163 4,143,720 454,979 - 592,185
1925 2,356,582 539,356 2,533,725  LOk,651 - 42,1438 .
1926 1,563,161 321,788 2,704,393 336,589 - 1,096,033
1927 2,149,421 243,797 2,692,565 297,357 - 596,704
1928 1,296,204 384,523 2,631,439 282,341 - 1,233,053
1929 1,805,404 376,658 2,638,121 259,501 - 7154560
1930 610,512 331, 484 2,652,669 259,149 - 1,969,822
1931 292,183 220,367 2,564,621 202,921 - 2,254,487
1932 (121,15L) 197,125 2,L48,,608 182,090 - 2,597,546
1933 (156,986) 193,486 2,468,670 182,232 - 2,614,402
1934 (323,811) 159,146 2,449,035 165,622 » 2,779,322
1935 (202,516) 225,015 2,439,041 145,881 - 2,562,423
1936 ) 316,074 2,441,883 140,953 - 2,284,505
1937 (687,962) 261,117 2,416,905 138,632 - 2,982,322
1938 (826,505) 126,876 2,403,362 145,393 - 3,248,384
1939 (608,989) 138,381 2,389,462 58, 664 - 2,918,734
1940 (264,709) 220,043 2,373,857 124,597 - 2,543,120
1941 4,80,476 168,062 2,162,096 150,277 - 1,663,835
1942 3,447,097 159,220 1,876,245 183,265 1,546,807 -
1943 7,460,340 139, 505 1,845,451 152,079 5,602,315 -
1944 3,420,514 184,925 1,572,706 110,539 1,922,194 -
1945 1,547,830 203,496 1,328,065 66,997 356,264 -
1946 85,6 668,108 1,227,254 145,348 - 218,879
1947 (ﬁ%:éo%) 369,807 1,227,215 65,058 - 1,760,073
1948 878,604 434,903 < 1,227,200 v 53,127 33,180 -

C (VY i k8l g5 — [ onne
v v : s >
2 (REB_PIGURES)

Other :__incomese _ ¢



Pacific Electric Railway Companyv

OPERATING INCOME - SYSTEM

PASSENGER

: : Syséem £ Metav Coual, Motor Coach ‘ P,E. Rwy. |
« Year : Total Freight : Total Rail > Total P.E. Rwy. 2 L AM.C,: Building
(1) (2) €)IE (@) (5) (2 (6) 7) > 8) . (9)
1936 & (17,743)% 35,904 & (937,280) $ (938,590) 1,310~ § (358,095 % 159,405 $ 3,633
1937 (GBL.962) 608,601 (1,328,1k1) (1.385.486) 57,345 (1203899 178,80, 31,578
1938 (826.505) 657,413 (1.597.030) (I1.674,900) 79,870 (1. 93) 194,813 113,112
1939 (608,989) 899,394 (1,465,025) (1,602,327) 137,302 (101,950) 239,252 (43,358)
1940  (264,709) 1,285,494 (1,482,462) (1,256,773) 374,311 70,378 303,933 (67.7L1)
. 1941 LBO,LT76 1,LO0L,LL5 (878,904) (1,315,29L4) 436,390 99,952 336,438 (45,065)
< 1942 3,M7,097 2,394,124, 996,034  (381,000)  1,377,0L 825,242 551, 802 56,939
1943 7,460,340 4,407,854 2,967,410 810,647 2,156,763 1,382,399 768,361, 85,076
1944 3,420,514 1,733,449 1,636,917 339,108 1,297,809 919, 520 378,289 50,148
1945 1,547,230 1,161,333 347, 506 (422,319) 769,825 567,039 202,786 38,991
1946 485,615 1,073,999  (807,238) (2,168,487) 1,561,251 857,913 703,338 18,852
1947 (837,607) 1,851,547 (2,793,876) (3,426,189) 632,313 73,241 559,072 104,722
1948 878,60 2,641,626 (1.974.237) (2,363,527 /389,284 - 51,006 338,278 / 211,215 /
¥ (g9 1otb) v,i9v 1SS (755739 (v.313 Y 70) (1% 9+4) 3716 63) l‘ifﬁzsq, 191993
NOTZ: For t.he'pu%pose of comparing Operating Income with Net Income. le: Whereas thé former is'shown
X8 to be $8787604 for the year of 1948, Net Ineome, after adjustment for non-operating revenue, interest
P, g on debt and other miscellaneous deductions, was $ # et
$H. W .. 4 ) (RED-_PIGURES)
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Pacific Electric Railway Company

COMPARATIVE FINANCIAL STATEMENT

(Rail, Motor Coach and Incidental Operations, Including Los Angeles Motor Coach Lines)

Net Income Results - Years 1939-1948, Incl.
Year 1948 Year 1947 Year 1946 Year 1945 Year 1944 Year 1943 Year 1942 Year 1941 Year 1940 Year 1939
(1) (2) (3) (4) (5) (G) (7) (8) (9) (10)
Railway Operating Revenues

|-re§${ ............. $10,870,454 $10,922,675 § 8,413,037 §$11,267,897 $12,594,095 $11,520,135 $ 6,372,222 § 4,202,550 § 3,280,727 $ 2,741,300
PASSENROT s o s s ial el n il w e 20,355,011 19,860,892 20,822,398 21,805,708 21,134,222 17,432,579 11,232,457 7.801,818 7,496, 715 7,260, 467
MREN T e R e R e e e A 206,628 107,922 101,649 103, 495 108, 057 88, 525 85,616 88, 347 85,925 83,339
EXDIBES v « i a s s S LD O " 286, 275 305,845 461, 342 492, G99 516, 350 474, 083 379,658 192, 362 185, 413 159,833
All Other Tramspertation . . . . 475, 475 345,576 332, 695 493,974 447,214 426, 394 406, 598 180, 647 155, 729 153, 256
Revenue from Other Railway

NPErREIONE" 5 & % 5lte oo aites & 2,119,619 2,255,575 2,220,051 2,248,182 2,086, 981 1,853, 209 1, 274,559 957, 190 858, 776 895, 260

Total Railway Operating Rev 34,313, 462 33, 798, 485 32, 351, 172 36,411, 955 3G, 886,919 31,796, 925 19,751,110 13,423,114 12, 063, 285 11, 295, 461

Railway Operating Expenses

Vay ana Sfrucfﬁres PR BN CAO D 3,047, 706 3, 860, 652 3,582, 731 5,179,768 4,215,437 2,605,652 1,542,033 1,311,492 1,092,022 1,175,057
Eoipmenttil il G s G e rellal e erire 4,924, 807 4,737,164 4,370,373 5,332, 789 3,769, 089 2,939,608 2,259,537 1,854,940 1,719,357 1,316, 470
PONGE T 5035 05 e s tatreiarve At 1,461, 809 1,579,944 1, 565, 533 1,569, 382 1,463, 604 1,355, 541 1,137,016 954, 662 975, 719 1,032, 493
Concucting Transportation . . . . 16,713,338 1¢,787,378 16,827,054 15,333,203 14,137,565 11,818,899 7,428,628 5,430, 581 5,222, 239 5, 008, 22G
Traffic . . . . « + « & o . 283, 213 263,68 266, 028 14,712 84,026 179, 158,951 144, 272 170, 55C 141,G78
GEHETAl - . 5 5. 56 v p e s . 4,593,170 4, 546,937 5,320, 526 5,173, 860 4, 286,697 3, 597,380 2,440, 906 2,056, 686 1,898,232 2,033, 387
Transportation for Investment -

Credit o Gl et s i el raie s - - - - (5,924) (3, 228) (2, 584) (5, 484) (6, 588) (5, 531) (2,186) (2, 609)
Total Railway Operating Expenses 31,024,043 31,775,759 31,926,321 32,800,486 28,053,83¢ 22,491,595 14,960,483 11,747,102 11,075,999 10,704,702
Net Revenue from Railway

Operations . . . . . . LA 3,289,419 2,022,726 424,851 3,611, 469 8,833, 085 9, 305, 330 4,790,627 1,676, 012 987, 286 590, 759
Taxes Assignable to Tramspurtation
Dp:r&:?;l?:. L el s 2,410,815 2,860,333 (G0,764) 2,063,640 5,412,572 1,844, 990 1,343,530 1,195, 536 1, 251,995 1,199,748
Net Railway Operating Income
eur L‘l:saaf .u ....... - 878, G042 (837,607) 485, 615 1, 547,829 3,420,513 7,460,340 3,447,097 480, 476 (264, 709) (C08, 989)
Nun-Operating Income . . . . . . . 434, 946 309,807 GES, 108 203, 496 184, 926 139, 505 159, 220 168, 062 220,043 138, 381
Gross INCOWE + .« « « « « « & o o 1,313, 556 (467,800) 1,153,723 1,751, 325 3,605, 439 7,599,845 3,606,317 648, 538 (44, GG6) (470, 608)
Deduction from Gross Income , . . . 1, 280, 265 1,292,273 1,372, 602 1,395, 061 1,683, 245 1,997, 530 2,059,510 2,312,373 2,498, 454 2,448, 12C
Net Income . . . -« « « o o o » = $ 33,285 (%$1,760,073) ($218,879) § 356,264 $1,922,194 $5,602,315 $1,546,807 ($1,C63,835) ($2,543,120) ($2,918,734)

( ) - Indicates RED figures.
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TABLE N0, VIT

Pacific Flectric Railway Company

OPERATI'G REVENUE AND EXFENSES-SYSTEM

s
L

3 : . Passenger 1 : ¥
:Year:  Freight P,E. R 5 5, Bldg, @ Total 3
O @ 3 7 G ()
OPERATING REVENUE
1936 § 3,119,809 $ 7,417,250 $ 797,048 $ 420,100 $ 10,957,159
1937 3,167,289 7,992,790 88L;, 527 4,88, 860 11,648,939
1938 2,946,742 17,599,915 905,927 514,822 11,061,479
1939 3,202,159 7,656,354 960,632 136,948 11,295,461
1940 3,742,119 7,891,368 1,032,379 429,798 12,063,285
1941 4,744,832 8,247,566 1,123,908 430,716 13,423,114
1942 7,460,965 12,100,079 1,418,678 190,066 19,751,110
1943 12,901,733 18, 666, 4763  1,855,8,0 228,429 31,796,925
194, 14,000,049 22,547,241 2,094,319 239,629 36,886,919
1945 12,738,614 23,413,318 2,022,780 260,023 36,411,955
1946 9,749,173 22,332,801 2,036,004 269,197 32,350,170
947 12, ,259,809 21,213,351 2,283,246 324,825 33,798,485
1948 12,374,910 /21,553,713 2,335,678 38L, 840 34,313,463
OPERATING EXFENSES
(Excluding Taxes Assignable to Operations)
1936 $ 2,121,295 $ 7,706,513 $ 620,754 % 304,235 $ 10,132,043
1937 308 837 8 MB 859 679 283 415,999 11, 168 695
1938 2,071,552 8, 252,682 677,666 350,212 10, 67h LL6
1939 2,095,049 8,189,638 686,752 420,016 10,704,703
1940 2,206,178 8,436,501 688, 626 433,320 11,075,999
1941 3,015,087 8,316,464 46,693 415,551 11,747,102
1942 4,515,347 10,332,989 817,047 112,147 14,960,483
1943 7,323,132 1h4,544,191 975 204 124,266 22,491,595
194, 9,709,719 18,190,381 1, 266,385 153,733 28,053,833
1945 10,921,522 21,673,956 1 729,682 205,008 32,800,486
1946 9,268,200 22,418,640 1, a68 LL6 239,481 31,926,321
1947 9,449,812 22,141,694 1,629,&75 184,253 31,775,759
1948 8,970,598 21,909,164 1,942,482 1k, 286 31,024,043
TAXES ASSIGNABLE TO OPERATIONS
1936 162,610 $ 648,016 $ 16,889 $ 32,232 $ 842,858
1937 249,851 877,072 27,001 41,283 1,168,206
1938 217,778 yly 4 262 33,448 51,498 1,213,538
1939 207,717 931,741 34,627 60,290 1,199,748
1940 250,447 937,329 39,821 644220 1,251,996
1941 325,300 810,006 40,777 60,230 1,195,536
1942 5514493 771,057 148,829 20,980 1,343,530
1943 670,741 1,155,161 112,271 19,088 1,844,990
el e S R 11 AR v
945 1,391,856 12 ,0 g
1946 (593,026) 521,397  (135,720) 10,865 ( )
1947 958,450 1,866,033 94,700 35,850 5t AP
1948 762,6907 1,618,7867 154,917/ 29,339 2 th 8167
%-Included in Col., 3 xvi (RED FIGURES)
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Tiax

Pacific Flectric Railway Company

PASSENGER REVENUE

M e T Rail Mot 12156 h T
Rail otor Coach otal al otor Coac otal
(1) (2) (3) : JA 5 6
Jan. $ 1,080,792 § 587,610  $ 1,668,402 Jan.  $ 1,164,164 $ 585,910 $ 1,750,074
Feb, 964, 56k 534,868 1,499,432 Feb, 1,012,235 535,787 1,548,022
March 1,044,070 598,962 1,643,032 March 1,038,972 577 4354 1,616,326
April 1,025,583 590,054 1,615,637 April 973,406 5744795 1,548,201
May 1,108,017 582,210 1,690,227 May 990,126 515,338 1,505,46L
June 1,135,830 583, 546 1,719,376 June 932,171 552,753 1,484,924
July 1,179,370 609,416 1,788,786 July 986,986 575,848 1,562,834
Aug. 1,124,450 587,839 1,712,289 Aug. 1,005,032 585,339 1,590,371
Sept. 1,011,996 540, 561 1,552,557 Sept. 1,003,403 589,728 1,593,131
Oct. 1,061,133 559,917 1,621,050 Oct. 971,786 586,14, 1,557,930
Nov. 1,071,747 558, 782 1,630, 5:23 Nov. 925, iéBg 5152, 515 1,473, zgg
Dec, 0 1 L. 702, Dece 0. 586,992 1 5705
¢’12.932,99% $6,911,28,,  $19,8L%,280 $11,987,327 ¥6,814,503 3§ 18,80: 1,830
1947 ' - = 1%8c
Rail Motor Coach Total ail otor Coach Total
Jan. $ 995,322 ¢ 600,157 % 1,595,479 Jan. 5 874,121 $ 587,534 % 1,461,655
Feb. 892,245 556,372 1,448,617 Feb, 876,312 595,782 1,472,094
March 914,783 597,113 1,511,896 March 909,780 669,157 1,578,937
April 879,739 575,706 1,455,445 April 852,019 630,958 1,482,977
May 866,022 580,189 1,446,211 May 865,923 637,236 1,503,159
June 877,072 578,329 1,455,401 June 865,083 640,843 1,505,926

July 918,308 597,708 1,516,016 July 909, 617 655,099 1,564,716



Pacific Electric Railway Company

REVENUE PASSENGERS
1945 191+6P
Rail Psgrs Motor Coach Psgrs. Total Psgrs. Rail Psgrs, Motor Coach Psgrs, Total Psgrs,
(D (2) (3) (%) (5) (é)

Jan, 9,186,020 3,763,799 12,949,819  Jan. 9,405,245 3,899,795 13,305,040
Feb, 8,413,713 3,467,453 11,881,166  Feb, 8,458,602 3,603,738 12,062,340
March 9,374,399 3,923,950 13,298,349 March 8,961,029 3,905,901 12,866,930
April 8,991,375 3,837,293 12,828,668 April 8,848,000 3,968,292 12,816,292
lay 9y Shhiy 163 L5007, L74 13,551,637 HMay 945754529 3,871,013 13,446,542
June 9,394,598 3,930,005 13,324,603  June 8,272,048 3,827,563 12,099,611
July 9,586,293 4,050,945 13,637,238 July 8,790,171 3,972,721 12,762,952
Aug. 9,247,119 3,909,816 13,156,935  Aug. 8,660,045 3,851,768 12,511,813
Sept., 8,482,917 3,602,297 12,085,214  Sept. 7,946,780 3,521,028 11,467,808
Oct. 8,932,870 3,763,290 12,696,160 Oct. 8,254,091 3,744,702 11,998,793
Nov. 8,892,156 3,715,856 12,608,012 Nov. 7,709,886 3,415,912 11,125,792
Dec. 0 12 37711990 12,835,902 Dec, 8,200,289 3,659,720 11,860,009

109,103,535 45,750,168 154,853,703 103,081,715 45,242,213 148,323,928

L1947 s 1948

Rail Psgrs Motor Coach Psgrs. [Total Psgrs. Rail Psgrs, Motor Coach Psgrs, Total Psgrs.
Jan, 8,229,461 3,612,709 11,842,170 Jan. 7,387,749 3,506,813 10, 894, 562
Feb, 7y 4hs5,690 3,350,839 10,796,529  Feb, 6,349,041 3,145,632 9,494,673
March 7,913,973 3,615,328 11,529,301 March 6,496,181 3,482,693 9,978,874
April 7,590,352 3,488,280 11,078,632 April 6,197,040 3,317,248 9,514,288
May 74 564,292 3,534,331 11,098,623 May 6,259,342 3,341,881 9,601,223
June 74396,006 3,473,333 10,869,339  June 6,160,056 3,330,695 9,490,751
July 7,620,461 3,586,902 11,207,363  July 6,274,128 3,367,577 9,641,705
oo 7" LAR ORA 2 L7 ARA 1N.QL2_AK2  Aup. 6.182.215 3.338.775 9.520.990



TABLE NO, XI

Pacifi ectric Rai Com:

SUMMARY OF FREIGHT REVEUE, YEARS 1916 - 1948

: Year : Freight Revenue : Index : Year : Freight Revenue : Index

|

1916 $ 1,868,000 100 | 1932 $2,375,000 127
1917 2,061,000 110 | 1933 2,083,000 112
1918 2,406,000 129 1934 2,055,000 110
1919 2,632,000 11 1935 2,416,000 129
1920 3,859,000 207 1936 3,007,000 161
1921 4,358,000 233 1937 2,990,000 160
1922 4,590,000 216 1938 2,713,000 145
1923 6,464,000 346 1939 2,886,000 154
192 6,259,000 335 1940 3,412,000 183
1925 6,204,000 332 1941 4,369,000 234
1926 6,110,000 327 1942 6,607,000 351
1927 6,379,000 342 1943 11,889,000 636
1928 5,688,000 304 1944 12,997,000 695
1929 5, 545,000 296 1945 11,643,000 623
1930 3,868,000 207 1946 8,762,000 469
1931 3,072,000 164 1947 11,363,815 608

1948 11,432,161 612

NOTZ: Freipht Revenue includes Account Nos., 107, 102 and 113,

- a8



P ic Electri way Co

PASSENGER STATISTICAL INDICES*

PASSENGER REVENUE OPERATING EXPENSE COST**

Average Fare Per Rail Car Per Motor Per Rail Car Per Motor

Per Passenge Mile Coach Mile Mile Coach Mil
1940 9.80¢ 100 34.29¢ 100 18.96¢ 100 50s44¢ 100 /%7 * 22.29¢ 11z 100
1941 10,65 109 40,82 119 22455 119 54493 109 7&e 22.41 «#5 101
1942 11,99 122 50,82 148 32.85 173 57.86 115 7¢¥ 27.80 ryr 125
1943 13.44 137 60,44 176 40495 216 59,25 117 722 3442 +8: 154
1944 13.10 134 64,12 187 LLa"T5 236 67.23 133 79¢ 43,60 2¢1 196
1945  12.81 131 66.58 194 44,452 235 72,35 143 @ 12 46,3514y 208
1946 12,68 129 66,67 19, 4332 227 82,92 164 2%/  42.39 224 190
1947 13.27 135 67.14 196 43417 228 93.16 185 2 72 46,8247 210
1948 15.59 159 T1e43 208 45495 242 91.93 182 2 ¢35 49.09 as¢ 220

¥Excludes Los Angeles Motor Coach
*%*Includes Taxes

¥ bopoded on (" sloip ik,

L
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Pacific Electric Railway Company

TABLE NO, XITT

DISTRIBUTION OF EXPE'IDITURES IN TOTAL AND PER DOLLAR OF REVENUE

ITIM

)
Operating Expenses & Taxes:

Trainmen & Operators Wages

Other Wages

- . . - - L] -

Mateﬁ.al COStS & + 8 4 a2 »

Power Costs

Depreciation 4« « ¢« ¢ « « »
Rent of LEquipment & Facilities
Loss and Damage Claims « « « «
Personal Injury Claims « « « «
Empl. Welfare Contr.Group Life
Empl. Welfare Contr. Pensions &

Gratuities ¢ 4 & .9

State Taxes

4 a s ° @
City & County Taxes
Railroad Retirement
Unemployment Insurance

Other Federal Taxes. s

Insurance

Amortization of Franchise
Total Operating Lxpenses & Taxes.

Deductions from Gross Income:

-
L
L3
L
-
L]

L]
L3
.
-
L
L]

L]
S

Rent for Leased Roads

Iliscellaneous Rents
Interest on Funded Debt

L] L -

Interest on Unfunded Debt
Miscellaneous Debits . . .

Total Deductions

Income:

Operating Revenues .

llon-Operating Income
Total Income

Net Income:

Total Expenditures

" & @+ =

" 4 & & = v £ »

- - - - -

- a L] * & a . a

s 8 8 & 9

YEAR - 1947
(Includes P,E, Proportion of L.AM.C, & Harbor Belt Line)

I

" 8 & = § § & &

# 858 & 8 8 & & &

n

1]

* & & & & ¥V 3

" & & 4 =

PER DOLLAR OF
TOTAL AMOUNT REVENUE
(2) (3) (L)
.« $9,738,237.51 28. 50¢)
. « 12,230,425,35 35,80 )  6k4.30¢
LA 3,993'716'85 11.-?0
e v 1,183,110,69 346
e « 1,612,505,63 Ly 72
L | 1,203,3314-.30 3‘52
g 66,158.43 .19
« & 1410755055 3.24
Prqu 36,363-76 ellg
3 18,045.16 £05) .16
hE 577,919.85 1.69 )
- 901, 591,37 2.6k )
e « 1,174,620.49 3.44 )
& ® 615,153.76 1.80 )
¢ s 123,666,13 :36 ) 9.93
. LT7,477,04 <14
. @ 1,210.91 )
. $34,636,091.78 101,37
: 38,617.65 .11)
® A L,780.48 .01)
. s 1,227,214,81 3.59)
.5 13,076.71 +OL)
.. 8,533.46 .03) 3.78
.. $1,292,273.11 _37
. « $35,922,364.89 105.15
» o %33,798,485,06
I 369,806, 85
o o $34,168,291,91 100,00
. «(%1,760,072.98) (5.15)

xxii

(RED_FIGURLS)



TABLE NO, XITI-A

Pacific Flectric Railway Company

DISTRIBUTION OF EXPENDITURES IN TOTAL AND PER DOLLAR OF REVENUE

YEAR - 1948
(Includes P,E, Proportion of L.A.M.C, & Harbor Belt Line)

PER DOLLAR OF
ITEM TOTAL AMOUNT —REVENUE
(1) (@) (3) (%)
Operating Expenses & Taxes:
Trainmen & Operators Wages . « v » « $ 9,985,623,21 28.72¢)
Other Wages ® & @& & w ¥ & F D P 3 8w 11'260’663030 }2-@ ) 61-111'
FOWEE COStS u o w4 & ¢ @ ¢ % & % 1,461,809.26 Ly 21
ERETEedation ¢ « o v & % & @ 4.8 e . 1,674,327.66 L.82
Rent of Equipment & Facilities . . . 1,166,266, 71 3.36
Loss and Damage Claims « + o o« « + « 109,347.73 31
Personal Injury Claims « o o « « » 1,181,101, 57 3.40
Empl. Welfare Contr,Group Life Ins.Prem. 32,178.24 .09)
Empl., Welfare Contr,Pensions & )
Gratudtios o o & w0 ¥ € @ @ @ ¥ 4 18,382.00 .06) 15
AEBLE TAXBE . 5 s 5 5 s o> v 0¥ 296,740,15 .85 )
City & County Taxes P 876,231,70 2,82 )
Railroad Retirement 4 « + « o o o o 1,127,285,27 3,25 )
Unemployment Insurance . « « « » » » 101,697, 42 .29 )
Other Federal TaXes . « « s s » = » 8,860, 96 a8 ) 6 bt
TRBUTANCE o % = ¢ 5 2 o9 & & @ 39,938. 48 11
Amortization of Franchises . . + 4+ o 1,181.94 -
Total Operating Expenses & Taxes, ©33,434,%58,99 96,22
Deductions from Gross Income:
Rent for Leased Roads . . « « « « a 38,033, 52 o1l
Miscellaneous Rents . « ¢ « o v e ‘0,?3?.26 + Ol
Interest on Funded Debt . + + 4+ . & 1,227,200,00 3.53
Interest on Unfunded Debt ., . + + « 2,202, 63 .01
Miscellaneous DebitS « « » o o o + 8,152, 82 .02 3,68
Total Deductions +'s « 4 « » » » $ 1,280,326,23 3.68
Tﬂtal an:erﬂiturES e & ¥ o » $31§-,715'185¢22 99!90
Income:
Operating Re\renues r & ® e ©® & » @ $3}4,313,1l62¢50
NOH—OPEPating Income ¢ @ » 2 8 b e 0w 1;31;,902- 56
Total Income e ¢ ® * 4 &8 & W » « ﬁ}&,i&&,}éﬁgﬁﬁ_ M
Net InC'Ome: » & &4 @ & & 3 ® e 0w b e @ $ 33_11?90815 llO_

xxii-a



T NO, XIV

Pacific Flectric Railway Company

STATISTICAL DATA

REvaI'iILEs—Railo.an--o.c-vo.
- Motor Coach . . P ¢ & 2 @ # &0

FARE PASSENGERS = Rail o o o » ¢ s s ¢ s 6 ¢ & o
= I[otlor Coach @ & e » ® = - & @

TRANSFEI{PASSENGERS‘R&il‘ * & ¢ ® 8 =& & © » @
—Motor Coach o & 2 o ® o

TOTAL (FARE, TRANSFER & FREE) PASSENGERS - Rail,
-M, C.

TOTAL FARE & TRANSFER FPASSENGERS - Rail & M, C,
TOTAL ALL PASSENCERS - Rail & Motor Coach . o+ »

OPERATING REVENUE PER MILE - Rail, o «.v 6.5 « »
- Motor Coach FI

OPERATING EXPENSES (Incl. Taxes) PER MILE - Rail
- Hp CI'

RATIO OF TRANSFER PSGRS. TO FARE PSGRS. =~ Rail

- M, C.

FARE PASSENGERS PER MILE OPERATED - Rail + « «
- Motor Coach.

TRANSFER PASSENGERS PER MILE OPERATED - Rail . .
- MQ C.O L

TOTAL (ALL) PASSENGERS PER MILE OPERATED - Rail,
- M G

RATIO OF OPERATING EXPENSES (Incl, Taxes) TO
OPE\TING REVENUE - Rail * * ® & & a 3 & a
- Motor Coach v ¢+ ¢ & + &

RATIO OF OPERATING EXPENSES (Incl. Taxes) TO
OPERATING REVENUE -~ Rail & Motor Coach . + «

Year 1947

15,765,586
16,223,059

82,231,465
40,061,202

8,137,920
2,078,117

93,464,163
42,934,954

132,508, 704
136,399,117

Tl L3¢

93,16¢.

llvéc 82¢

9.90%
5, 19%

522
247

e 52
.14

5. 93
2,65

130, 42%
99, 42%

117, 71%

Year 195§

14,538,441
16,632,022

65,343,800
37,608,850

9,937,114
2,753,879

77,779,964
11,172,036

115;6}}3, 61{-3
118,952,000

750 67¢
L9« 40¢

91.93¢
49.09¢

15.21%
7.32%

Le L9
2,26

.68
o 17

5435
2,48

121, 48%
99, 38%

112.03%



ATXX

PUBLIC UTILITIES COMMISSION OF THE STATE OF CALIFORNTA

TRANSPORTATION DEPARTMENT
Engineering Division

ELECTRIC RAILWAY AND URBAN BUS TRAVEL AND REVENUES

Comparative Report for the Year 1948

: Name of St;f_et Railway Fare Passengers e Passenger Revenue ¢ 2 £
¢ local Bus Companv H 1948 : 1947 tIncrease: 1948 2 1947 . :Increase:
(1) (2) (3) (4) (5) (6)
Bakersfield & Kern Electric Rwy. 5,960,908 6,054,889 1.6 § 418,831,448 $  413,250,48 1.4
California Street Cable RR.Co. 7,08L, 553 7,943,632  10,8% 705, 485. 30 728,121.10 3,1%
Fresno City Lines, Inc, 7,796,215 8,982,344 13.2% 637,582,311 580,109, 30 9.9
Glendale City Lines, Ince 5,107,467 5,822,711  12,3% 385,764.91 360, 597. 65 7.0
Inglewood City Lines 3,051,712 3,307,869  T.7* 277,399, 26 251,928.97 10.1
Key System - Transit 88,801,104 91,216,186  2.6%  8,969,549.35 9,010,884, 32- 0. 5%
Los Angeles Motor Coach Co. 58,513,759 59,566,492 1. 8% 4,809,549.11 6,037 ,291,92 20, 3%
Los Angeles Transit Lines 303,390,365 345,032,298 12,1% 22,874,113.90 23,143,592.16 1.2%
Municipal Ry. of San Francisco 211,588,948 220,007,678  3.8% 17,930,892.47  18,688,113.92 Lo 13
Pacific Electric Motor Coach 14,116,592 14,938,704  5.5%  2,128,208,08  2,084,119,00 1645
Pacific Electric Railway 15,211,058 58,629,525  22.8%  5,537,533.90 5,583,246, 41 0, 8%
Pasadena City Lines, Inc. 14,878,060 16,163,118  8,0% 965,877 62 848, 519.08 13.8
Sacramento City Lines, Inc. 16,755,010 16,396,915 2.2  1,308,511.68  1,092,822.43 19.7
San Diego Electric Railway 7,871,226 78,678,546  h.8%  5,825,256,63  6,010,670,38 3,1
San Jose City Lines, Inc, 13,053,387 12,707,137 2.7 858,192, 28 678,333.12 26,5
Stockton City Lines, Inc. 8,637,874 8,566,684 0.8 681,145.22 - 570312, 90 192 %
TOTAL 878,848,238 954,014,728 7.9%  74,613,893.50 76,081,713.1L 1. 9%
SELECTED INTERURBAN LINES
Key System - Bridge 29,618,443 32,978,613  10.2%  5,891,155.98  5,769,428,85 2.1
Pacific Electric Motor Coach 23,492,258 25,122,498  6,5%  5,213,927.87  14,922,877.0L 5,9
Pacific Electric Railway 20,102,742 23,601,940 14.8% L, 348,003, 04 5,001 ,.650¢ 62 3 15
TOTAL 73,213,443 81,703,051 10. 4%  15,953,086.89 15,694,016, 51 1.7
GRAND TOTAL 952,061,681 1,035,717,779  8.1% 90,566,980,39  91,775,729.65 1.3%
*Red Figures

o

e ——
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COMBINED REPORT FOR THE YEAR OF 1948

LINE Fare Passengers % Passenger Revenue : % :
1948 1947 Increase: 1948 : 1947 :Increase:
(1) (2) (3) (4) (5) (6)
SYSTEM TRANSIT
Bridge 29,618,443 32,978,613 10.2% § 5,891,155.98 $ 5,769,488.85 2.1
Transit 88,801,104 91,216,186 2, 6% 8,969, 549,35 92,010,884.32 Q. 5%
TOT AL 118,419,547 124,194,799 ba T 14,860,705.33 14,780,373.17 0.5
PACIFIC CITY LINES
Glendale City Lines 5,107,467 55,822,711 12,3% 385,764,91 360,597, 65 7.0
Pasadena City Lines 14,878,060 16,163,118 8,0% 965,877, 62 848,519,08 13.8
Sacramento City Lines 16,755,010 16,396,915 2,2 1,308,511, 68 1,092,822,43 19.7
San Jose City Lines 13,053,387 12,707,137 2.7 858,192, 28 678,333.12 26.5
Stockton City Lines 8,637,874 8,566, 68L 0,8 681,145, 22 570,112.90 19.5
PACIFIC ELECTRIC RATLWAY COMPANY
Local - Motor Coach 14,116,592 14,938,704 Be 5% 2,428,208,08 2,084,119.00 16.5
Local - Rail 45,241,058 58,629,525 22,8% 54537,533.90 5,5%3,246. 11 0. 8%
Interurban - Motor Coach 23,492,258 25,122,498 6. 5% 5,213,927.87 4,922,877.04 5.9
Interurban - Rail 20,102,742 23,601,940 14, 8% 4,848,003,04 5,001,650, 62 3 b
TOTAL 102,952,650 122,292,667 15,8% 18,027,672.89 17,591,893.07 265
LOS ANGELES TRANSIT LINES
Motor Coach 58,513,759 59, 566,492 1.8% L4809, 549,11 6,037,291.92 20.3*
Rail 303,390,365 345,032,298 12,1*% 22,874,113.90 23,143,592,16 1, 2%
TOTAL 361,904,124 404,598,790 10, 6% 27,683,663,01 29,180,884.08 Se 1%

#*Red Figures.
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r Ve T NO. XVI

| [M

M
Pacific Electric Railway Company
EXPENDITURE OF HIGHWAY AND MOTOR VEHICLE FUNDS
STATE OF CALIFORIITA
¢ Fiseal 3 State 1 County $ City : Total 3
: Year : E;gend%turas : Expenditures _: Expenditures : tures :

(1) 2 (3) W 55%
1920 $10,496,000 $16,935,000 $ 7,176,000 $34,607,000
1921 10,473,000 27,988,000 7,619,000 146,080,000
1922 20,303,000 26,786,000 9,922,000 55,011,000
1923 20, 596,000 244,164,000 10,343,000 55,463,000
1924 19,530,000 24,002,000 14,949,000 58,481,000
1925 18,970,000 25,879,000 21,262,000 66,111,000
1926 19,139,000 26,077,000 19,847,000 65,063,000
1927 18,975,000 26,164,000 20,880,000 66,019,000
19238 18,797,000 30,754,000 21,054,000 70,605,000
1929 23,303,000 28,544,000 26,768,000 83,615,000
1930 35,891,000 27,806,000 21,252,000 8L,,949,000
1931 34,966,000 29,899,000 17,769,000 82,631,000
1932 37,745,000 27,326,000 17,041,000 82,112,000
1933 35,466,000 21,115,000 12,611,000 69,192,000
1934 38,505,000 19,082,000 10,357,000 67 4 9Ly, 000
1935 38,145,000 18,499,000 11,883,000 68,527,000
1936 38,960,000 17,629,000 13,292,000 69,881,000
1937 48,613,000 19,585,000 18,958,000 87,156,000
1938 41,414,000 21,038,000 19,645,000 82,097,000
1939 37,349,000 21,970,000 20,122,000 79,441,000
1940 35,342,000 20,476,000 18,970,000 74,798,000
1941 40,382,000 21,222,000 17,923,000 79, 533,000
1942 41,986,000 21,905,000 21,119,000 85,010,000
1943 43,472,000 14,872,000 18, 568,000 76,912,000
1941 37,475,000 16,814,000 15,983,000 70,272,000
1945 32,159,000 18,754,000 15,542,000 66,455,000
1946 42,304,000 25,290,000 19,290,000 86, 87L,000
1947 81,611,000 33,319,000 27,256,000 145,176,000
1948 116,377,000 58,755,000 40, 1,5%,000 215,590,000
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Pacific Electric Railway Company

- P g L7
ff[}_ Cordy of ol //4* 1y’ |~ STATISTICS OF AUTOMOBILE USE
: : AUTO & TRUCK : GASOLINE £ LOS _ ANGELES __ COUNTY :
: - REGISTRATION 3 _CONSUMPTION : Annual ConsumpiRegistered: Auto :Passenger:Population:
: Year : State :L, A, County: State : L.A, County: per Vehicle :Autos On Miles Miles er Auto :
(Million Gallons) Millions i
(1) (2) (3) () (5) (6) (7) (8) (9) (10)
1923 1,100,283 425,582 547 212 497, 8 410,517 2,554 3,699 3.25
1924 1,319,072 532,082 670 271 508, 5 465,950 2,961 L, 282 3.54
1925 1,439,402 578,298 7L9 301 520.7 506,267 3,295 L,771 3.43
1926 1,599,246 635,949 835 332 522, 1, 560,136 3,657 54296 3.29
1927 1,693,195 678,462 943 378 557.0 601,637 4,188 6,065 3.20
1928 1,799,890 734,057 1,011 412 561,7 654,100 4,592 6,650 3.07
1929 1,97h,341 810,133 1,139 1468 5773 776,677 5,60k 8,115 2.68
1930 2,041,356 842,528 1,211 500 593.3 806, 261 5,979 8,658 2,72
1931 2,043,281 843,536 1,240 514 608, 8 805,787 6,132 8,279 2,82
1932 1,971,616 809,703 1,221 L7 614.3 772,399 5,931 8,582 3..00
1933 1,958,797 808, 640 1,205 L98 615. L 770,877 5,929 8, 586 3,03
1934 1,993,116 819,425 1,212 498 608.2 779,915 5,929 8, 575 3,11
1935 2,150,740 834,521 1,358 559 631.3 838,983 6,620 9,536 2,91
1936 2,327,029 956,974 1,478 608 6351 907,223 7,202 10,428 2,76
1937 2,483,473 1,030,406 1,565 650 630. 4 975,392 7,686 11,129 2,62
1938 2,509,691 1,036,904 1,561 645 622.2 979,974 7,621 11,035 My
1939 2,605,147 1,020,031 1,659 649 636.7 1,019,293 8,113 11,748 2.69
1940 2,772,159 1,160,124 1,737 727 626.7 1,093,290 8,565 12,402 2.55
1941 2,961,247 1,248,787 1,947 821 657.5 1,174,358 9,651 13,975 2. 44
1942 2,834,808 1,199,550 1,679 711 592.3 1,127,538 8,348 12,0988 2.61
1943 2,748,901 1,151,278 1,389 582 505. 5 1,082,809 6,843 9,909 2. 86
1944 2,779,243 1,159,874 1,418 592 510. 2 1,084,930 6,945 10,056 2. 96
1945 2,853,177 1,182,343 1,752 726 614.0 1,103,914 8,473 12,269 3,06
1946 3,097,832 1,291,569 2,367 987 76L.2 1,196,319 11,428 16,548 2.90
1947 3,476,554 1,451,001 2,594 1,083 46,3 1,333,738 12,443 18,017 2,72
1948 3,746,266 1,594,695 2,745 1,095 732.7 1,426,073 13,305 19,266 2,63
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A CITY ON WHEELS == AUTOMOBILE WHEELS
Robert Gresham
Auto Club of Southern California

(An address at meeting of The Research Committee, Los Angeles Chamber of Com=-
merce, October 15, 1948)

Sixty years ago -- in 1888 -~ when the Los Angeles Chamber of Commerce
was founded, there were no automobiles on the streets of Los Angeles, and all
of the growth of this industry has come since the organization of the Chamber.
It wasn't until eight years later that Los Angeles horses first were frighten-
ed into breaking out of their traces by the appearance of half a dozen noisy
horseless carriages.

Despite prejudice, suspicion and ridicule, automobiles were not to be
denied their place in the economic sun. In metropolitan Los Angeles today
the automobile means an annual volume of business well in excess of two
billjon dollars, and is the sole means of transportation for hundreds of
thousands of people. It is the region's Number One industry, in order of
economic importances.

Ten assembly plants in the Los Angeles metropolitan area have a combined
capacity of about 1,000 cars daily -- an annual capacity output in excess of
2504000 cars, with an f.o.b. plant value of more than $400,000,000.

Nearly 7,500 service stations provide gasoline, oil and service to Los
Angeles cars at the rate of another $400,000,000 per year.

Sale of cars, parts, maintenance and repairs by new car dealers approxi-
mate $1,200,000,000. Still more millions are represented in the average in-
vestment of $175,000 in plant and inventory by each of the more than 900 auto-
mobile dealers in the Los‘Angeles metropolitan area.

Twenty~two hundred merchants dealing in used cars maintain a stock of
approximately 125,000 motor vehicles -- forty per cent more vehicles than are
on the streets and highways of all Continental Europe,

The over-all annual business done by the automobile industry in Los
Angeles approximates $2,250,000,000, which is about equal to the assessed val-
uvation of all property in the City of Los Angeles.

Recognized as the second most important automotive center in the world,
Los Angeles' continuing improvement of streets and highways makes possible the
fullest utilization of motor vehicless

One thought for the future -~ it was recently announced by the research
organization of the Automobile Manufacturers Association that, barring another
war, by 1952 Southern California will absorb six per cent of the total world
production of automobiles, the nearest area competitor being Greater New York
City, with only 1-1/k per cent of world production. Southern California, with
Los Angeles as its heart, is an area and a city whose economy and society are
indisputably on wheels -~ automobile wheels!
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PACIFIC ELECT
COMPARATIVE STATEMENT OF REVEN

FOR YEARS 1940 TO 1948, INCL
Line Number 1 2 3 q
PASADENA PASADENA # EL MONTE- MO
Na. NROVIA

me of Line O0AK KNOLL SHORT LINE BALDWIN PARK GLENDORA SIE

1940 Revenue Passengers & Index  1,487,951[100.0 1,384,818 [100.0 937,131| ® 895,139(100.0 309,
1940 Passenger Revenue & Index $201, 543 (100.0 $182,481(100.0 $245, 367 L} $187, 356|100.0 $47,
1941 Revenue Passengers & Inuex 1,545, 224 |1103.8 1,418,990 102.5 936, 740 u 1.002.126(111.9 321,
1941 Passenger Revenue & Inuex $2119,908 |104. 6 $184,964 (101.4 $220, 027 L] $199, 255 (106.3 $43,
1942 Revenue Passengers & Index 2,084,278 (140.1 1,889,395({13G.4 1,109,777{100.0 1,323,765|147.8 450,
1942 Passenger Revenue & Inudex $294,418 |146.1 $251,857(138.0 $191, 062 [100.0 $266, 766 (142.3  $62,
1943 Revenue Passengers & Index 2,623,445 [176.3 2,462,57GC |177.8 1, 356, 303 {140.2 2,444,625(273.1 533,
1943 Passenger Revenue & Index $3G9, 010 {183.1 $340, 501 |186.6 $253, 738 |1132. 8 $477,954(255.1 $73,
1944 Revenue Passengers & Index 2,906,414 (195.3 2,954.838 |213.4 1,954,909(176.1 2,500,928|279.3 623,
1944 Passenger Revenue & Inuex $386,634 |191.8 $397, 306 [217. 7 $296, 911 (155.4 $470, 131(250.9 $82,
1943 Revenue Passengers & Inuex 2,853,783 (191.7 3,014,188 (217.7 2,096, 186|188.9 2,730,816(305.0 G18,
1945 Passenger Revenue & Index $393, 239 (195.1 $417, 655 [230. 1 $302,634(158.4 $540,801(288.6 $89,
1946 Revenue Passengers & Inaex 2,707,648 (181.9 2,956,939 (213.5 2,167,276(195.3 2,551,850|285.0 394,
1946 Passenger Revenue & Inudex $391,582 |194.3 $424,743 |232.8 $315,116(164.9 $541,214|288.8  $90,
1947 Revenue Passengers & Inuex 2,381, 964 [160.1 2,549,391 (184.1 1,910,327(172.1 2,232,637(249.4 592,
1947 Passenger Bevenue & Index $381,214 |189.1 $419,357 (229. 8 $306, 990 160. 7 $514,044|274.3 $99,
1948 Revenue Passengers & Index 2,037, 790 [13G.9 2,253.5251162.7 1,761,109|158.7 2,137,432(238.7 452,
1948 Passenger Revenue & Index $3CG3, 395 (180.4 $419,476 (229.9 $348,184(182.2 $572, 531|305.5 $86,

Line Number 23 28 29 30
SUBRAY - SANTA

MONICA BD-WEST HOLL

Name of Line RATTS - BOLLYWOOD - -SAN GLENDALE VENICE SHORT SA

SIERRA VISTA FERNANDO VALLEY -BURBANK LINE E

1940 Revenue Passengers & Index 4,808, G011100.0 G,270,672 |100.0 3,917,6241100.0 1,892,946|100.0 14,7
1940 Passenger Revenue & Index $321,872({100.0 $492, 12€ (100.0 $395, 760{109.0 $231, 282(100.0 $9
1941 Revenue Passengers & Index  5,287,675(109.9 7,240,724 [115.4 5,387, 850(137.5 118, 649, 175 |
1941 Passenger Revenue & Index $341,232(10C.0 $540,084 (109. 7 $488,595|123. 4 $1, 278, 436
1942 Revenue Passengers & Inuex 6,434,506(133.8 8,891,€69 |141.7 7,088,571|180.9 A 21, 510, 171
1942 Passecnger Kevenue & Index $443,995 |137.9 $740,619 (150.4 $703, 196 |177.6 $1, 560, 937
1943 Revenue Passengers & Incdex 7,824,010 |162.7 11,231,415 (179.1 8,895,152|227.0 28,323.435
1943 Passenger Revenue & Index $G13,043(190.4 $1,058,901 /215.1 $908,318(229.5 w
1944 Revenue Passengers & Incex 11, 507, 205 |239.3 13, 232, 657|211.0 9,993, 187(255.0 6, 205,820(327.8 27,6
1944 Passenger Revenue & Index $854, 820 (2C5.5 $1,215,751|247.0 $975,569|246.5 $755,030(326.4 _$1,9
1945 Revenue Passengers & Inuex 12,973,031 (269.7 14,075,855|224.4 10,150,007 (259.0 6,388,894 (337.5 28,4
1945 Passenger Revenue & Index $903,4€3 |280.6 $1, 281,351(260.3 $997,003(251.9 $791,983|342.4 $1,9
1946 Revenue Passengers & Index 13, 664, 061 |284.1 14,398,781|225.6 10,174,003(259.6 6,311,421(333.4 28,1
1946 Passenger Revenue & Index $928, 051 [288.3 $1,339,859(272.2 $1,039, 767|262.7 $767,275(331.7 $1,9
1947 Revenue Passengers & Index 12, 500, 100 [259.9 13, 034,460( 207.8 9,166, 300 |233.9 5,408,636 (285.7 26,0
1947 Passenger Revenue & Inuex $862,438 |267.9 $1,189,218|241.6 $ 905,414 (228.7 $727,626 (314.6 $1,8
1948 Revenue Passengers & Inuex 9,976,774 |207.4 10.377,13§ 165.4 7,617,509 |194.4 4,911,239(259.4 21,7
1948 Passenger Revenue & Index $922, 332 |286.5 $1, 123,451 228.2 $ 856,641(216.4 $763,940|330.3 $1,8

O e *

Voo

See also comparison of combine¢ results of L.A.-El Monte-Baldwin Park rail line, Red

Bernardino-Riverside-Arlington Line, and L.A. -El1 Monte-Pomona-San Bernardino-River:
See comparison of combined results of Sierra Madre rail line and San Marino-Sierra M
See also comparison of combined results of Newport Beach rail line ana L.A. -Balbea m
Includes L.A, -San Pedro Steamship Service.
Incluues Long Beach-San Pedroe Steamship Service.
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IC RAILWAY COMPANY
UE PASSENGERS AND PASSENGER REVENUE

SIVE, WITH INDEXES BASED ON 1940

i 6 7-8 9-10 11 12 17

a @ LONG BEACH SANTA MONICA ®

A MADRE L.A. -LONG BEACH L.A. -SAN PEDRO -SAN PEDRO SANTA ANA AIR LINE NEWPORT BEACH
475)100.0 1, 816, 791 (100.0 1,378,976 (100.0 1,049, 334|100.0 343, 984 |100.0 14,316 (100.0 63,246]100.0
157|100.0 $454, 542 100.0 $265,866 |100.0 $104, 202/ 100.0 $81, 612 [100. 0 $1,859(100.0 $18,354(100.0
495/103.9 1,934,873 (10C. 5 1,592,908 |115.5 1,223,933|116.6 405,422 [117.8 5.545| 38.7 -- -
577| 92.4 $522,667 [114.9 $344,242(129.4 $125, 060|120.0 $98, 423 (120. 5 $682 | 3G.6 -- -
633|145.6 2,852,306 [157.0 2,989,084 (216.7 2,217,092(211.2 750, 758 |218. 2 12,565 | 87.7 1,345| 2.1
844 1133.3 $819,184 (180.2 $6536, 940 |247.0 $254,283|244.0 $199, 061 [243.9 $1,688| 90.8 $784| 4.2
708 |172.5 4,645,961 (255.7 5,735,381 (415.9 4,040.536(385.0 1,538,209 (452.9 17,765(124.0 115,932|183.3
799 |156. 5 $1,284,675|282.6 $1, 252, 186 [470.9 $449, 662|431.53 $423,479|518.8 $2,571/138.3 $47,522|258.9
311 (202.1 6,361,299 (350.1 7,759, 583 [562.7 5,534,022|527.3 2,270,201 (659.9 22,633 (157.9 8,085 12.7
426 |174.8 $1, 666, 5336 |366. 6 $1,724,877|G48.7 $577,656)|354. 3 $590, 800(723. 9 $3,166 (170.3 $3,285| 17.8
190/199.8 7,881,677|433.8 8,580,265 (622.2 5,734,089|54G.4 2,479, 296 (720.7 27,217|189.9 13,405| 21.1
335 (189.4 $1, 949,402 428.8 $1,881,542(707.7 $581, 904 558.4 $635, 905 (779. 1 $3, 723 |200.2 $5,378| 29.3
494 |192.1 G, 968,209 (383.5 6,774,107(491.2 3,325,520(316.9 2,231,655 (648.7 31,721 (221.4 24,225| 38.3
345 (191. 6 $1, 805, 838 (397.2 $1,497,401 (563.2 $352, 683(338.4 $501, 139 (614.0 $4, 526G |243.4 $9,547| 52.0
341 |191.4 5,499, 835 |302. 7 5,163,320(374.4 1,0692,419|161.2 2,064,688 (600.2 23,227|162.1 53,178 84.0
247 |210.5 $1,412,840(310.8 $1,089,875|409.9 $197,577|189.6 $492,843(603. 8 $3,851(207.1 $18,459|100.5
996 * 4,575, 288 |251.8 4,364,925(316.5 1,090,712|103.9 1,863,553 (342.3 20, 106G [140.3 60,006, 94.8
973 | * $1, 369, 374 |301.2 $1,031,102(387.8 $147,230|141.2 $482, 035|590. 6 $3,9C€6 (213.3 $23,535|128.2
32 51 52 54 55 56 58
SUBWAY -
YWOOD BLVD. GARFIELD AVE. LONG BEACH- LOS ANGELES LOS ANGELES
N VICENTE HIGHLAND ALHAMBRA FUNTINGTON - BALBOA ¢ SANTA ANA
CHO PARK PARK TEMPLE CITY PARK MOTOR COACH SUNLAND MOTOR COACE
27,642]100.0 718,452(100.0 + 1,097,636(100.0 712,086 |100.0 & 148,694(100.0 (82,469(100.0 905, 763 |100. ¢
36, 403/ 100.0 $38,523|1060.0 + $136,688|100.0 $70,476(100.0 © $48,422(100.0 $97,132|100.0 $1G4,014|100.0
112.9 748,600 |104.2 & 1,242,023|113.2 1,01¢,988(142.0 13¢,218| 87.6 807,582(118.3 1,106,817(122.2
Pns.s $37,966| 98.6 '@ $160,84¢(117.7 $106, 344 |150. 9 $48,077| 99.3 $114,621(|118.0 $206, 926G |12G. 2
130. 2 981, 681 [136.6 2,019,261 (184.0 1,772,031 |248.8 258, 056 (173.5 1,259,488 (184.6 1,805,278(199.3
133. 7 $52,699 |136.8 $276, 634 [202. 4 $198, 589 [281. 8 $83,202 |171.8 $189,803|195.4 $3G9,419(225.2
171.4 1,142,361|159.0 2,621,489 |238.8 2,798,186 (393.0 273,483 (183.9 1, 798, 209 |263.5 2,700,604 |298.2
196. 1] $67,782|176.0 $339,431|248.3 $311, 513 |442.0 $80,819 [166.9 $259, 9GG |267.6  $564, 709 |344.3
03.925\187.4 1,372,193|191.0 3,102,543 |282.7 4,402,045|618.2 508, 796 [342.1 2,295,486 (336.4 3,790, 020|418.4
32,915|206.4 $79, 732 |207.0 $404, 523|295.9 $387, 85€ [550. 3 $147,806|305.2 $323,119(332.7 $700,902 |427.4
56, 069 |193. 2 1,437,873(200.1 3,239,591 (295.2 3,835,704 (538.7 513, 785 |345.5 2,587,441|379.1 4,749,654 (524.4
64, 753|209.8 $85, 230 (221.2 $414,755|303. 4 $42€, 356 |G03. 0 $143,736|29G.8 $339,047|369.6 $815,583(497.3
99, 805|191.5 1,409,874|196.2 3,282,392(299.1 3,970,098|557.5 539, 937|363.1 2,606,045|381.8 4,994, 292(5531.4
78,239|211. 2 $87, 260 | 226. 5 $423, 867 (310.0 $472,516 |670. 5 $167,0C6(345.0 $367,008(377.8 $820,G87|500.4
62,149|176.9 1, 257,516 |175.0 3,023,033|275.4 3,607,028 |506.5 572, 285 (384.9 2,482,740(3C€3.8 4,545,967(501.9
@8,551 202.7 $97, 091 |252.0 $452,612|331. 1 $484, 063 [686.8 $177,752 (367.1 $394,203 (405.8 $814, 637 |496.7
78,818/|147.9 1,105,476 (153.9 2,893,809(|263.6 2,992, 165|420.2 568, 709 (382.5 2, 442,556 |357.9 4,337,974|478.9
71,171/199.8 $107, 258 |278.4 $503, 499| 368.4 $459, 276 |651.7 $194,5761401.8 $446.325(459.5 /' $858,285|523.3
iands-San } Combined results for rail ana motor coach operations.
side Line. Rail line only

wire motor coach line.

ytor coach line.

Comparison not available by separate lines
Comparison not satisfactory account changes in operations, and
indexes are based on 1942,
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PACIFIC ELE

COMPARATIVE STATEMENT OF REV

FOR YEARS 1940 TO 1948, 1IN
Line Number 59 61 62 63
REDLANDS L.A. -EL HONTE-#
SAN BERNARDINO POMONA
Nam f Li LONG BEACH - LONG BEACH # RIVERSIDE SAN BERNARDINO
e o ne RIVERSIDE PASADENA ARLINGTON RIVERSIDE
1940 Revenue Passengers & Index 62,832(100.0 87,254|100.0 + 310,005/100.0 1,907,168 =
1940 Passcnger Revenue & Index $25,209|100.0 $18,127|100.0 + $20,961|100.0 $397,384| =
1941 Revenue Passengers & Index 81, 703|130.0 94, 086|107.8 + 328,443|108.9 2,421,869 =
1941 Passenger Revenue & Index $36,355|144.2 $20, 565|113.4 + $22,161)|105. 7 $589,355| ®
1942 Revenue Passengers & Index 169, 441(269.7 144,158165.2 + 508,908(164.2 4,108,377(100.0
1942 Passenger Revenue & Index $77,832|308.7 $33,022]182.2 + $35,17CG|1€7.8 $1,101,364(100.0
1943 Revenue Passengers & Index 283,805|451.7 193,879|222.2 ® 1,055,101|340.3 6,822,772 |166.7
1943 Passenger Revenue & Index $136,431{541.2 $4C¢,899|258.7 '® $81,865(390.5 $2,037,448(185.0
1944 Revenue Passengers & Index 368, 075 385. 8 263,770|302.3 ¢ 1,440,714|464.7 8,430, 651 |205. 2
1944 Passenger Revenue & Index $169,343|G71.7 $G3, 686 |351.3 ¢ $115,446|550.7 $2, 563, 289 |232. 7
1945 Revenue Passengers & Index 444, 755| 707. 8 259,216 (297.1 ¢ T,6346,360(434.3 8,803,173 (214.3
1945 Passenger Revenue & Index $203,819|808.5 $59, 355 [327.4 & $110,756|528.4 $2, 398, 661 |217. 8
1946 Revenue Passengers & lIndex 518, 532| 825.3 230,879 (264.6 ¢ 1,048,291|338.1 8,647, 589 (210.5
194C Passenger Revenue & Index $226G, 081|89C. 8 $53,574 |1295. 5 L $90, 950 (433.9 $2,173,964 |197.4
1947 Revenue Passengers & Inuex 432,425|(G88.2 494,635 2 1,854,667 ¢ 7,123,449 | ® 5
1947 Passenger Revenue & Inuex $164,149|651.2 $127,278 : $239, 314 : $1, 943,832 ] $1
1948 Revenue Passengers & Index 389,841|620.4 638, 769 2 1,779,37€ : 6,584,765 | ® 7
1948 Passenger Revenue & Index $155,061|6G15.1 $156, 274 £ $271, 775 $ $2,017, 996 8 $2
Line Number 80 81 82 83
HOLLYWOOD - NORTH VAN NUYS- Y
Name of Line EMERY PARK VENTURA BLVD. HOLLYWOOD CANOGA PARK SAN
i 027(100.0 33
1940 Revenue Passengers & Index 118, 996 ﬂOO.G 250,950|100.0 103, 221 {160.0 82, !
1940 Passenger Rew:nue & Index $4,944 [100.0 $20,694(100.0 $4,890 (100.0 $9, 522(100.0 g
1941 Revenue Passengers & Index 127,609 [107.2 388, 506 |154.8 143, 266 |138. 8 99, 865(121.7 r?]
1941 Passenger Revegue - & Index $6G,138 [124.2 $28,818(139.3 $7,540 [154. 2 $10,464|109.9 £
1942 Revenue Passengers & Index 177, 755 [149.4 630,809 (259.3 223,642 (216.7 172,015(209.7 111
1942 Passenger Revenue & Index $8,129 (164.4 $50,409(243.6 $12, 546 [256.6 $19,272|202.4 $1(
1943 Revenue Passengers & Inuex 200, 711 [168.7 968,445 (385.9 260, 101 (252.0 275,227(335.3 185
1943 Passenger Revenue & Index $8,901 (180.0 $76, 293 |3G8. 7 $13, 048 (266.8 $32,028(336.4 $1
1944 R Passengers & Index 220,857 |185. 6 1,240,813,494.4 372, 551 (360.9 324,168 (395.2 232
1944 nggﬁzzer Revegue & Inuex $9, 619 (194.6 $102.83dd497.0 $18,475 [377.8 $36,958 (388.1 $2
25.
1945 Revenue Passengers & Index 225,257 [189.3 1, 366, 590 |544. 6 469, 943 (455.3 318, 060|387.8 |
1945 Passenger Reveﬁue & Index $10, 000 (202.3 $116, 160 |561.3 $24, 808 |507.3 $36,577(384.1 $2
.0 287,251 (350. 2 24
1946 Revenue Passengers & Index 206,389 (173.4 1, 306,000 |520.4 500, 653 (483 5 |
1946 Passenger Revenue & Index $9, 528 (192.7 $117, 396 |567.3 $27,873 |570.0 $34,388(361.1 $2
i 0| & 275,378 (335. 7 25
1947 Revenue Passengers & Index 204,066 (171.5 1,472.705 K3 641, 22 ’
1947 Passenger Revenue & Index $10,681 |216.0 $167,878 t $46,218 | ¢ $42,452(445.8 $2
2( ¢ 257,727 (314.2 22
1948 Revenue Passengers & Index 177,442 (149.1 1,572,209 : 700, 47 .
1948 Passenger Revenue & Index $13, 286 |268. 7 $219, 784 : $65,353 | ¢ $40, 229 |422.5 $2

+ @K% W

- See also comparison of combined results o

Bernardino-Riverside-Arlington Line, and L.A. : P ! 2 :
- See comparison of combined results of Sierra Madre rail line ana San Marino-Sier
- Combined results for rail and motor coach operations.
- Rail line only.

f L.A. -E1 Monte-Baldwin Park rail line,
-El1 Monte-Pomona-San Bernaruino-R
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2 Pa s
TRIC RAILWAY COMPANY T
ENUE PASSENGERS AND PASSENGER REVENUE
CLUSIVE, WITH INDEXES BASED ON 1940
64 i? 73 76 77 8 79
SAN MARINO SANTA MONICA via BEVERLY -SUNSET HOLLY
PASADENA SIERRA MADRE BEVERLY HILLS BLVDS. BEVERLngggLS - LI LARUELED
POMONA MOTOR COACH  MOTOR COACH LINE  MOT Ll BEDONGO meach
OTOR COACH UNIVERSITY FRANKLIN MOTOR COACH
LA —-- -- 1,911, 383|100.0 131,883(100.0 1, 255, 000| 100.0 1,029,669 100.0 473,098 ¢
i e R -- $233,426|100.0 $22,912(100.0 $89,695(100.0 $44,349/100.0 $93:009 ¢
Lol -== - 2,128,751|111.4 132,318(100.3 1,350,422|107.6 1,093,007| 10€.2 842, 6
[ L $262,353|112.4 $24,415(106.6 $83.722| 93.3  $47,008|106.0 $1c§:g;§ {000
------ .- -- 3, 546, 753(185.6 163,616 |124. 1 1,710,029|136.3 1, 266, 040|122.9 1,256,725|149.1
b e == - -- $419,813|179.8 $31,475/137.4 $104, 807|116.8 $53,074|119. 7 $247:629 151:4
i s o - 5,117,604 (267.7 199, 714|151.4 2,213,065 176.3 1,459, 528| 141. 8
- - .- - $603, 171|258. 4 $32.686|142. 7 $161,644|180.2  $62.065 13%.; 1$3§gﬁggg gﬁgig
e Cios == - 7,052,650(369.0 261,473)|198.3 2,707,251(215. 7 1,641,816|159.4 2,585,460(306. 8
iR T $741, 147|317.5 $42,193|184.2 $189, 888|211.7 $67,329|151.8 $441, 598 290.0
Sl --- -- 7,537, 811|394. 4 288,328(218.6 3,041,558|242.4 1,804,486(175.2  2,836,497(336.6
--- -- $830, 247| 355. 7 $45,785(199.8 $207,016|230.8 $82,373|185.7 $464, 305|283.9
e === -- 7,272,405| 380. 5 289,322(219.4 2,862,919(228.1 1,808,434|175.6 2,833, 222133G.2
gem we ce= -- $846, 689| 362. 7 $43,681|190.6 $208, 283(232.2 $86,108|194.2 $481,836(294.6
,065| ¢ .- -- 53,992,101|313.5 257,520(195.3 2,613,825|208.3 1,662,681|161.5 2,692,976 (319.6
,007| ¢ - -- $855, 196| 36G. 4 $41,121(179.5 $203,369|226.7 $83, 799(189.0 $517,321 (316.3
,140|100.0 94,975 ¢ 5,804, 552 303. 7 314,723|238.6 2,162,695|172.3 1,172,125(113.8 2,610,075({309.7
,801|100.0 $190,973 ¢ $890, 027|381.3 $51, 165|223.3 $211, 296 |235. 6 $79,716|179.7 $577, 943 |353.3
84 83 86 COMBINATIONS OF LINES FOR COMPARATIVE PURPOSES
VAN NUYS L.A.-VAN NUYS L.A. -SIERRA MADRE L.A. -NEWPORT RAIL L.A. -BALDWIN PARK RAIL
N NUYS- BIRMINGHAM via RIVERSIDE DR~ RAIL & SAN MARINO & L.A.-BALBOA REDLANDS -ARLINGTON M/C
FERNANDO HOSPITAL MOTOR COACH LINE -SIERRA MADRE M/C MOTOR COACH LINE LA-SAN BERDO-RIVERSIDE M/C
726 100.0 - -- -—= -- 309,475100.0 148,694|100.0 3,154, 304|100.9
019(100.0 .- -- --= -- $47,157(100.0 $48, 422 |100. 0 $663,712(100.0
1921134.4 --- .- == -- 321,495|103.9 130,218| 87.6 3,707,052|117.5
899 |117.5 .- -- - -- $43,577| 92.4 $48,077| 99.3 $831, 543 (125.3
877 1208.2 == -- --- -- 450, 635 |143.C 259,401|174.5 5,727,062 |181.5
809 |215.4 === -- - -- $62,844 |133.3 $83,986(173.4 $1, 327,602 (200.0
010|344.4 .- -- .~- -- 533,708 |172.5 389, 415(261.9 9,434,176 (299.0
223343.2 -—- -- --- -- $73,799|156. 5 $128, 341 [265. 0 $2,373,051|357.5
421 1432.6 240, 540 ¢ == -- 625,311202.1 516,881 |347.6 11,826,274|374.9
550 |449.3 $20, 636 ¢ --- -- $82,426|174.8 $151,091(312.0 $2,975,646(448.3
969 |472.7 380, 403|100.0 - -- 618,190(199.8 '7,190 354.5 12,245,719|388.2
397 (50G. 0 $33,724100.0 --- -- $89,335(189.4 $149,114|307.9 $2,812,051(423.7
920 461. 53 372,175| 97.8 .- -- 594, 494 |192. 1 564,162(379.4 11,863,156|376.1
180|521.6 $32,536| 96.5 --- -- $90,345|191.6 $176,613(364.7 $2, 580,030 (388.7
294 1480.8 380, 279 |100. 0 233, 337 ¢ 592,341191.4 625,463|420.6 10, 888,443|345.2
438|58G.3 $38,028|112.8 $48, 619 ¢ $99, 247|210.5 $196,211 |405.2 $2,490, 136/375.2
604 |418.1 380,858 |100. 1 1, 006, 225 (100.0 547,971{177.1 628,715 |422.8 10, 125, 250|321.0
, 810 (554.1 $35,839(106.3 $209, 157 |100.0 $97,946|207.7 $218,111(450.4 $2,637,955|397.4
¥
Redlands -San B - Comparison not satisfactory account changes in operations, and
verside Line. indexes are based on 1942. : -
a Madre motor coach line. & - Motor coach operations only, between Riverside and Arlington. ;
¢ - Motor coach service not operated full year; indexes are based on first
full year of operation
¢ - Comparison not satisfactory account change in service.

y - XXix-a
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TREND OF TRANSIT TRAFFIGC, 1941 - 1949

TO FEBRUARY 28, 1949
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| Aggregate of Portions of
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Paclific Electric Rail

PASSENGER OPERATING
YEARS 1943 - |948,

1943 1944 1945
LOCAL INTERURBAN LOCAL INTERURBAN LOCAL INTERURBAN I
(1) (2) (3) (4) (5) (6)
Total Passenger Revenue $4,871,129 $5,492, 809 $5,734,087 $6,720,435 $5,938,554 $6,994, 441 $6
Total Operating Revenue $5,005,591 $5,965,516 $5,882,608 $7,154,183 $6,081,879 $7,547,384 $6
Pasgr. Revenue Per Mile 57.65¢ 63.15¢ 61.48¢ 70. 29¢ 62.19¢ 70.82¢
Operating Revenue Per Mile 59. 24¢ 68.59¢ 63.08¢ 74.82¢ 63.69¢ 76.42¢
Revenue Passengers 56, 202,114 27,778,924 68,542, 7194 35, 581,1927== 72,043,856 37,059,679 712,
Revenue Miles 8,450,177 8,697,570 9,326, 274 9,561,455 9,548,459 9,875,743 9
Total Operating Exp. & Taxes $3,996,065 $6,164,395 $5,269,116 $7,428,568 $5,455,872 $8,595,710 $6,
Average Fare Per Passenger 8.65¢ 19.77¢ 8.37¢ 18.89¢ 8. 24¢ 18.87¢
Total Operating Rev. Per
Passenger 8.89¢ 21.47¢ 8. 58¢ 20. 11¢ 8. 44¢ 20.37¢
Operating Expenses & Taxes = o
Per Passenger 7. 10¢ 22.19¢ 7.69¢ 20. 88¢ T550¢ 23.19¢
Operating Expenses & Taxes N A
Per Mile Operated 47. 29¢ 70.87¢ 56. 50¢ 77.69¢ 57.14¢ 817. 04¢
Pasgrs. Per Mile Operated 6.6€ 3.19 7:35 3072 7855 315
Average Monthly Wages For Each o et 7l
Employe (All Departments) $208 - lov. 1943 $216 - Nov. 1944 $212 - Nov. 1945
MiE 0T 0SSR ¢ 0 A Cd
1943 19414 1945
(16) (17) (18)
Total Passenger Revenue $5,:2057563 $6, 668, 373 $6,911, 284
Total Operating Revenue $5,.839; 817 $7,416, 130 $7,161,275
Pasgr. Revenue Per Mile 40, 95¢ 44, 75¢ 44.51¢
Operating Revenue Per Mile ! 45.16¢ 49.717¢ 49, 99¢
Revenue Passengers 32,475, 378 41,869, 944 45, 750, 168
Revenue Miles 12,931,503 14,901,538 15,526,518
Total Operating Exp. & Taxes $4,451,417 f $€,496, 609 $7,192,492
Average Fare Per Passenger 16.21¢ o 15. 93¢ 15.:11¢
Total Operating Revenue 17. 98¢ 17. T1¢ 16. 96¢
Per Passenger
Operating Expenses & Taxes 13.71¢ 15.52¢ 15.72¢
Per Passenger 3
Operating Expenses & Taxes 3. RO¢ 46.32¢
Per Mile Operated ai-d2¢ A3
Pasgrs. Per Mile Operated 2.51 2.81 2.95

( ) - Indicates DECREASE

Bureau of Research, May 5,

1949
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CHART VII

flway Company

G STATISTICS
INCLUS I VE

BNEE S
% OF INCREASE OR DECREASE
1946 COMPARING 1943 TO 1948
ikl Lot INTER- COM-
LOCAL INTERURBAN LOCAL INTERURBAN LOCAL INTERURBAN LOCAL URBAN BINED
(7) (8) (9) (10) (11) (12) (13) (19 15)

$6,053,192 $5,934,134  $5,583,246 $5,001,651 §5,537,533 $4, 848,003 13. 68% (11. 74%) 0. 21%
$6,187,567 $6,552,484  $5,718,516 $5,543,112 $5,674,787 $5,326, 754 13.37% (10. 71%) 0. 28%

64. 32¢ 69. 26¢ 62.92¢ 72.57¢ 67.06¢ 77.18¢ 16.32% 22.22% 19. 40%
65. 14¢ 76. 48¢ 64. 44¢ 80. 43¢ 68. 73¢ 84. 80¢ 16. 02% 23. 63% 20. 10%

72,748,071 30,333,644 66,171,645 24,197,740 54,661,472 20,619,442 (2. 90%) (25.77%) (10.46%)
9,411,760 8,567,427 8,873,487 6,892,099 8,257,012 6,281,432 (2.2%%) (27.78%)  (15. 22%)
$6,387,864 $8,520,674¢ $6,594,433 $8,093,384¢ $6,545,811 §6,819,251 63. 81% 10.62% 31. 54%

8.32¢ 19.56¢ 8.44¢ 20. 67¢ 10. 13¢ 23.51¢ 17.11% 18.92% 18.37%
8.51¢ 21. 60¢ 8. 64¢ 22.91¢ 10. 38¢ 25. 83¢ 16. 76% 20. 31% 19.27%
8.78¢ 28.09¢ 9.97¢ 33. 45¢ 11.98¢ 33.07¢ 68.73% 49.03% 53.81%
67.87¢ 99.45¢ * T74.32¢ 117. 43¢ 9. 28¢ 108. 56¢ 67.65% 53.18% 58.97%
e 13 3.54 7.46 3.51 6.62 3.28 (0. 60%) 2.82% 0.51%
$253 - Nov. 1946 $285 - Nov. 1947 $300 - Sept. 1948 = = 44. 23%

H L ENEEEES

% OF INCREASE OR DECREASE

139746 1947 19438 COMPARING 1943 TO 1948
(19) (20) (21) (22)
$6,814,501 $7,002, 996 $7,642, 136 44.31%
$7,556, 746 $7,€68, 976 $8, 216, 494 40. 70%
43.12¢ 43.17¢ 45. 95¢ 12.21%
47. 82¢ 417. 2T¢ 49.40¢ 9.39%%
45, 242, 213 42,139, 319 40, 362, 729 24. 2%
15, 804,013 16, 223,059 16, 632,028 28. 62%
$6,698, 834 87, 286, 129 +8,165, 488 (83.44%
15.06¢ 16. 62¢ 18. 93¢ +16.06%
16.70¢ 18. 20¢ 20, 36¢ 13. 24%
14.81¢ 17. 29¢ 20. 23¢ 47.56%
42.39¢ 44.91¢ 49.09¢ 42. 62¢
2.86 2. 60 2.43 (3. 19%)

[e————
s



Pacific Electric Rallway C¢

RAIL AND MOTOR COACH LINE OPER/
JANUARY - 949

APPROX.
*WEEKDAY *WE
ROADRAT CAR MILES REVENUE PASSENGERS ~ pSeAT — RAY
LINE MILEAGE MONTH *WEEKDAY MONTH *WEEKDAY AVAILABLE SEAl
N (1) (2) (3) (4) (5) (6) (
asadena-0ak Knoll 1395 47,648 1,479 15737218 5,963 g
2 - Pasadena Short Line 11,51 43012 1,383 @ ‘196,468 - 6.953 : .
3 L. A, -Baldwin Park 17.74 45,176 1,444 131,287 5, 264 6:640 79
4 L.A.—G}endora (a) 26.07 88, 100 2,814 245,803 9, 227 9,540 96
5 L.A.-Sierra Madre 17.00 9,555 431 30, 534 1,404 1,720 81
6 L.A. -Long Bgach 21.02 115,315 3,994 316,872 11,521 15,155 76
7 L.A. -San Pedro 22.75 86, 990 3,077 310,:250 12, 368 11, 960 96
11 L.A.-Santa Ana 33.49 56, 749 1,962 144, 090 5,526 5,030 99
102 Santa Monica Air Line 19, 20 960 38 1,678 98 120 81
1ef L.A.-Newport Beach 38.00 2,495 124 4,581 231 256 2
2:9 Watts-Sierra Vista 14.83 109,978 3,802 153,631 28,783 16, 640 173
28 Subway-West Hollywood-Van Nuys 22.86 143, 148 5,089 799, 520 31,297 22,100 141
29 L.A.-Glendal e-Burbank 12.83 103,556 3, 634 590, 091 25,238 2 2,800 101
30 Venice Short Line 16.96 98, 950 35579 372,049 14,738 12,770 115
3 Subway-Hol lywood Blvd. - 22.90 203,531 7,337 1,701,761 65,351 42,860 152
San Vicente Blvd.
51 Garfield Ave.-Highland Park 11. 60 24,129 826 80, 965 3, 358 2, 640 127
52 L.A.-Alhambra-Temple City 29,35 82,850 3, a1l 231, 341 9,837 9, 280 106
54 Long Beach-Huntington Park 16.50 62,411 2,120 219,879 8, 290 7,280 113
59 L.A. -Balboa 52. 30 47, 920 1,784 46, 202 1,973 2,160 91
56 L.A. -Sunland 30. 20 78,890 2,976 193, 569 8,062 75750 104
58 L.A.-Santa Ana 69. 60 148,540 5,406 338,027 13,196 11,700 112
59 Long Beach-Riverside 62.60 28,112 858 28,357 955 690 138
61 Long Beach-Pasadena 62.40 36, 236 15515 59, 942 2,061 1,630 126
62 Redlands-Arlington 31586 56,015 1,810 128,668 4,770 3,510 135
63 L.A.-San Bernardino- 176.05 324,668 11, 148 499,868 19,655 19,900 98
Riverside
64 Pasadena-Pomona 29. 60 6,100 235 6,069 246 334 73
65 San Marino-Sierra Madre 6,25 6741251 174 15,550 456 1,300 35
66 - Long Beach-San Pedro (1/2/49) 10.75 26, 145 897 82,586 3,312 3,870 85
75 L.A,-Santa Monica 23,95 152, 941 5,486 450, 356 17,969 14,800 121
76 - L.A.-Beverly-Sunset Blvds. 27.10 14, 273 545 30, 566 1,392 1, 600 87
77 Hollywood-Beverly Hills- 1:3.:30 35,062 15 237 171615 6,272 5, 400 116
University
78 Western-Franklin 2: 10 9, 149 288 79,407 3,178 4,700 67
79 L. A. -Redondo Beach 952.05 115, 766 4, 279 209, 357 8,546 8,450 101,
80 Emery Park 390 4,114 168 15, 029 6175 2,600 26.
31 Hollywood-Ventura Blvd. 24.35 45,863 1,642 132,414 5,103 5, 500 92
82 North Hollywood 10.05 16,416 572 56,442 2202 4,610 50.
83 Van Nuys-Canoga Park 12515 11,329 385 18,991 795 1, 640 48.
84 Van Nuys-San Fernando 11.10 7,562 238 15,:9:30 616 1,150 53.
85 Van Nuys-Birmingham Hospital 6.40 TS 267 34,790 1,444 1,790 80.
86 L.A. -No.Hollywood-Van Nuys 24.45 48,997 2,076 98, 390 4,316 3,800 113
87 No. Hollywood-Studio City- 8.30 5y 613 234 13,902 742 1,280 58.
Sherman Oaks ¥
* - Average for Jan. 3 to 7, imcl., 1949

Bureau of Research,

(a) - Including passengers to and from Santa Anita
A - Partial service on weekdays,
Saturdays and Sundays.

May 5,

1949

with full motor

Race Track
coach service on

s
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Company
RATING DATA
"gEEKDAY RATIO OF
ASGRS. o= :
gyiggn /.o\g PE% SAT Sgg LOAD MSIE [‘gs
GRS. To _ UNITS ASSIGNED CAR _ ROADWAY *WEEKDAY LOAD PER
T TRIPS PEAK BASE RATIO MILE MILE SAT. SUN. *WEEKDAY
BCT) (8) (9) (10) (11) (12) (13) (14) (15)
93. 2% 15, 4 3re a0 - aon 79.2% 78.29% 89,243
34.17 16 4 4.0 5.0 604 76.9 70.4 84,463
79.3 20 3 6.7 3.6 2917 85.8 36.3 912,:395
6.7 18 & 3.6 3.3 354 132.7¢ 37.1 167, 958
31.6 8 0 - 393 83 L B 25,836
16.0 27 8 3.4 249 548 921 79.2 318,562
6. 7 23 8 2.9 4.0 544 81.0 60.6 245,037
9.9 14 4 Sl 5] 2.8 165* 92.8 64. 6 154, 691
1.7 1 0 - 2.6 5],0,‘~ 316 @ 2,304
2.6 2 0 - 1.9 624 16.5 [ ] 7,923
73.0 3 14 203 7.6 1,941 90.6 55. 1 246,813
11.6 40 22 LS 6.2 115369 7.0 39.2 330, 785
1.9 38 12 3.2 6.4 1,811 81.4 41.1 2117, 360
5.4 35 8 4.4 4.1 869 75. 2 45.3 226,362
b2. 5 i 40 1.9 8.9 2,854 88. 4 45.8 453, 330
R7.1 5 5 v=1.0 4.1 289 80.9 32.2 29,940
06. 0 32 12 2.1 3.0 335 69.5 30. 7 145,031
13.9 17 8 2.1 39 502 92.5 54.1 93,311
31. 3 15 3 50 1ot 38 44,17 29,1 75,626
4.0 28 9 3l e, 267 69.1 32: 2 130,227
12.8 41 147 2.4 2.4 190 79.9 45.0 240, 355
38.4 4 3 W &) 1.1 15 102.6 102.2 38,615
26. 4 6 6 1.0 1.8 33 87.5 a3 50, 129
35.9 10 7 1.4 2.6 150 95.0 58.9 79,671
8.8 77 25 el 1.8 112 83.6 62.4 488,928
3. T 1 1 150 1.1 8 99.6 ® 9,806
5. 1 1 1 1.0 2.6 13 4187.9 4173.5 7,663
5.6 4 3 o B 308 94.0 54,8 39,488
1.4 48 17 2.8 3.3 750 73.6 42.8 242,400
7.0 3 2 1SS 2.6 51 62.6 19.0 24,136
6.1 10 5 2.0 5ol 472 81.3 46.9 54,455
il. 6 3 3 1.0 3G )RS | Uy 85.6 36.1 12,683
i1, 1 40 8 510 2.0 164 T2.4 3.5 187,826
6.0 1 1 150 4.0 173 60.0 ® 5,399
2.8 8 5 86 Bl it 209 84.9 3502 72,248
0.6 3 3 1.0 4.1 232 84.3 3355 25,168
8.5 2 1 2.0 2.k 65 85.3 42.9 16,9%9
3.6 1 1 150 2.6 515 76.6 46.9 10, 459
0,7 2 1 20 5.4 226 (S17feill 32.16 11,658
2L 6 18 6 3.0 251 il 62.1 ® 91, 044
8.0 2 1 2.0 352 89 46.5 ¢ 1057237
¢ - Santa Anita Race meet in progress.
B - No service on Saturdays or Sundays
® - No service on Sundays
% Correcled tn recory Pectasal ""/"74-‘,1”/”""/'

s



PACIFIC ELECTRIC RATLWAY COMPANY

OTOR COACH INVENTORY AS OF MAY 1, 1949

M 0 Y

In Pacific Electric Service

No, Year of Unit Total
Class Model Units Mfg. Mfgr, Seats Seats
220 PG2505 1 1941 GMC 14 14-
315 30R 3 1940 Twin 1 93
1650 LOR 12 1937 Twin 41 492
1686 PG3701 9 1940 GMC L1 369
1910 35RL Spec. 15 1940 Twin 37 555
2000 788-6 A 1940 White L1 981,
2025 798-6 25 1942 White 45 1,125
2050 798-6 45 1941 White L5 2,025
2100 L1-G 25 1940 Twin 41 1,025
(A) 2125 Lly=D=ly5 5 1947 Twin L 220
(A) 2220 798 L1 1947 White L ‘1,804
(A) 2261 798 29 1947 White Ly 1,276
2300 798 20 1942 White L5 900
2320 798 5 1942 White Li 220
2325 798 5% 1944 White L4 2,420
2380 798 15 1945 White Ll 660
2395 798 5 1944 White Ly 220
2400 798 10 1944 White Lb 440
2410 798 £l 1945 White L, 528
(A) 2500 TDL505 (Diesel) 35 1941 GIC L5 1,575
(A) 2600 TDL507 (Diesel) 19 1947 GMC L5 855
< (4A) 2619 TDL507 (Diesel) 20 1946 GMC L5 900
(A) 2639 TD4502 (Diesel) 39 1940 GMC L5 1,755
(A) 2679 TD4506 (Diesel) 22 1945 GMC L5 990
(1) 3000 798 25 1948 White & 1.100
Total 516 (Avg.) 43.69 22,545
(A) - Automatic Transmission - 235 Total Number Seats = = = = = 22,545
Total Number Units - = ~ 516 Average Seats Per Unit - - = 43,69
%% % %
Manufacturer No, Units %

White 311 60, 27

Twin 60 11.63

GMC 145 I 28,10

Total 516 100, 00

Bureau of Research

May 6, 1949

CHART TX

Summary of Age of Eqguipment

Year

Purchased Age
1937 12
1940 9
1941 8
1942 6
1944 5
1945 L
1946 3
1947 2
1948 [

kvg, or Total 5,71

No, Units

2
145
81
50
70
49
20
9L
&
516

—x

22. 29
15.69
9.69
13. 56
90 50
3.88
18,22



Pacific Electric Railway Company

REVENUE AND EXPENSES OF RATL AND MOTOR COACH LINES

YEAR 1948
et b L IRES:
TOTAL, REVENUE EXPENSES & TAXES NET
Miles Cents ' Cents Cents
Line: Operated Amount Per Mile Amount, Per Mile Amount  Per Mile
INTERURBAN RATL LINES: a) =) o aof )
‘Pasadena. Oak Kn()ll évr0 QP OROOIOLOPeOOEF S 551,690 $ AOS,:LSZ 730414- $ 591’2814- 107Q18 $ (1861102) (33'74)
Pasadons Shovd 1ine su.ssnvssnssvassanss 489,133 456,374 93.30 530,761 108,51 (74,387) (15.21)
L. A ~F1 M. -Baldwin Park ...cecosvncocse 594,939 393,040 66,06 698,461  117.40 (305,421) (51.34)
L, & “Monrovia-Clendora se. e cotensosss 847,013 636,381 78,13 908,434  107.25 (272,093) (32.12)
) A. -3ierra Madre edococs o 0‘ éevon0edVe 11-4»3, 0’68 : 97,772 68- 314- 180,8614- 126- ll»z (83 092) (58 08)
L-A& -Long Beach vcavesioseBDOPARODOELS D l,LF77,081# 1,14-80,779 lOO. 25 13517,0214- 102-70 @é',zh5) 2 l-lv )
Be e 000 POt . pussnvnssssnsnsnpmrner - 1,096,159 1,028,375 93.82 1,180,566 107.7¢ 152,191) ( , 88
Long Beach-San PedTO ,.cessevsesscevess - - 241,356 161,237 66, 88 238,178 98,68 ggg:i%g; % ;
Bl slahi BB sonvsvnssnsonnsrnensnen -« 123,005 536,553 Th, 21 824,559 114.0L4 (
Santa Moniea ALr Line cuceecspenevassvs 11,748  h,B806 AL 42 17,988 152,43 (13e OAZ)(111-01)
L. A, -Newport Beach ........ #n s BREBEE 40,375 26,566 65, 80 50,147 124,20 (23 581) (58 L0)
L0 BLE & 5 590ieR cavvresvavens 65,852 9h,53L  143.56 68,941  104.69 25,593 .38,86
Other (Charter, Shop Train, etc.) e.c.. 14,126 5,095 36,87 12,132 85, 88 (7,037) (49.81)

Total Interurban Rail Lines ..., %e... 6,295,558  $5,326,754  8L.61  $6,819,251 108.32 (§1,492,497) (23.7L)

LOCAL RAIL LINES: ,
Watle=-Dlerra Vista sevsssncsnnrescrnsoss 1,342,295 § 944,650 70.37 $1,057,698 78, 8% $ (113,848) (8.43)

Sub, =S, M, Blvd, =W, Hwd.,-San Fern. Valley 1,783,006 1,153,084 6k 67 1,408,976 79.02 (255,892) (14.35)
L. A.~Glendale-Burbank ecesoececcoceceses 1,278,795 877,901 68,65 981,128 76,72 (103,227) (8.07)
Venice Shoth Line ssesssssonssransuorsse 1,261,588 784,912 62,22 959,002 76,02 (174,090) (13.80)
Sub. ~Hwd, Blvd.-San Vicente BlVde..ecee 2,591,328 1,914,2L8 3. 87 2,139,907 82, 54 (22L,767) (8.67)

: 5

Total Local Rail LineS cseeveCRPOeC RS 8,257’012 $ 5’671-1-,787 68-73 % é’5h5’811 79. 28 (&‘h;‘ 8711021;) (lO. SS)N

TOTAL ALL RATL LINES cyevesssasesesse 14,552,570 $11,001,541 _75.60 $13,365,062 91.84 (§2,363,521) (16.2L)"

(RED_FIGURES)



Line:

-

MO TOoR COACH LINEFS:

Pasadena~Alhambra-S.P., Station sececece
Garfield-Highland Park cee-ececvceccers

*TOTAL REVENUE

EXFENSES & TAXES

NET

Alhambra-Temple Clty sscseontae A QeSS 1,002,!465

Long Beach-Huntington Park weecsecvenee
L.A.‘“Balboa R0O000LEIIAROGOOSTS IR RN N Y X NN
Le b ~Sunland sssssenciesisbsribsssnogas

loAu=Santa ANa seeesccccansvsscocccncnve 1,785,330

Long Beach—RiverSide poopdbeceeononrsneoe
Long Beach«Pasadena esesese-coseveosvas
Riverside-Arlington sc0mco0evscoecsevnno

L. A, -E1 M, ~Pomon,~S. B,-Riverside .,.ss 4,049,083

Pasadena-Pomona $e@e0000RaCbOoN0PPOORPYD
San Marino-Sierra Madre peecopavoepoete

L. As=Santa Monics scevecsovesnscsoncess 1,809,073

L. A. ~Beverly~Sunset BlVd.seencossscosse
Western-Franklin ceePOEEROIRGIBOORIOVRO O

L, A, ~-Redondo Beach ®oevsvoccesqevvobbvee 1,14-26,078

Enery Park PouvINOePDOIIOCOERIONVIOROIOGPOIBODOED
Hollywood-Ventura Bl{’d. seacesscogomgeca
North HOllyWOOd vesvossscnorobbesovnore
Van Nuys-Canoga Park cv..sveseversvense
Van Nuys-San Fernando ....ceceemecoence
Van Nuys-Birmingham Hospital ...ee.cuve
L.A.-No, Hwd.-Van NUys sve.ceescvecen. .
No, Hwd, ~-Studio CIRY = 5. 0. eenswivesn
Hollywood-Bev. Hills-University sveeecee

Total . ¢ e ¢ > o & 0 & o ¢ @ 16!6321022

#*-~Includes "Other Revenues!" allocated on ear-mile basis.,

Bureau of Researelr
April 27, 1949

4 (D TOED)

Miles » Cents Cents €ents
Operated Amount Per Mile Amount Per Mile Amount Per Mile
22,8400 $ 9,632 42,17 $ 15,802  65.68 $ (5.370) (23.51)
293,063 117,367 40,05 156,569  53.43 (32:202)  (13.38
538,133  53.68 488,446 48,72 49,687 4e9
765,588 485,696 63,4l 383,694  50.12 102,002 13.32
581,804 214,679 36,90 286,286  49.21 (71,607) (12.31)
940, 574 478,834 50,91 469,942 49.96 8,892 «95
919,913  51.53 898,702  50.34 21,21 1.19
340,901 166,835  48.9L4 141,590 41,53 25,245 Tl
372,411 169,140  45.42 166,295  Lh4.65 2,845 .76
722,792 296,760 41,06 318,524  L4aO7 (21,764)  (3.61)
2,157,852 53,29 1,913,172 47.26 2L1,,080 8,03
74,032 26,386 35,64 33,336 45,03 (6,950) gg.%g)
40,957 12,409  30.30 20,341 = 49.66 (7,932)  (19.37)
952,459 52. 65 920,765 50. 90 31,694 1.75
159,934 56,679  35.4b 77,07  48.19 (20,391)  G&e.75)
151,388 84,943 56,11 83,82 55,37 Lobl s
627,165 43.98 759 4 blsb 53.25 (132,281) (9.28)
49,516 15,009  30.31 22,718  45.88 7,709)  (15.57)
550,040 238,795  43.41 252,481  45.98 (13,686) 2, 49)
209,336 72,590  34.68 180,377  47.95 (27,787  (13.27)
130,128 L4, 709  34.36 53,782 41,33 (9,073) §§.?7)
94,366 31,084  32.94 40,870  43.31 (9,786)  (10.37)
88,496 38,883  43.94 L,062  49.79 5. 179) Tg.sg")
506.183 226,617  LL,T7 258,582 51,08 (31,965) (6,31)
30,762 7.638  24.83 12,951 42.10 '(52313) (17.217
43,882 226,287 _52.03 246,061 56,58 (19,774) L. 55)i8
$8,216,L9L  49.L0  $8,165,488  49.09 $ 51,006 1A
2]
S
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Pacifie-Flectric-Railway Company —

COMPARATIVE ECONOMICS, SERVICE AND
OPERATING RESULTS
A

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
characteristics of passenger rail lines of the Southern District of-Paeifiec
Eleetrie-Railway-Companyy to determine the extent to which they contribute to
the system loss on passenger ail- 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 nublic 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 ta\the long-haul hlgh-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 de31rab111ty, as a part
of the primary stapes of modernization, to substitute motor coaches for rail
service on all lines of the Southern District.

~——

“In connection with the Southern Distriet, more so than the Northern
Distriect, the motor coach operations presently conducted bear a closer rela-
tionship to the over-all problem, 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 te the absence
of parallel highways immediately adjacent to the rail line.

FUNDAMENTAL PREMISE

In connection with the Southern Distriet the same general. concept-of
objeetive—exists_as applies-to-other rail lines-of-the-systems. It has been
accepted as a basic assumption in conducting the survey and in deriving the

-



's for the physmal and financial elanents of the operation to be
adjusted to the extent necessary to produce a reasonable profit to the opera-

T heve wre

Wawtmﬂ?tm primary responsibil-
W 61(  itiesis ‘that of the carrier to discharge its obligation to the public
@/ in the most efficient and effective manner throuch the exercise of prudent
and farsighted managerial discretiong and the%ﬁiﬁi&ﬁlthe obligation of the
persons benefiting from the service to pay a sufficient amount in return to

offset the cost of providing it and in addltlon, to assure thecfompany of a
reasonable measure of proflt. T

ME*WABH}TATION AND&SERV@ MORERNTZATION. REQUIREMANTS —

//4f:” The general status of the Sompany's financial condition has been describ-
d

in the report on the Venice Short Line, No. PR 3-D1(8)(a), the re on
the Northern District Lines, No. PR (8)(d e,f,g), ther exhibits. sub- \\
mitted in evi e before the Publie Uti es Comm1531on in rent proce j

ings to avoid repetition those considerations will not be repeated herein bgﬁ/

eference to them is urged, — —~
To provide an indication of the n cessity for conducting this s )ey\
ion wi 3 major i ail

Passenger

—

during the twelve ﬂonths‘ veriod endlnp October 31, 19&8 pasaenger rail
lines had incurred a loss of $2,900,000, Of that loss ?7% was chargeable to
interurban rail lines and 23% 4o the so-called local lines,

smnlvoio—of-the—finnnatal-sossibilitlen-ag-the %, Maintepdnce oi‘rack
.a.n& madway and fac:111tles on the Southern D:Lstrlct ‘ollow-altong—the—same

se i s M below proper standard

for contlnued satlsfactoqy rall passenger serv1ce and the cost inuelwred—be-
fmgkﬁah: rehabllltatp DA gahiead pear—baais i not Justlfled under' t.‘ne

aﬁiat=ag-cond1tlons_of patronage and earnlngs, R
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Thfb report on the Southern District interurban lines and the Waﬂts
Local Lm\q 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 systen'ﬁQlch also are incurring operating losses, The urgenqy, however,
is greater on\the interurban passenger rail lines and for that ;?eason they
have been acco}Qed prior consideration,

PUBLIC UTILITIES GOMMISSION PROCEEDINGS

This study falls within the scope of the Company's ,general modernization
program which is diréctly related to the proceedings before the Public Utili-
ties Commission of the\ State of California in Applications Nos. 23053 and
27466, and Case No. 4843. 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 cIOSBly,related to this report and
those athers of the same series. There is also A direct relationship between
the subject matter herein and exhibits and teqﬁimony submitted in evidence
before the Commission at the hearing held in Los Angeles on October 13, 1948,
in connection with the Company applicatlonffor extension of time on certaln
provisions of the Commission's order, Particular reference is directed to
Exhibits Nos, 46, 47, 48 and 49, \and tes} ony pertaining to them,

A number of types of operation Mere considered in studying the Southern
Distriet 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 cogysiderably different from that
found in the Northern or Westgrn Districts

TYPES CF OPERATION CONSIDERED

Also, as indicated abore, it would not ke practicable to use the light-
weight small-capacity P.C,C. type cars designgd for urban operation, on the
long-haul service of the principal Southern District lines, Use of such
equipment, however, cou}d be adapted to the southern end of the Watts-Sierra
Vista Liné which has béen considered to remain a% a rail operation for the
present,

As to the Santg Ana Line, a careful analysis off statistics and earning
condition indicateg the desirability of complete discontinuance of rail
service, Considepation has been given to the feasibility of cutting the rail
service back to Bellflower, However, such an operation\could not be con-

ered desirable
n the exist-




good condition of track and roadway and the fact that a consider-
able expendityre has been made recently in completely overhag.i’ng and
rehabilitating large-sized type 300 and 40O steel rail-¢ars for the serv-
iew of the fact that these two lin€s combined possess
ing potentialities, it considered desirable to

DESCRIPTION OF SOUTHERN DISTRICT LINES

The Southern District rail lines consist of the following:

Los Angeles-Long Beach Line
Los Angeles-8an Pedro Line . N
Los Angeles-Batboa—Line Fell Flow W"éﬂ‘/f

O ANnoo o O3 3 ¥ = nng-——4

Lo.s Aels—h'att Local Line

b
at I o af=1- re av= Yy =

ed specifies - QS0 e5—will b ] Ln-a WA 5
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 -Sente—Ane Be//Ficwr/
Line diverges and proceeds sou k}}gast&grlgéover a, diagonal route -tae—San-ta—Aﬂd'Pffr//féw,,}:
From Watts the San Pedro and m 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 ame—
Newport—Beach Linel proceedssoutherly to the Willow Street,Jumstion—at—whieh Hhewee

i T e i eeds—southeasterly—
~atang the~ocean, front to Newport—Beaeh, \The—traek has been-removed between 7
Newport—Beaeh—and-—Balboa—and mMoter ceach-service was—substitubed for-rail - /
operation-sometime ago, Erem-tiliow-btreet=dunction—the—teng-fesch-I e
proeeeds ‘along American Avenue for—a ; 4istanece -tk
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 rizht-
of-way which traverses a completely built-up indusgrﬁ _and manufacturing
area, with flanking residential sections, On the Line between Watts

and the Los Angelesgllj er a residential area i /traversed and between Los
Angeles River and Géa&%e the territory i §largely @Eﬂﬁioar b t;g#“/; ol
ry - L3 - - == 7 ; x .

- —_— - , - ri et 3 e 2= =
1W/ wer the population density is v lig;htl/t'{;femt
co ration being ak t own rden Grove Igwe-!?éil;gs/nort Santa

sl

11 Pant—a-yadtea e




rallel to automobi
of the north and southy and east and west
ually impossible to
would parallel the line directly throus

1 portion of its length,

After leaving Watts on the San Pedrog sseh 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

ce consists of o

of San Pedro and Wilmington,
wport Beach is ba31cally a ight
one round-t per day during
er, The Watts of ‘the

Watts-Sierpra Vista Local Dine, For purpose
plated that the northern end-of the line to Sierra Vista would be converted

tor coach operation and the Watts end retained as rail,

B\« FINANCTAL ANALYST
@mwcvw_ ECTITATES ~

/_-‘ —————— x
H\?ha\general earning st tus of the Sé&;:;::ngstrl ines has been ™~

/
(\::ferre to in a previous section under Basic Con51derat ns relating the )
S

outhern\Blstrlct to other Disbriets and sho the finaneial resulits of
eration for the twelve months' period ending October 31, 19h8.

pared on an estlmated ba31s prOJected into the comlng twelve months' perlodfdﬂiJZ%?é

&3

_Table No, 1 of the Appendix are summarized

{14 Feertaen ap’7 /éq rest, 7’( f/f“;f /(stud(a/ vesrel7s l"//?f‘&f‘?‘-/fw c};
;ﬁ,(‘ /“’f"S h} o /V'F[(f £RS ;/5“,,4 é{f 7 - //;/f“ .f.,«-/ / /.-(/fr.eu 3
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Vi Type‘o Per Cent Net Opera- No. of Units
/ Operation Load Factor ting Income Required
24 5N e |
%L Present Rail \\\\\ Present = 100% (8204,079) 18
N 150 1 )
One-lMan Rail . Present = 100 23
18
One-lMan Rail Present =
to Bellflower (1 hr. Base) 15
(30 min.Base) 15
11
11
Motor Coa Present 3

(RED FIGURES)

p The abové figures apply to the end results of operation on the-Santa Ana
Line alope and do not ipnelude the correspopging figures that might fff}g/pp/ '

the g Beach, S ro and the Watt cal Lines. -

F

timates were made of the resulds that would acc
Santa Line back to Bellflower irsteéad of eliminating
The results are shown in detail on Table Wo. l. Briefly,
summarized as\follows: / /

from cutting the
¢ line entirely.
ke data can be.

/

One-fan Operation to hellflqyéf_ \

hY

T /,f. Net Operatiﬁg Loss
Hourly Base Service 7 /
Present Load Factors ‘// $ 76,597 /

Propesed Load Factors 38,441

Half Hourly Base Service
Present ILoad Factors
Proposed Load Factor

to freight service apd other complications.

i Lacﬂ/
Watts Local Line - Under present operations the Watts-SierraFisteLocad
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 No. 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 lines, Annual

b
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operating net for these lines is estimated at a $33,295 profit, $79,224
loss, and $21,567 loss, respectivelys 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 RATIO AND EQUIVALENT FARE INCREASE

. 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 Lhe5 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 accomplisheds

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 Ayenue (Lynwood) and con-
tinuing in =2 dlagonal direction through Clearwaterll Bellflower, Artesia;—ams

Gg;d9ﬁ\Q_,ye—tQH_;Las&ax§E#.9i4H§QQLQEﬁg§},ihensB~inﬁnaxsdac;_yﬂstfeet—aleng

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 operzted on the inside pair of tracks, with double-track

ope over O. 7kalles from Watts to Socorro, and single-track operation
or miles from Socorro to Etng"Street—a%—%he—western—e;ty-llmat—adL—-
Santa Ina. From King Steset 10|S Tom, K,

fer—e—distance of 2,53 miles, ﬁaﬁ?&hab1

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 East 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 Beach, 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 alternate route t hrough 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 East Los
Angeles, West Bellflower, Lakewood Village, RBelmont Shore (a part of the City
of Long Beach) Seal Beach Sunset Beach, Huntinpton Beach, Newport Beach and
Balboa, Between such communltles 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 Beaeh 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 sesececiossecesese 1533 miles to Bellflower
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 Ri PEAK __ BASE ____PM PEAK N IGHT
10 e Bell- Santa Bell- Santa Bell- Santa Bell- Santa

flower Ana flower Ana flower Ana flower Ana

Scheduled running
time seseveesasss  LOMLtd 820Ltd 45" 91" L1MLtd 88"Itd 44" 85"

L9"Loec 91"Ioc LT"Loc 92"Loc
Cars required «.... 17~ =y =1y 33—
( 4 - 1200 Class)
(13 = 300=400-L450
Class)
Average miles per hr. 23,0Ltd 27.9 20s 22,1 22.41td 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" 70-80"

Newport Beach Rail Line
JeRath Of BONtE 4 o % v v o 4 & 5 8 s & w9 b v w = s & S0 BElcE
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 hre. 25 minutes
Cars required: 2 - 1200-Class
Average miles per hour - 26.8

Newport Beach Motor Coach Line

via Pacifie via Ximeno Ave.
Coast Highway and 2nd Street
Seal Seal

Beach Balboa Beach Balboa

Length Of route IE R AR N R RN RN NN NN ] 27.h h3.35 29.0 45.1
Number of one-way trips (daily except

Saturdays and Sundays) Qutbound 2 1 #21 9
Inbound 2 2 #22 7
Scheduled running time «essesesssssses 611 11340 Lrén-  1uon-
1r1én 1190
Motor coaches required - 15 (various types)
Average miles per hOUr ssssesccacssse . 2649 27.6 26,4~ 27.0-
22.9 2.8

# = includes 2 trips to Lakewocd 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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a?ditional limited motor coach service between such cities direct via
Firestone Boulevard and Santa .na 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 Anae

Limited Route vig
Firestone and
Santa Ana Blvds.

Length of route N Y RN Y Y R R R 33.!{. miles
Number of one-way trips per day (daily except
Saturdeys and Sundays) eeeeess. Outbound 3
Inbound 3
Scheduled nmning time brssssossnasnsdeonronnsanae 1'5“
Average .m.iles peI" hO‘u.I‘ PEMEEIOPNRIORPRTLOREES 30.8 Bliles
Number of coaches required veessvecsesssceece 3

Additional otor Coach Service LA-Newport Beach - Should present Los
Angeles-Newport Beach 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.

AFFIC CHARACTERISTICS ./ND TRENDS

As a part of the appendix of this report there will be found a number of
statistical tacles showing the characteristics of traffic volume, revenus,
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 Lines 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
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on the Santa 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 Sante Ana Line as compared with 8942/ cents on the
San Pedro Line and 93440 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 an 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
R0.6 per cent of the total traffic; that 38.8 per cent originated in Santa
Ana, and 40.8 per cent originated at Bellflower and west. 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.

EQUIPMENT 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 required. 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 2ll 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, 400 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
comnutation service, These cars were put into service on Pacific Electric
operatiohs 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 program. 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 opcrated 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 Pedrc 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 1is 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 accrues
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
botha

Under the proposed rearrangement of operations there will be no appreci=-
able change in freight service excepting on the Santa Ana Line. Under present
condit ions 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 trainse This
expedited freight operation will result in some reduction in freight costs by
cutting down the number of crew hours.

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 favorable potentialities as
to improved passenger earning conditionss As indicated above, the area served
by this line is predominantly agricultural with sparsely settled residential
areas at long intervals apart. Its primary function from a passenger carry-
ing standpoint is as a connection between Santa Ana and Los Angeles,

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 arteriese.

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 accommodat=
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 Electrics This is particularly true in the area surrounding Bellflower
and communities to the immediate south.

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.

SIMILARITY TO CONDITIONS IN OTHER AREAS

The principal problem involved in considering discontinucnce 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 factorin
discarding the proposal. Conditions have now developed to a 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. 1In 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

No. 32599 dated December 5, 1939.

In Exhibit 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 necesstry that reference be made to Exhibit Noe. 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 2 remarkable increase 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 $192,257. 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 4ngeles on non-stop
schedules operated over the most direct route during the morming 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 schedules,

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 years Therefore, it
is concluded that the appropriate action at this time is to discontinue
passenger service on the Santa Ana Line throughout its entire lengths

REHABILTTATION 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
imediate 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 CONCLUSIONS 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:

ls 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.

L« Continued rail passenger service to Bellflower only would be
operated at 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 involveda.

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 services

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
Lis5 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 required 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,

RECOMMENDATIONS

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

1. 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 Ane operator to extend service between
Santa Ana and Garden Grove.

Les Permit existing independent carriers in the vieinity between
Watts and Bellflower and 2t 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+ AL the ecrliest 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 lain Street station over the ramp and
along San Pedro Street on joint trackage with the Long Beach
and San Pedro lLines.

10. Motor coach operation in replacement of rail service be routed
as described herein and make 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

17



TABLE NO. 1

SANTA ANA LI

N E

ESTIMATED ANNUAL FINANC!{AL RESULTS FROM OPERATIONS

PROPOSED ONE-MAN RAIL OPERATION Lo;mp\:gfg&
LOS ANGELES -- BELLFLOWER SANTA ANA
PRESENT RAIL PROPOSED ONE -MAN PLAN A" PLAN °B" LTD.MOTOR
OPERATION RAIL OPERATION HOURLY BASE SERVICE _30-MIN.BASE SERVICE COACH SERVICE
NO. I TEM PRESENT PROPOSED PRESENT PrOPOSED PRESENT PROPOSED PRESENT PROPOSED PRESENT
L.E. L.F. L.F. EiEs LFe HiE L.F. LiF. L.F.
1 PASSENGER REVENUE $467,176 $467.176 $467 176 $§467,176 $233,588 $233,588 $233.588 $233,588 $ 45,950
2 OTHER REVENUE 5,446 5.446 5,446 5,446 2,723 2.723 2.723 2,723 621
3 ToTaL REVENUE 472,622 472,622 472,622 472,622 236,311 236,311 236.311 236,311 46,611
4 OPERATING EXPENSES & TAXES 676.701 639,314 608.403 570,660 312,908 274,752 338,145 301,008 44,225
5  NET INCOME OR LOss $(204.079)5(166.692) $(135,781) $(98.042) _$(75.597) $(38.441) $(101.834) $(64.697) § 2,386
-=--+- DETAIL (lF_OPERATING EXPENSES -----
| . WAY B STRUCTURES
6 MAINTENANCE § B88.858 § BB.858 § B8.B58 § @8,.858 $ 37.437 § 37.437 § 37.437 § 37.437 $ 192
7 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 ; i 284
Ll EQUIPMENT
9 MAINTENANCE 53,787 50,341 27.379 25,777 13,258 11.627 15,147 13,517 3,449
10 Tires & Tuses .- .- 3% .. - .s e s 943
1" DEPRECIATION 8,213 B,623 46,000 36,000 30,000 22,000 30,000 22,000 7.714
12  OTHER EQUIPMENT COSTS 20,103 18,815 22.428 21,116 10,861 9,525 12,408 11,073 383
13 ToTaL EQUIPMENT 83,103 77,778 95,807 82,893 54,119 43.152 57,555 46.5%0 12,489
14 F;onsn Usep 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 10,539 9.404 -
16 ToTAL Power 59,152 64,720 54,151 50,984 26.222 22 .998 29.960 26,734 ~a
1v. € =
17  TRAINMEN-OPERATORS WAGES 196,726 184,122 108,986 102,615 68,264 59,857 69,051 61.623 15.650
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 e am . . e e o s 4,218
20 OTHER TRANSPORTATION CosTs 45,921 42,979 51,232 48,235 24,809 21,758 28.344 25,293 2,300
21 ToTaL CONDUCTING TRANSPOR - 292,400 273,666 215,725 203.111 119,952 105,188 128,105 114 320 24,736
TATION
22 Y. TRAFFIC 4,706 4,408 5.251 4.944 2.543 2,230 2.905 2.502 253
V1. GENERAL
23 TNJURTES B DAMAGES 33,550 31,400 37 .430 35,241 18,125 15.896 20,708 18,475 757
24 OTHER GENERAL COSTS 52,846 49,480 58,958 55,509 28,550 25,039 32,619 29,108 1..533
28 TOTAL GEMERAL % Eﬁ,ﬁﬂi 3 $ 45,3?5 65,925 53;327 47,583 2,300
T
26 UNEMP.INS, 8 CARRIERS TAX AcCT 26,813 25,330 24,104 22,607 12,400 10,887 13,401 11.928 1.526
27 L.A.CiTY License 244 244 244 244 266 266 266 266 126
28  FRANCHISE Tax 421 421 421 421 .. .- .- .. -
29 License, WT.Fee, Resis., ETc. .- -- - - - = e == 1,184
30 STATE 3% Gross ReceirTs Tax .- - = = = e e ) 1,347
31 ToTAL Taxes —_ 37,478 25.995 34.760 _23.272 12,666 _11.153 13,667 _ 12.194 4,163
32 TOTAL OPERATING EXPENSES & $676.,701 §639.314 $608 ,403 §570,660 $312,908 $274,752 $338.145 $301.008 $ 44,225
TAXES
337 CLASS OF EOUIPMENT 3A00- 400- 300-400- o Ficits PiE.C. PELC- P.C.C. B.C.C. MoToR
1200 1200 - Cruu::nuzs3
34 NUMBER OF UN1TS, INCL. SPARES 18 14 23 18 15 11 15 LA
35 MILEAGE 672.338 629.261 750,100 706,226 363,229 318,558 414,999 370,328 75,650
36 AVERAGE MILES Per UNMIT 37,352 44,947 32.613 39,235 24,215 28,960 27 .667 33,666 25,550

{ ) - FIGURES IN BRACKETS INDICATE LOSS.




TABLE NO, 2

ESTIMATED ANNUAL FINANCIAL RESULTS FROM OPERATIONS

Present Passenger Rail Operations

LA-Long Beach LA-San Pedro LA-N rt B
Elj (2) %3%

Ttem

(1) Passenger Revenue suveees... $1,300,400 $ 959,890 $ 23,800
(2) Other Revenues eeeseoessonss 11,543 9,096 329
(3) Total Revenue eBveevasne l,31l,9h3 968,98 2‘{-’129
(4) Operating Expenses & Taxes.. 8,6 1,048,210 45,696
(5) Net Income or LoSS seess ( 22 (§__21,567)
(RED_FIGURES)
Detail of Operating Expenses
I._WAY & STRUCTURES
(6) Maintenance eecescesccesseve $ 107,721  $ 74,429 %
(7) Depreciation seevessesscscqs 2,1 101 #*
(8) Total Way & Structures, 1 11 0 *
1T, EQUIPMENT
(9) Maintenance [(E R R R N $ 111{-,000 l?P 89,81&0 $ 3’250
Elog Depreciation 'R R TR E ) 9,‘*&7 10’1}33 2’11&8
11 Other Equipment CostSsececee 608 8 1,21
(12) Total Equipment ceeevees o 12%.1;55 133,351 5 6,613
III. POWER
Eljg Power Used PR apspsrasnerragan s 100,126 $ 78,712 $ 2’626
14 Other Power OnstS..esvv-vene 54,332 L2,71 7 i 46123
(15) TOtal Power LR R RN N 15&0 h58 o ]_-21|}+31+ 1 8
IV, CONDUCTING TRANSPORTATION
(16) Trainmen's Wages sesece.sses. & 304,390 & 288,499 $ 12,187
(17) Inspecting, Cleaning & Lub-
ricating Cars sscesiscscce 105,450 83,102 3,006
(18) Other Transportation Costs , 97,328 76,701 2,715
(19) Total Conductg.Transp... & 507,158 & 448,302 ¥ 8
Vs TRAFFIC yesrnorvevennesse §. 9975 $ 32861 $ 28k
VI. GENERAL ,
(20) Injuries & Damages eeseeeses @ 71,108 $ 56,038 $ 2,027
(21) Other General COStS eeeceees 112,005 88,268 3,193
(22) TOtal Genel"al acessssesae lqagllz lﬁ 1£&’306 :?___2‘2_2_0_
Tm I R I R R R R R R R L R L $ 97!613 s’ 761926 %_l._g_ﬁ
(23) TOTAL OPERATING EXFENSES
(24) Class of Equipment seeeeeess 300-400-1200 300-400-~1200 1200
(25) Num.bEI' of Units Pesavntesene 30 26 3
(25) MEeage aanssiciessanons vee 1,425,000 1,123,000 40,624
(27) Averape Miles Per Unit see.e 47,500 43,192 13,541

ii



TABLE NO. 7

ESTIMATED COSTS OF ADDITIONAL FACTLITIES AND
EQUIPMENT REQUIRED

Rail Operations Continued with P,C,C. Cars
- One-Man Operated -

L. A, -Santa Ana ' L, A, -Bellflower Proposed
= A = . B K < B Motor Coach
ltem Operations
(1) (2) (3) (4) (5)

(1) P.C.C. Cars Re-

quired @340,000 $ 920,000 $ 720,000 § 600,000 % 440,000 -
(2) Motor Coaches Re-

quired €18,000 $108,000
(3) Additional Track

Facilities - 8th

& Hooper 15,000
(4) Immediate Track

Expense 403,156 403,156 96,942 96,942
(5) Subsequent Track

Expense 217,8LL 217,844 184,462 184,462
(6) Block Signal

Installation - - - -

(a)Watts-Bellflower 180,000 180,000 180,000 180,000

(b)Bellflower-Santa

ina 200,000 200,000 - -

(e)Siding Tracks 96,000 96,000 - -

(7) Total Estimated
COSt eeessases.$2,017,000 $1,817,000 $1,061,404 $ 901,404  $123,000

(8) Total Excluding
Subsequent Track

Program ee.....$1,799,156 $1,599,156 $ 876,942 $ 716,942

A - Present Load Standards
B - Proposed Revised Load Standards



TABLE NO

REHABILITATION AND DEFERRED MAINTENANCE

SOUTHERN DISTRICT

SANTA ANA LINE
Section [
Item From To Immediate Future Total
Watts - Santa Ana 1 (2) (3)
(1)  Watts Bellflower $ 276,942 $184,462 § 461,404
(2) Bellflower Santa Ana 602,211 33,382 635,596
Total $ 879,156 $217,84, 91,097,000 &
ey 27 ®e! Yoo\ )
LONG BEACH LINE > Y22 230 )
38 ROy 258 /
bth & San Pedro-llorgan Yard v
(4) 6th & San Pcdro 9th & San Pedro $ 28,464 $113,7256 § 142,320
(5) 9th & San Pedro 9th & Hooper 5937 - 5,937
(6)  9th & Hooper Watts 26,501 106,006 132, 507
E?g Watts Dominguez Jet., 14,833 59,332 Z&,léB
8 Dominruez Jet. Morpan Yard,Long Beach 12,827 1,30 1,
(9) Total ¥ 83,562 330,198 5 h19,020
SAN PEDRO LINE
(10) Dominguez Jet., San Pedro $ 18,860 $ 75,441 $ 94,301
(11) Combined Total $ 986,578 $623,783  §1,610,361



TABLE NC. 9

CHECK OF ON AND OFF PASSENGERS
L.A.~SANTA ANA RAIL LINE (INBOUND ONLY)
MONDAY, AUGUST 9, 1948

Accu- Accu~
mulated mulated Psgrse.
Psgrs. Psgrs. Psgrs. Psgrs. On
Stops On On Off of Board
(1) (2) 3) fh; (5)
Santa Ana (Station to
Artesia St.) 668 6638 84 8L 581,
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 5L6
Garden Grove Rd. - 673 8 135 538
Garden Grove Sta. 48 721 w2 277 Lidy
Stanford Avenue ol 722 - 277 LL5
Mesto 2 724 - 277 LLT
Harperville L 728 9 286 Li2
Cordorniz 1 729 7 293 436
Vignola - 729 2 295 L34
Katella - 729 - 295 L34
Stanton 30 759 L9 3LL 415
S.P. Crossing - 759 - 344 415
Lobo 3 762 1 345 417
Hansen 8 770 16 361 4,09
Shirley 2 772 - 361 411
Miller Street 2 77 1 362 L12
Cypress 57 831 15 377 L54
Moody 8 839 3 380 459
Del Amo Street I 8L3 - 380 L63
Crescentia 5 8L8 1 381 L67
Norwalk 9 857 - 381 L76
Artesia Sta. 137 99L 31 412 582
16th Street, Artesia I 998 - 412 586
Gridley Road 2 1000 - L12 588
Studebaker Road 2 1002 - 412 590
Palo Verde Avenue L 1006 2 L1 592
Woodruff Avenue 18 102, 3 417 _607
Bellflower Sta. 316 1340 89 506 83
Clark Avenue 18 1358 i 507 851
Lakewood BRlvd. 2L, 1382 7 51, 868
Downey Avenue 6 1388 10 52l 86L
Clearwater-Paramount Blvd. 109 1,97 1 538 959
Hollydale-Garfield 97 1594 8 546 1048
Morton-Wright Rd. 20 161 L 550 1064
Central Gardens-Atlantic 1312 1726 12 562 1164

Continued on next page.
3



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=-
mulated
Psgrs Psgrs
On On
(1) (2)
3 1799
99 1898
329 2227
26 2253
18 2271
113 238l
78 24,62
19 2481
285 - 2766
L2 2808
18 2826
L 2830

f
o1\

ix (contd,)

Psgrs,

on

1
8

140

2

5
27
0

b
97
57
63

1859

Accu~-

mulated  Psgrs.

Psgrse. On
Off Board

(L) (5)
563 1236
571 1327
711 1516
713 1540
718 1563
Ths 1639
750 1712
75k 1727
851 1915
908 1900
971 1855
2830 0
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MILEAGES
STATTONS From From
L&, Schne
33.49 0.0
SANTA ANA 1.0
2.0
KING STREET 30,96 2.53
3.0
HARBOR BOULEVARD
4.0
GARDEN GROVE STATION 28,36 5.13
6.0
7.0
8.0
Sl 24,63 8,86
10.0
1.0
GIFRESS 21,5 11.90
13.0
14.0
ARTESIA STATION 18,37 152
16.0
17.0
BELLFLOWER STATION
15.33 18,16
LAXEWOOD BOULEVARD 14.18  19:0
20.0
CLEARWATER 1295 20,54
21.0
HOLLYDALE 12.45
CENTRAL CARDENS 22,0
CARESS AVENIE 10.8 22,69
23.0
LUGO
TXWNOOD 9.7 237
MODJESKA PARK
PALOMAR 8.7 2L
SOCCRRO 8,14  25.35
WATTS 7.38 26,11
27.0
28,0
SLAUSON AVENUE 426 29.23
VERNON AVENUE 3.24 30,25
.0
32.0
33.0
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SANTA ANA RATL LINE
FRESENT O RATION A PRESENT LOAD FA CT'OR o j
ERESENE O RATION AND PRBCET LON FAGYR v /(oA
See Amount

Maintenance of Way & Structurss
Proppriion of fwilitios used in common with other openE!S,BSS

Deprecigtion of Wa Structures
Based on /0 systen ra t6 pe F C.Me
s 7 8 Tos

"800 61 410,128
%00 8 53, 787
1200 31 2080425
Total: 100 672,338 @ 8.00¢ pem CoM.
Depresiation - Enggapg (Inols rent of leased units)
ra

Based on class per CM. (Cents
Class Car-Miles per C.M.
300 410,126 . $1,189
1200 83:;% 5.65 7,800
Totals %'72, : " R

Other E nt Costs

6 rate per C.M. for Accts, 29-32=36=37 &

38 « 18t 7 months 1948

Powsr Used K.W, Hrs,
ass ar=iiles Weiégt Ton-Miles @ 188 W.H.T.M.
410,126 22,967,
400 63,787 60 & 3,227,220
1200 208,425 54 t 11,2 0
Totals 22 7,040,454

Cost béised on $.006387 per K., Hrs.

Qther Power %s’cg = Incl, Dis tribubion, Sub-station
operation & depreciation @ $,003455 per XK. W. Hr.

Traimments Wages
“Incl, vaocati <3n’I & proportion of misc, time - Based on line

avergge per Co M, - 1st 6 months 1948; plus increase
effective October 16, 1948

Inspecting, Cleaning & Lubriocgting Cars
Based on system raée per E.!Ia. ;

Other Transportation Costs
Based on '1’50 system rate per C.M. for Accts, 63=56u68-69=
72=73=78 ° 1lst 7 months 1948

Traffic

Based on I/U system rate per ceme 1st 7 months 1948
Injuries & Damages
“Based on 1/U system rate per C.M, Xt 7 months 1948

Obher Genergl Costs
"Ba“'a"‘“lf"se on 1/U systam rate per C.M. 1st 7 months 1948

Operating Expenses
Taxes
“U.f. & C.TeA., based on ratio of Acct, 2Y5(6 & 7) to
operating expenses (rail line proportion)™

4.137 of above $26,813
Franchise Tax 421
L.A. City License on Pass, Reve 244

LR 4 ke e

Total Operating Expenses & Taxes

¥

Car-iiles 300=400-1200 Class’
Number of Units 16 £ 2 spares
Average Miles per Unit Total

Cents
Por. CaM.
13,21
24,608 3,66
53,787 8,00
9,213 1,37
20,108  2.99
44,827 6,67
24,325  3.62
196,726 29426
49,753  7.40
45,921  6.83
4,706 70
33,550 4499
52,846  7.86
§ 649,223  96.56
27,478 4,09
$676,701 100465
. 672,338
18
87,852



SANTA ANA LINE

Maintenance of Wgy and Structures

Costs are acuunmulated under various Code Numbers designated in
accord with "Formula governing separation of Rail Service, Rei lway Ope rating
Revenues, Expenses, etc,"

Where Codes are"common" +to"Freight" and "Passenger," allocation was
made on Ton-ifile basis.

Following (8) codes are involved in Santa Ana Line, all being cormon to
Freight and Passenger,
No. 400 = 6th & Main Terminal to 9th & Hooper = common with other lines
401 - Long Beach Line - 8th Str, to Watts - " . $ »
120 - Watts~-Santa Ana - exclusive use

Charges were allocated to Santa Ana Line as follows, based on 5 of Year
1947 and first 6 months of 1948 (not by months)

Code No,
400 401 120 TOTAL
Year 1947 $5,521 $10,277 $59,390 $75,188
% of above 2,760 5,139 29,695 37,594
1st 6 Mos. 1948 2,138 4,940 44,186 51,264

$4,898 $10,079 $73,881 $ 88,858

(Passenger $59,390 76% ¢
Year 1947 (Freight 18,720

( Total $78,110
: (Passenger } 444,186 74% »
re Clogg  (Preight 15,237

( Total $50,423




SANTA ANA RAIL LINE

Amount

Maintenance of Way & Structures
Proportion of %a.ei 1ities used in ocommon with other oper. $ 88,858

Depreciation of Way & Structures
Based on 1/0 . ay.%em rate per C.M. 23,031
Maintenance of Equipment
ass

L™ m

400 8 50, 341

1200 31 195 071
Total: 100 8.00¢ per C.M. 50,341

Depreciation = nt Incl. rent of leased units)
%an on oIass ra%e per C.M, _Cents
Pexr C.M.

29 $1,113
1%88 133 3?% 5065 7,358
Total: ~629,2 ; R
Other nt Josts
Based on I/U system rate per C.M. for Accts, 29-32-36-37-

38 = 1st 7 months of 1948 18,815
Power Used K.W. Hrs.

" Class Car-Miles Weight Ton-iMiles @ 188 W,H.T.M.
"800 @ 383,845 t 21,495,544
400 50, 341 60 ¢ 3,020,480
1200 195,071 54 t 10,533,834

Total: 2 6,589,369
Cost based on $.006367 per K.W. Hr. 41,954

Other Power Costs - Incl, Distribubion, Sub-station
Operation & Dep reciation @ $,003455 per XKW, Hr, 22,766

Traimwn's Wages "
TncT, vaoa’EEo'n & proportion of misc, time. Based on

line average per C, M, 1st 6§ months of 1948; plus
increase effective October 16, 1948 184,122

Inspecting, Cleaning & Lubricating Cars
Based on system rate per C.l. 46,565
er sportation Costs
Base§ on 1/U system rate pr C.M. for Accts,63-66-68-69-

72-73=78 1st 7 ponths of 1948 42,979

8,623

ffic
%ase% on I/U system rate per C,M. 1st 7 months 1948 4,405

Injuriss & Damages

Based on system rate per C.M. 1st 7 months 1948 31,400
her General Costs

%asea on %;TT system rate per C,M, 1st 7 months 1948 49,4 60

Cents

Per C.H.

14,12 -
3.66

8,00

1,37

2499

6,67
3,62

29426
740

6.88,
o 70

4,99

786"

Opergting Expenses $613,319
Taxes

Uele & C.T.A. based on ratio of Acct. 215 (6 & 7) to

operating expenses (rail lim proportion)

4,137 of above $25,330

Franchise Tax 421

LA, City License on Pass, Rev, 244 _ 26,995

Total 0pergting Expenses & Taxes $639,314

4,13
10160

Car Miles 300-400=1200 Class 629,261
Number of Units 12 £ 2 spsres 14
Average Miles per Unit Total 44,947



SANTA ANA RATL LINE

Cents
amount  Fer C.M
tenance of Wa; & Stguotures 2
9 %ggng? ac es used in eommon with other & 88,858 11 .85
Depreciation of Way & Structures i
Based on 1/U system rate per C.M. 27,454 3.66
Maintenance of Equipment ’
Based on clgss rate per C.M., 1lst 8 months 1948 27,379 3465

Depreciation - Equipment

5over 20@ysar ggge ‘$920,000. Investment spread 46,000 e
Obher Equipment Costs
on 1/U system rate per C.M. for Accts, 29-32- :
36=-37-38 18t 7 months 1548 22,428 2699
Power Used K.W. Hrs.
Car-liiles Wei Ten—l&iles 355 W, H, T.M,
750,100 T “'% 16,762,100 5,51%,23
5,513,235 @ $.006367 35,103 4,68
Other Power Bosts- Incl. Distribution, Sub-station,
eration & Depreciation @ $.003455 per K. W, Hr, 19,048 2,54
Trainmen's Wages
Incle veacation & groport:.on of mise, time; plus
increase effective Ootober 16, 1548 108,986 14,53
Inspecting, c eanin & Lu'brioatin_&_(mrs
esed on system ra 6 per CoM, 55,807 740
Other Trans Grtatien Costs
Based on 1/U system rate per Ce M. for Accts, 63-66«
68.60-72-73=78 18t"7 months 1948 51,232 6,83
Traffic
: ““Pased on I/U system rate per C.M, 1lst 7 months 1948 5,251 o70
Injuries & Damages
““Pased on 1/U system rate per C.M. lst 7 morths 1948 37,430 4,99
Other General Costs
Based on 1/U system cost rate per C.M. lst 7 mos.'48 58,958 7486
Opsrating Expenses $583,634 7781
\ Taxes

Uele & CoToA. based on rgtio of Accts 215 (6 & 7) o
operating expenses (rail line propertion)

4,159 of above $24,104
Frenchise Tex 421
L.A. City License on Pass. Rev, 244 24,769 5430
Total Opera@ting Expenses & }(T&Xes $608,403 81,11
Car Miles PuCeCe 750,100
Number of Units 21 4 2 spares 23
Average Miles per Unit Total 32,613




SANTA ANA RAIL LINE

FROPOSED ONE-MAN RATL OPERATION AND PROPOSED LOAD FACTOR

FOLL COST BASTS- ONE YEAR —
Cents
Amourt  Per C.M.
Maintenance of 'ﬂ‘%z % Stru chnrg%
“Pro gg'ﬁgawgng? es used in common with other § 88,858 el
Depre ciation of Way & Structures
;B;a”s_'&“e on 1/ system rate per C.M. 25,848 3.66
E&igﬁeﬁggee of Eggigmnt
sed on olass rate per C.,M. 1st 8 months 1948 26,777 6686
Do"eciaﬁwn - Equi prent
$4 §720,000, Investment spread over
20 year hfe 36,000 5,10
O’eher Equipment Costs '
““Based on 1/U system rate per C.M. for Accts., 29-32-36=
37-38 - lst 7 months 1948 21,116 2.99
Power Used K.W. Hrs.
T Car-iMiles Weight Ton-Miles @ 350 W.H.T.M.
06,2 » 14,820,746 5,150,761 @ $.006367 33 050 4,68
Other Power Costs - Incle Distribution, Sub-station
opergtion & depreciation @ $.003455 per K.W, Hr, 17,9%4 2.54
Trainmen's Wages
Inel veocation & proporticn of misc, time, Based on
line average per C.M.; plus increase effective
Oct, 16,1948, Same rate per C.M ,s present operat. 102,615 14,53
Inggoc'hlng, Cleaning & Lubriegting Cars
Based on system rate per .M. 52,261 7640
Other Trapsportation Cost
Based on I/U system rate per C.M. for Accts. 63068-69-
73-78 1st 7 months 1948 48,235 6.83
Traffic
“Based on I/U system rate per C.M. lst 7 months 1948 4,944 70
Injuries & Damages v
" Based on 1/T system rete per C.M. 1st 7 months 1948 35,241 4,99
Qther General C(osts
Basdd on 1/U system rate per C.M. 1lst 7 months 1948 55,509 7.86
Operating Expenses $547, 388 TTe61
Taxes
U.I. ti Tehey bageg ?na.;:latig gf Agcgrtfég (6 & 7) %o
eg% ng expen es (r ne prop 822,607
Fra.nohise Tax f 421 ‘
L.As City License on Pass, Rev. .. 23,272 . 3029
Total Opersting Expenses & Taxes $570,660 80,80
Car Miles P.CCs 706,226
Number of Units 16 £ 2 spares 18
Average Miles per UnitTotal P 39, 235



L0S ANGELFS-BELLFTONER RAIL LINE PLAN "A"

HOURLY
MAN OPERATION AND PRESE RASE
ULL COST BASIS -CNE YEAR- SERVICE
= Cents

Amount  Per C.M,
Maintenance of Way & Structures
Proportion of ﬁcﬂi’ﬁles used in common with other lines $ 37,4387 10,31

o!
reciation of lﬂ% & Structures
sed on system rate per C.M. 15,294 366
Maintenance of Equipment s

Based on olass rate per C.M, 1lst 8 months 1948 13,258 3466
Deprecistion - E nt
15 units @ ﬁg,%gg = $600,000, Investment spread over
20 year life 30,000 8e.26
Other Eg\g_iment Costs
Based on I/U system rate per C.M, for Accts.29-32-36-37-
38 1st 7 months of 1948 10,861 2499
Power Usad K.W. Hrs.
Car Miles Weight Ton-Miles 350 W,H,T.M.
363,229 : 7,627,809 2,669,735 @ $.006367 16,998 4,68
Other Power Costs - Incle Distribution, Sub-station operation
and depreciation @ $,003455 per K.W. Hr_ 9,224 2¢54

Trainmen's Wages

Incl, vacation & groportion of misc. time; plus inerease
effective Oct, 1§, 1948 68,264 18,79

;gsneotigs. Clegning & Lubricating Cars
ased on system rate per C.M. 26,879 - Ta40
Other 'rx_'.ag_sgortstien Costs

Based on 1/U system rate per C.M. for Accts, 63-66-68-69-

72=T3=T8 1st 7 months 1988 24,809 683
Traffic
T Based on I/U system rate per C.JM, 1lst 7 months 1948 2,543 70
Injuries & Damages
Based on isu system rete per C.M, 1st 7 months 1948 18,125 4,99
Other General Costs
Based on 1/U system rate per C.M. 1st 7 months 1948 28,550 T.86
Opersting Expenses $300, 242 82.€6
Texes:

U.J. & C.T.A., based on ratio of Accts.215 (6 & 7) to
operating expenses (rail line proportion)

4,13% of above $12,400
L.A, € ity License on Pass, Rev, 266 __‘]_;g_,__@_@g 3449
Tot&] Operating Expenses & Taxes $312,908 864,15
s ' JNA ‘
Car Miles P.CuCe 363,229
Yumber ef Units 13 / 2 spares 15
Average Miles per Unit Toteal 24,218



PLAN "A"

| LOS ANGELES-BELLFLOWER RATL LINE HOURLY BASE
| SERVICE
| PROPOSED ONE-MAN OFERATION AND IR OPOSED LOAD FACTOR
FULL COST BASTS Ol VBAR-
Cents

r Ancunt Per C.M.

; Maintenanee of Way & Structures
Proportion of facilities used in common with other

operations $ 37,437 11675

%ﬂciation of Woy & Structures

sed on 1/U system rate per C.M, 11,659 3466
Maintenance of Equipment

" Based on class rete per C.M, 1st & months 1948 11,627 - 3.65

Deprecistion - Equipment
11 units @ $40, - $440,000, Investment spread
over 20 year life 22,000 6491
Other Equipment Costs
sed onxm system rate per C.M. for Accts, 29-32-
36=37=38 1st 7 months of 1948 9,526 2499
Power Used XK.W, Hrs,
TCar-liiles  Weight Ton-Miles@ 350 W,H.T.M.
818,558 21 ¢ 6,689,718 2,341,401 @ 8,006367 14,908 4,68
Other Power Costs - Inel. Distribution, Sub=station
operation & Depreciation @ $,003455 per E.W.Hr. 8,090 2,54
Traimments Wages
~Inol, vacation & proportion of misc, time; plus

inerease effective Oct. 16, 1948 59,857 18,79
Inspecti ng, Cleaning & Lu'rieating Cars
Based on system rate per C.M, 23,573 7«40

Other Transportation Costs
Based on T/U system rate per CM. for Accts, 63-66-

68-69-72-73=78 '1st 7 months 1948 21,758 6.83
Fraffic
T Based on I/U system rate per C.M. 1lst 7 months 1948 2,230 .70
Injuries & Damages
Based on I/U system rate per C.M. 1st 7 months 1948 15,896 4,99
Other Gemeral (bsts
Based on I/U system rate per C.,M. 1st 7 months 1948 25,039 7286
Operating Expenses $268,599 82.78
Taxes

Usle & CuTuA. , based on ratio of Acct. 215 (6 & 7)
to operating expenses (rail line pr?portion)
4.13@01' above $10,887

T.Ae. City License on Pass, Rev, 266 11,158 3,50
Total Opergting Expenses & Taxes iz_‘zé_!lf?__z_ 86425

Car Miles  P.C.C. ' 318,558

Number of Units 9 / 2 spares S’

Average Miles per Unit Total 28,960

4
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PROPOSED ONE-MAN OF RATION AND R OPOSED LOAD FACT®
FULTL, 0OST BASTS ~ONB VEAR-

PLAN "B"
S0-M 1IN0 T
BASE SERVICE

Cents
) Amount Per C.M,
Mgintenance of Way & Struchures bt oy
Jﬁ?&m‘a‘f’fgﬁuﬁes uged in eommon with other
owrations $ 37,437 10,11
Deprecilation of Way & Struchures
Based on 1/U system rates per C.M, 13,554 3.66
Maintenance of Equipment
" Based onclass rete per C.M, 1st 8 monkhs 1948 13,517 3.85
Depreciation - Equipment
11 units ® 5000  $440,000, Tnvestment spread
over 20 year life 22,000 5694
Other Equipment Costs :
T Based on 1/U system rate per C,M, for Accts, 29-32- '
36-37-38  1st 7 months 1948 11,073 2,99
Power Used KW, Hrs,
T Car-Viles Weight Ton-Miles @ 350 W.H.T.M,
370,828  "21 % 7,776,868 T,T: 21,917 ® ¥,006867 17,530 4,68
Other Power Costs - Incl, Distribution, Sub-station
operation & deprecigtion @ $.003455 per K.W, Hr, 9,404 2054
Trainmen's Wages
Incl, vacation & propoftion of misc, time; plus
inereass effective Oct. 16, 1948 61,623 16.64
Inspeoting, Cleaning & Lubricating Cars ;
Bgsed on system rate per C.M. 27,404 740
Othsr Transpartgi on Costs
Based on I/U system rate per C.i, for Acchs, 63-66-
68=69-72-73-78 1st 7 months 1948 25,293 8683
Traffic
"Based on I/U system rate per C.M. 1st 7 months 1948 2,592 o 70
Injuries % Damages
Based on T/U system rate per C.M., 1st 7 months 1948 18,479 4,99
Other Gemeral Costs
Based on 1/U system rate per C.i. 1st 7 months 1948 29,108 7086
Operating Expenses $288,814 77699
Taxes
Usls X C.T.A., based on ratio of Aect, 215 (6 & 7)
to operating expenses{rail line proportion)
4,139 of above I $11,928 ,
L.A.City Liocense on Pass, Rev, . 266 12,194 8029
Total Operating Expenses & Taxes $301,008 81,28
Car Miles P.CoCa 370,328
Number of Units 9 £ 2 spares ; 11
Average Miles per Unit Total 32,6686



10S ANGELES-BELLFLOWER® RAIL LTNE

PLAN "B"

BASE SERVICE
PROPOSED ONE-MAN OPFRATION AND PRESENT LOAD FACTOR
FOLL, COST BASIS -ONBE YRAR-
Cents
Amount  Per C.M,
Maintenance of & Struotures
“Proportion of facilities used in common with other
opergtions $ 37,437 9,02
Depreciation of Way & Structures
PRased on 1/U system rate per C,M, 15,189 3.66
Maintenange of Equipment
Based on class rate per C.M, 1st 8 months 1948 15,147 3.65
Depreciation - Equipment
15 units @ $40,000 $600,000. Investment sproad
over 20 year life 30,000 Te23
Other Equipment Costs
Based on 1/U system rate per C,M. for Accts,29=-32-
36-37-38 1st 7 months 1948 12,408 2 99
Power Used K. W, Hrs,
Gar Wiles Weight Ton-Miles @ 350 W.H.T.M.
474,599 21 % 8,714,979 3,060,243 @ $.006367 19,421 4,68
Other Power Costs = Incl. Distribution, Sub-stetion
operation & depreciation @ $,00 3455 per K.W. Ir, 10,539 2.54
Trainmen's Wages
Tncl, vacation & proportion of misc, time; plus
inerease offective Oct, 16, 1948 69,051 16,64
Inspeoting, Cleaning & Lubricgtinz (ars
ased on system rate per C.M, 30,710 T+40
Other Transgortatien Cos ts ’
Based on 1/U system rate per C.M. for Accts, 63-66.68-
69-72-73-78 1st 7 months 1948 28,344 6,83
Traffio
T Based on I/U system rate per C.,M, 1st 7 months '48 2,905 .70
Injuries & Damages
Base?I on 170 system rate per C.M., ¥+t 7 months 1948 20,708 4,99
Other General Costs
Based on 1/U system rate per C.M. 1st 7 months 1948 32,619 786
: Operating Expenses $324,478 78,19
Taxes
T.T, & C.TsA,, based on ratio of Acct, 215 (6 & 7)
to operating expenses (rail line pmoportion)
4,137 of gbove f 813,401 .
L.A. City License on Pass, Rev, 266 13,667 3429
Total Operating Expenses & Taxes _gg_gg& 81,48
Car Miles PoCsCs 414,999
Number of Units 13 £ 2 spares .’ j 15
Average Miles per Unit Total 27,667



SANTA ANA LINE

PROPOSED MOTOR COACH OPERATIONS

FRESENT I.OAD FACTOR
FULL COST BASTS =ONE YEAR =

Cerits
Amount  Per Mile
Maintenancs of Way & Structures $ 192 « 25
Depreciation of Way & Struetures 92’ 012
Repdirs to Coaches
Ave, per mile for approx. 7 years 3,449 4,50
Tires & Tubes 943 1.23
Depreciation - Coaches
units & s $54,000, Investment spread over
7 year life 2,714, 10,08
Other Equipment Costs 383 «50
Opsrators' Wages
Inciudes vacpgbion & misc, time 16,660 - 20,43
Fuel & 0il
Based on performance and cost of fuel 4,218. 5450
Inspecting, Cleaning & Lubricating Equipment
Based on system cost per mile 2,560 3434
Other Transportation Costs , 2,300 300
Traffic : 253 o33
Injuries & Damages 767 1,00
Other General Costs 1,633 2,00
Opergting Expenses $40,082 = 52.26
Texes
Usle & C.T.A., based on ratio of Aocct, 215 (6 & 7)
to operating expenses (motor coach proportion)
$.81%7 of gbove $ 1,526
License, Weight Fee, Registration,etc
3 units @ $388 $ 1,164
L.A, < City License on Pass. Rev. 126 -
State 3% on Gross Receipts 1,327 - 4,163 5.43
Total Operating Expenses & Taxes 44, 225/ 57469
Motor Coach Miles 76,650
’ ¥
Number of Units i ' 3
Avserage Miles per Unit 25,550



|
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Mgintenance of %1 & Structures
sed on 18 mont =) 9

Degreoigtion of Way & Structures

$ 107,721

Based on ﬂU system rate per C.M. 52,1556

Maintenm ce of %ﬁ ipment
Based on es ed cost per C.M.

114,000

Depreciation - gggi%gnt (Incl. rent of leased units)
ased on olass rate per C.M.

Class % Car Miles Per C.M.
=300 858,250 | <

. ®
400 70 997,500 .62
1200 § 71,250 3.69
Totals I,ZE’EOO
Qther Equipment Costs
Based on I/U sys
37-38 <« 1st 7 months of 31948
Power Used

$1,033
6,186
2,629

9,847

rate per C.M. for Aechts, 29-32-36-

42,608
Kl“. Ersb

@lass Cear Miles Weight Ton-ilibs @ 188 W.H.T.M.
ol ol s

»

99V,
400 997,500 60 ¢ 59,850,000

1200 71,250 54 t
Total: 1,425,000

3,847,500
“8%,847,500 15,725,730
Cost based on $.006367 per K.W. Hr,

100,126

Other Power Costis - Incl gistribution, Sub=station
—Operation & Dapre

ciation
Trainmen's Wages
“Tngl. vacation & proportion of mis

gs - ased on
1ine avergge por CoM, 13t 8 monohs ‘1528 1no?ud1ng
obive Oct. 16, 19

inorease e s 1948

" Inspecting, (leaning & Lubre Cars
Based on systanm mée per C.u.

Qther Transportation Costs
“Based on 1/U system rate per C.M.

73«78 1st 7 months of 1948
Traffio

Based on I1/U system rate per C.M.
Injuriss & CL

ased on system rate per C.M.
Other General Costs
“Based on 1/U system rate per C.M.

Taxes
Based on average per C.l. 1st

Total Operating Expenses &

Car Miles 300-400-1200 Class
Number of Units 27 # 3 spares

Avergge Miles per Unit Total

@ergting Exponses

$+003455 per E.W. Hr. 54,332

504,380
105,450

for Accts. 63«86=68-59=72=
97,328

1st 7 months 1948 9,975
18t 7 months 1948 71,108

1st 7 months 1948 112,005

Cents

7.58
3.66
8.00

69

2099

7.03
3681

21.36
7.40

6,83
+70
4,99

7.86

$1,181,035
6 months 1948 97,613

82.88
6,85

Taxes $1,278,648

89.73

1,425,000
30
47,500

s



SAN PEDRO RAIL LINE
INCLUDING WILMINGTON-SAN PEDRO S. S. SERVICE

PRESENT OPERATION AND PRESENT LOAD FACTOR

COST BASIS = ONE YEAR = Cents
Amount Per C.M.
Mn‘l:enance of 'ggx & Structures
Based on 1st 6 months 1048 $ 74,429  6.63
80 of Structures
sed on sys rate per C.M. 41,101 3.66
Maintenance of Equipment
Based on est ed cost per C.M. 89,840 8,00
E&o?jion = Efuipment (Incl. rent of leased units)
Based on class rate per .C,lM.
Class Car Miles Per C.M. :
300 % i $586,00
400 70 786,100 «62 4,874,00
J200 12 138, 760 3,69 4,973,00
Total: 1,123,000 = 10,433 .93
Other Equi Costs
“Based on lgstam rate per C.M. for Accts. 29-32-
36-37-38- 1st 7 months 1948 33,578 2099
Power Used g.t. Hrs,
ass @8 Weight les 88 W M.
S Leis GRie mller 0
400 786,100 60 t 47,166,000
1200 134,760 54 ¢t 7,277,040
Total: T;T23,000 Te3, 12,863,471 8 78,78 T.00
Other Power Costs = Inol. Ristribution, subestation¥*
“operation & Depreciation @ $003455 per XK. W. Hr. 42,716 3.80
Trainments Wages
° & proportion °f3"ﬂ"°§ h:ililg'ﬂ.é Bg::ilnggn
e st . 13?‘}943“ ' & 288,499 25.69
Inspecting, Cleaning & LubricatingCars
gl%aed on syﬂ:of&nfa per C.M. 83,102  T7.40
Other Transportation osts ’
Based on system rate per C.M. for Ascts. 63-65-638-
Dot 7518 Tiee T monthe 1548° °F 76,701 6488
Traffic
—%ae'd on I/U system rate per C,M. lst 7 months 1948 7,861 o 70
Injuries & Damages
Based on Iﬁi system rate per C.M. 18t 7 months 1948 56,0388 4,99
Other General Costs
Pased on 1/U system rate per C.M. 18t 7 months 1948 88,268  7.86
Operating Expenses $971,284 B86.49
Ta @8
Based on average per C.M. 18t 6 months 1943 76,926 6485
"Total Operating Expenses & Taxes $1,048,210 935,34
Car Miles 300=400=-1200 class 1,123,000
Number of Units 23 4 3 spares 26

Average Miles per Unit Total 43,192



PACTPIC ELECTRIC RATLWAY COMPANY
ANALYSIS OF OPERATIONS
LINE = LONG BEACH-HUNTINGTON PARK MOTOR COACH LINE

ROUTE: Northbound - From Long Beach loading zone on east side of Pacific Av. between
Ocean -and lst Ste via Pacific Av., lst St., American Av., Long Beach Bl.,

Pacific Bl., Randolph St., Rugby Av., Belgrave Av,, and Pacific Bl. to Pacific
Bl. and Randelph St., Huntington Park.

Southbound - From Pacific Bl., and Randolph St., Huntington Park, via Pacific
Bl., Long Beach Bl., American Ave., Ocean Bl., and Pacific Av., to Long Beach

loading zone.
ROUTE LENGTH - Northbound 15.90 miles (incle 0.30 mile Huntington Park loop).
Wiy - e @ 15,70 milese
ASSIONED: June 2, 1948
Qe ts glﬂg! Egﬁg
Ba” R AR EERENE S L mt.;
P”k (I E R R R AN N RE ] 17 7-am m“
T ACTUALLY USED AND MILES TRED 1 3
Class Miles Operated
2220 White 62,790 99.96%
2300 White 22

xR

Miles per coach assigned - peak - 3,700,
Ratio, peak to base equipment requirements = 24125

REVENUE AND PASSENGERS:

Passengers a
1948 Pass z
June 13  Sunday 3.% 11.23%
1, Monday 8,351 13.81
15 Tuesday 8,665 1433
16 TWednesday 8,833 14,61
17 Thursday 9,205 1523
18 Friday 9,602 15.88
19 Ssaturday 012 14.91
B 100, 00%
Total as e arried;
Tmsrer [ E R R RN ENERENEERNENENHS. ] 538

il

Passenger ReVenu® scssscscecee $739,683+64

Revenue per Mile csessescscsscen 63.18 mtlﬂ
Revenue per Passenger esesesse 15.8L cents
Passengers per Mile sevncecees 3.98

Revenue per Month per Coach «»  $ 2,334.00
- 1 -



OPERATING AS :

orthbound Southbound
Scheduled Scheduled Scheduled hi d
Irips
83 0

__Trips _ Doubles

‘i!’eekdaya Bossesssnse 82 i

sa.t.nrdaya @esessneas 81 0 8l 0

Slmdayl sSesevesesnee 53 3 53 3
Additienal doublea‘ added as required.

Scheduled Time Adi, Peak Day Base Pills Peak  Nizht Base

mut‘s Sesnssmssans 6‘&% 63% 6!;* 53

Scheduled Speed MPH. 1.6 1se 8 Lyeb 177

Average Time to Attain Speeds in tion:

Speed Time Ave Ac tion
0 to 20 MPH 903 S€Ce 2.1 IPH/@C.
0 to 30 MPH 1944 sec. 1.5 MPH/SECe

(Coach 2233 - Hydro-Torque Drive)

Actual %omting Time = Fri%, July g: 1948:
Values averaged from trips sche to

Leave L.Be 9315 A-H; HP 10829 A.H; L«Bs 12815 Ptil; HP 1229 PeMe

& Number Time

Per lile Per Trip Per Stop Per Trip
Operating TiZ® ecssesenvee 60 Min. 07 Sec. m
Load'!.ng S'bops ssusecbsenes 1.‘].5 22.8 . 6.1 Sec# &m 32 Sece 10.“
Uﬂlmdiﬂg StOPI seascenocnw 1.53 24T 3-6 Secs#t 3 Mine 50 Sece 6.4‘
Traffic Dilays tssecesvtod 1.61 252 1618 Sec. 7 Min. 05 Sece 11.8’
Time in Motion eesecoscse 1{-2 lMine 40 Sece 71-0’
Pasmrﬂ seBoesERRERONDS l|..09 ﬂq. :
Total 3‘3@3 Cacssssessesel 3.211- 5‘003 20+ Sece. 17 Mine 27 Secs 29‘

# = per passenger
ANALYSIS OF MOTOR CCACH ASSIGNMENTS EFFICT JULY 1948:

Running Time 48,322 Hours 67.69%
Layover 7,622 10.68
Lunch 1,908 267
Other Dead Time 9,454 13424
Deadhead Passengers - 2,64 3«70
Work as Directed 476 0.67
Ad justment 9 201
Total 71,386 Hours  100.00%

-2‘



OPERATORS' HOURS AND WAGES:

Regular 5,618 hours 87.3 %
Overtime 818 =n 12.7

Total 6,436 ® 100,00%

Wages per hour - $1.4803
Wages per mile - L1517

QUT=0F: 0STS 1948;
Amount Cents

Equipment Repairs $ 1,156 EE
Tires and Tubes 766 1.22
Depreciation 2,048 3626
Inspecting and Serviecing 2,098 3e3L
Crew Wages 95527 15.17
Gasoline 3,555 50“
Lubrication 113 0,18

Taxes 2.122 2. 2
Total $21,462 _3hal7
Estimated Full Cost ‘29a767 L4739
Net Income Estimated 9,917 1579

;_Bmau of Research
“hugust L, 1948 \ -3 -
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Before The

Public Utjlities Commission of The State of California
Appllcatlons Nos, 23053 and 27466

Case No, 4843

SULLIARY OF RECOMMENDED PROCEDURE
AS CONTAINED IN

PRELIMINARY REPCRT ON ENGINEERING AND ECONOMIC ANALYSIS

of

PACIFIC EIECTRIC RAIINAY COQUPANY

Submitted to Mre O, A, Smith, President,

Arthur C, Jenkins, Consulting Engincer
on
July 15, 1948

Pacific Elcetric Railway Company
Los Angeles, California
Ogtober 13, 1948




PRELIMINARY REPORT ON ENGINGERING AND ECONOIMIC ANALYSIS

CHAPTER "E"
SUMNARY OF RECOIMENDED PROCEDURE

PREFACE

It has been the objective of the foregoing treatise to resolve the
complex financial problem of Pacific Electric Railway Company into its several
constituent elements and to lay the foundation for a logical inspection of the
several contributing factors through a carefully executed series of analyses
to reveal the offending features in order that they may be subjected to
remedial treatment that will be productive of the maximum financial poten=
tialities,

This section is devoted to a summarization of the salient features
developed in previous sections and presents a concise outline of the course
of procedure considered to possess the most productive capabilities in
arriving at a determination of the facts upon which final action should depend,

Inter jected among the factual data discussed in the foregoing sections
are expressions of opinion, To establish the validity of these preliminary
conclusions, it is imperative that the cempany preoeeed upon s systematic
program of studies that will substitute in the place of personal opinion,
absolute facts and figures that are beyond the realm of conjecture, prepared
in such fashion as to be definitely conclusive, Certain of the theories that
have been injeoted into this preliminary report are based upon actual
experience and in principle are in need of no further proof, The extent of
the benefits that may be derived from application of those theories, however,
must be established so that the extent of their individual contribution to
the overall relief sought can be known and action with respect to other
features of the program may be guided accordingly,

It is not expected that this report sets forth all of the many segments
of the problem, No doubt there will be numerous possibilities present them=
selves as the various studies suggested herein proceed toward completion,
During the period of preliminary analysis a number of matters have been
developed and discussed and gotten under way in advance of completion of this
report or the final report, Some of the studies recommended hereunder have
already been commenced and are well under way with favorable results already
in evidence, They are included, however, so as to render the list complete,

In laying out the program as to what appears to be the most logical

arrangement of the various individual studies, it is recognized that there

is a close relationship between the various individual subjects and that a
certain decision on one may influence the decisions on others, Conditions
may develop as the survey proceeds that will necessitate rearrangement of the
items included and may alter the nature of the individual studies, The whole
program must possess a degree of flexibility that will accommcdate any such
requirements,

sile



As pointed out previously, freight operations are self-supporting under
current conditions, Although there may be some possible sources of greater
Financial benefit through analysis of that branch of service, this preliminary
report deals almost in its entirety with the more serious problem of passenger
operations, which is the primary source of loss,

A starting point must be established from which to project the analysis
forward, with a definite outlinc of the various components arranged in the
chronological order of their importance to the company, giving full considera-
tion to both its financial status, proper correlation bectween the various
physical propertics involved, and the importance of maintaining proper public
relations,

The principal controlling considerations confronting the company in cone
templating this comprehensive survey are:

1, Increasing revenue through an increase in passenger fares,

2, Increasing revenue by adoption of an incentive program
and advertising,

3. Reduction in cost of operations through adjustments to
physical properties, scrvice, personnel organization,
and procedures,

4a laintaining a proper relationship between earnings and
capital investment,

5. Rearrangement of corporate structure to effeet economies
and permit greater freedom of action,

Although it would appear advisable under current conditions to defer the
filing of an application for increascd passenger fares until after the results
of all other possibilities are known, sight must not be lost of the fact that
there may be an unavoidable increase in wage rates thrown upon the company in
the near future and the only means of quick financial relief may be through
increased rates, With this in mind as a probablg ocourrence, one of the
projects listed below for number one priority is the preparation of the
necessary features of a rate application,

A balance must be established in arranging the order of priority of the
various studies listed, so as to give eonsideration to the immediate financial
needs of the company as compared with those that can appropriately be placed
in the long=range category,

II, GEb ELEMENTS HE! I ST

In summary form the general elements embraced by the survey, that must
be accorded consideration in formulating the detailed course of procedure, are
listed below in the sequence of their importance, Due to the urgent need for
immediate relief, Item 7 should be moved up into the position of Item 5 despite
the possible criticism that may emanate from the Public Utilities Commission,



1, Determine the approximate rate base upon which a reasonable
return should properly be expected,

2+ Establish the extent by which present carnings fall short
of meeting that reasonable margin of profit,

3. Break down the various phases of the company's operations
to determine the extent to which each measures up to a
reasonable return,

4y Arrange the various phases in the order of their relative
degrece of adversity,

54 With respect to each phasc, conduct a carecful investigation
to determine the extent to which cconomies can be effected
under present mode of operation through modification of
operations, service, facilities, organization, and procedure,

6, If the aggregate loss is not eliminated, estimate the
probable amount of financial improvement possible in each
phase of operations through increased rates,

7« For those phascs of operation determined to be impossible
of conversion to a profitable earning status under present
opcrating conditions, consider the cffects of substitution
of motor coaches for rail cars, consolidation of motor
coaches and rail lines, curtailment or abandonment of
individual routes in whole or in part, and complete dis=
posal of passcnger operations,

111, PROJECTS RECOLMENDED FOR STUDY AND REPORT

The various elcments of the company's operations that are considered to
require detailed study have been arranged below under several general classi-
fications, Under each general classification the items have been segregated
and placed in scparate study groups, cach identified by a project number,
Those phascs included undor each project number should be the subject of
joint study when consisting of more than one, and a secparate report should
be prepared covering each projecot,

Each study should develop all of the necessary factual data related to
the subject in sufficicent detail to establish the conclusions beyond equivow
cation, but not to the oxtent of ineluding data that is superfluous to the
desired result, Such casential supporting data should be systematically
compiled in the report with logical discussion leading up to thc final con-
clusions so that if required it can be submitted intact as an exhibit to the
Board of Directors or the Public Utilities Commission in complete and con=-
vineing form,

For case of identification, project numbers have been assigned to the
various phases of the study as listed below, The general prefix is PR3 which
will apply to all projects and reports, For furthor identification, this
prefix is followed by the letter identifying the group and then by the
numberal representing the sequence numerically under the group; i.e,, PR3=Al,
The individual report covering the project will carry the samc designation
except that a decimal will replace the dashj i.e., PR3,Al, This preliminary
report will be designated as Wo, FR 3,1,

3=



IV. PRIORITY

Bach project number listed below is preceded by a number in parenthesis.
These numbers indicate the order of priority of each project based upon the
assumption that they would be processed consecutively. From a practical point
of view it will be desirable to proceed with more than one project at a time.
The priority numbers will therefore only serve as a general guide.

Tiic various projects fall into two general classes: (1) those requiring
Public Utilities Commission application and authority for final action; and
(2) those that are within company control. Arrangement of studies should

give consideration to appropriate grouping for most expeditious handling in
these two categories.

(A) PUBLIC UTILITIES COIRISSION RECOMMENDATIONS AND ORDERS

(1)PR3-Al. Analyse and Take Appropriate Action on PUC Recommendations and Orders
1. Determine all pertinent facts and figures.
2. Submit a statement of expected chronological compliance with
provisions of Commission Order and Recommendations.

(2)PR3-A2. File Application for Extension of Time and Modification of Order

(3)PR3-A3. Prepare for Formal Hearing on Application
La Exhibits and Evidence.
2. Witnesses,

(B) OPERATIONS AND SERVICE

(4)PR3-Bl. Service Standards and Load Factor

1l Proner standlng distance in time and miles.

2, Load factor as it affects schedule speed, earnings, equipment
requirements, and cost of operations.

3« Relationship between load factor and profit.

4+ Reaction of passengers to restrictive load factor.

5. Load factor involved not only passengers aboard vehicles,
but also those awaiting to board.

6. Load factor applied to Pacific Electric compared with those
on other properties.

7. Relationship between standard of service and fare charged.

(4)PR3-B2. Service Standards and Traffic Volume

1. Determination of maximum load points and traffic volume,

2, BExpress service and equipment turnbacks according to traffic
pattern.

3. Establish staggered stops for local and express motor coach
service,

L. Actual delay of passenger rail service by freight operation.

5, Theoretical cost due to service delays,

6. Consider alteration of procedure to allow for use of rear
exit doors of motor coaches.



C) ORGANTIZATION, PERSONNEL AND PROCEDURE

(5)ER3=Cl. Revision of Schedule Bureau

1. Present organization and personnel,

2. Present practices and procedures,

3. Field traffic checking and information channels.

4. Position on general organization chart,

5. Need for modernlzatlon and more expeditious action.

6. Elimination of unnecessary details of time-table constructlon
and other clerical work,

7. Need for direction fron higher authority and corresponding
support.

8. Desirability of raising to higher level of authority.

9. Adoption of up-to-date and modern techniques in service
control, based on current traffic pattern and requirements.

(5)ER3=02, Field Supervision and Dispatching

(7)PR3-C3. Division Superintendence and Procedure

(17) ER3-C4. Shop Personnel and Procedure

(17) PR3-C5. Torrance Personnel and Procedure

(L7)PR3-C6., Operational .Personnel and Procedure

(17 PR3-C7. Executive Personnel and Procedure
1. Establish separate freight and passenger departments.
2. Plece separate general superintendents in charge of each.
3. Create position of Vice President in Charge of Operations.

(17)PR3-C8, Personnel and Procedure of Other Departments

(1D PR3-C9. Labor Time and Cost Studies

(19 PR3-C10. Accounting Forms, Procedure, Office Efficiency, and Cost Accounting

1. Eliminate unnecessary statements.

2. Adopt fullest use of modern methods of office equlpment,
procedure, and efficiency.

3. Depart to fullest extent possible from cumbersome railroad

~ accounting practices, procedures and restrictions.

4. Install latest developments in accounting forms and records
at division headquarters and other field activities.

5. Revise passenger traffic analysis form to provide greater
accuracy and more refinement in developing statistics by
lines, particularly at motor coach divisions.

(18 PR3-C11. Public Relations

(20PR3-C12. Economies through Flat Rate Personnel Reduction Applied to All
Departments




(D) MODIFICATION OF PHYSICAL FACILITIES AND OPERATIONS

(9)PR3-D1. Substitution of Motor Coaches for Rail Cars
1. Local lines.
2. Interurban lines,

3. Expenses and revenue by individual lines under present conditions.
4. Expenses and revenue under present operations with revised
schedules and service.
5. Expenses and revenue under present operations with increased
maximum allowable load factor.
6. Expenges and revenue under possible rearrangement of existing
rail operations.
7. Expenses and revenue under motor coach substitution  at
maximum allowable load factor and increased load factor,
€. Order of Priority:
(a) Venice Short Line.
(b) Hollywood Boulevard Vineyard.
(¢) Santa Monica Boulevard.
(d) Sierra liadre.
(e) Monrovia Glendora.
(f) Watts Sierra Vista.
(g) Pasadena.
(h) San Fernando Valley.
(i) Glendale Burbank.
9. Valuation and retirement of physical facilities.
10. Cost of substitution equipment.
11, Estimate of rehabilitation to be avoided.
12, Release of useable rail equipment for other lines.
13. Downtown off-street terminal versus through operation.
14. Routes and service.

(9)PR3=D2. One=Man Car Cperation
1. Application to:
(a) Venice Short Line.
(b) Hollywood Boulevard Vineyard.
(¢) Santa Monica Boulevard.
(d) Glendalée Burbank.
(e) San Fernando Valley.

2. Labor Union involvements.

3. Effect upon expenses and revenue.

L. Availability of presently owned equipment and cost of
conversion of cars and track circuits.

5. Comparative financial aspects, using new PCC type cars,

6. Comparison with finencial aspects under motor coach operation.

7. Cost of necessary track rehabilitation under one-man rail
operation.

8, Effect upon public relations.

(12)PR3-D3. Rail Trunk and Motor Coach Feeder Lines
1. Application to:

(a) El Monte Baldwin Park Line with connection at
El Monte or Baldwin Park.

(b) Monrovia Glendora line with connection at
Oneonta Park or Sierra Vista.

(¢) San Fernando Valley line with connection at
North Hollywood or Universal City,

b
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Reduction in:
(a) Miles of track.
(b) Rail car miles.
(e¢) Motor Coach miles.
(d) Investment in fixed facilities.,
(f) Number of rail cars required.
(g) Maintenance of track, roadway, and overhead.
(h) Rail and motor coach operating expense.
(i) Running time,
Effect upon traffic and revenue,
Amount of track and roadway rehabilitation eliminated.
Investment in motor coach equipment.
Release of rail equipment.
Effect upon public relations.

Off-Street Terminals

(9)PR3=D4.
1

2.
3.
ba
5«

6,
T

(22)PR3-D5.

Cost of physical facilities and expense of maintaining
and operating.

Difficulty of ingress and egress.

Maximum capacity of existing facilities,

Possibility of expanding capacity of existing facilities.
Available location, cost, and effect upon service of
obtaining additional off-street terminals.

Congestion of access streets.

Comparative advantages and disadvantages of through
routes, eliminating off-street terminals.

Abandonment of Non-Profitable Lines

l.
2.

3.
o

f <
s

6.

(i
g.

(12)PR3-D6.

Identification of lines or portions of lines with insufficient
traffic to justify continued operation.,

Alternate means of transportation available to traffic on
lines considered for abandonment.

Reduction in book value of fixed facilities.

Estimate of rehabilitation cost that would be avoided.
Equipment that would be released by abandonment.

Effect upon expenses, revenue, traffic, freight operations,
and public relations.

Eliminate passenger service on Santa lMonica Air Line,
Eliminate passenger service on Newport Beach Line.

Rearrangement of Motor Coach Routes

1.

2.
3.

(24)PR3-D7.

Analyze all motor coach lines to determine extent of duplication
and improper routing as weighed against'traffic requirements.
Effect upon expenses, revenue, traffic, and public relations,
Equipment released.

Consolidation and Relocation of Shops

1.

Analyze functions of equipment repair, maintenance, servicing

and overhaul at Torrance, Macy Street, Hollywood, Santa Monica,
Watts, and other locations to determine the extent, volume and
nature of work done and possibility of combining activities for
economy and relocating facilities near to strategic centers of
operation,

Study redesign of motor coach facilities at Macy Street, Holly-
wood, and Santa Monica, with possible consideration of relocation.

s



(16)PR3-D8. Maintenance and Painting of Fquipment and Facilities

( 8)PR3-D9.  Operating Division Headguarters

(14)PR3-D10. Operating Procedure at Los Angeles Terminals

1. Study vehicle movement, laning, and positioning for possible
improvement in flow and convenience of passengers.,

2. Establishment of lanes and identified stalls with overhead
numbers visible to passengers, with mechancial or electrical
direction devices at Main Street Terminal.

3« Analyze dispatching procedure for better coordination and
systematic handling of equipment and informing of passengers.

4. Devise a system of route designation and run identification.

(15)PR3=D11. Rail Equipment Assignments

1. Present assignment of cars by lines.

2, Elinination of wooden-body cars,

3. Cost of new equipment to replace older rail cars, including
wooden-body cars.

4. Definite program of equipment assignment, abandonment, or
replacement, based upon results of other studies involving
motor coach substitution, one-man car operation, and
abandonment of service.

(E) PASSENGER FARES, RATES, TARIFFS AND PROCEDURE

(11)PR3-El. Application for Increase in Fares

1. Theory of application - zone adjustment or uniform percentage.

2. Study of various methods of fare collection under zone system.

3. Estimate of probable revenue increase.

4. Effect of latest increases upon traffic and revenue.

5. Rate base and rate of return.

6. Exhibits and testimony.

7. Estimate of increase in cost due to increases in wages
and materials,

8. Extent of free transportation.

9. Summarization of all other economy and revenue producing
measures explored.

(11)PR3-E2. Adjustment of Rate Structure
1. General simplification.
2, Elimination of commutation, excursion, and round trip. fares.
3. Estimate of effect upon revenue, expenses, and traffic.
4. Advantages and disadvantages, and effect upon public relations,

(11)PR3-E3. Elimination of Inter-Company Transfers
1. Glendale and Pasadena.
2, Estimate of effect upon revenue, expenses, and public relations.
3. Advantages and disadvantages.
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(11)PR3-E4. Elimination of Inter-Carrier Affiliations
1, Joint tariffs, ticket sales, and baggage handling.
2, Estimate of effect upon revenue, expenses, and public relations.
3. Release from Interstate Commerce regulations.

(11)PR3-E5. Elimination of Commission Agents and Station Agencies
1, Relationship to freight operations.
2, Estimate of effect upon revenue, expenses, and public relations.
3. Abandonment of physical facilities.

(11)PR3-E6, Fare Collection and Ticket Sales
1. Elimination of ticket sales at Main Street and Subway terminals.
2. Direct collection of fares at terminals through fare boxes
in buses.
3. Collection at concentration points through portable fare boxes.

4L+ Analysis of general fare collection procedure en route, including
zone fares.

(11)PR3-E7. Simplification of Tariffs
1. Elimination of joint tariffs.

2. Revision of company tariffs to eliminate complications and
duplication.

(F) REVENUE, COST AND SERVICE ANALYSES

(26)PR3-Fl. Analysis of Prorate Formula.

(4) PR3-F2. Comparative Cost Analyses

1. Commutation versus straight cash fares at 100 per cent load
factor and higher.

2. Complete cost and revenue study on typical rail and motor
coach lines for comparison with system averages and use in
rate case.

3. Cost of operating interurban service under conditions of:

(a) Multiple-unit trains.
(b) Single-unit trains,
(¢) One-man cars.,

(d) Motor coaches.,

(6) PR3-F3. Economies through Service Adjustments
1. Analyze each individuanl rail and motor coach line to eliminate
unnecessary service and effeet economies.
2. Examine existing schedules and traffic on each line and
prepare new schedules where required.
3. Use procedure applied to Baldwin Park Line,

(6) PR3-F4. Consolidation of Local and Interurban Rail Service at Night




(G) CORPORATE STRUCTURE AND PROPERTY DISPOSAL

(21)PR3=Gl. Formation of Separate Corporations
1, Legal Aspects,
2, Division of properties, service and organization,
3. Restrictions of bond indenturcs and other financial elements.
4. Complete separation from Southern Pacific Company,
5+ Involvement of labor unions and Federal employments acts,
6. Estimate of time required to complete separation.
7. Estimate of overall financial gain.
8. Summarization of advantages and disadvantages,

(I0)PR3-G2. Sale or Division of Los Angeles Motor Coach Company

1, Extent of physical facilities involved,

2. Legal aspects.
3. Desires of Los Angeles Transit Lines,
4. Valuation and appraisal of Pacific Electric Railway portion,
5. Effect upon public relations,
6. Financial analysis of earnings, rate of return, and value

based on capitalization of earnings and other considerations.

7. Advantages and disadvantages.

(22)PR3-G3, Sale of Pacific Electric Railway's Los Angeles Local Lines

1. Extent of physical facilities involved,

2. Condition. of facilities and cost of rehabilitation.

3. Legel aspects.

4. Desires of Los Angeles Transit Lines,

5. Effect upon public relations,

6. Financial analysis of earnings, rate of return, and value
based on capitalization of present and possible future
earnings and other considerations,

7. Advantages and disadvantages.

(25)PR3-G4. Disposal of All Passenger Operctions

1. Extent of physical facilities involved.

* 2. Legal aspects.

3. Restrictions and limitations of bond indentures and other
corporate conditions,

4, Condition of facilities and cost of rchabilitation.

5. Effect on public relations.

6. Financial analysis of earnings, rate of return, and value
based on capitalization of present and possible future
earnings and other considerations,

7. Advantages and disadvantages,
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PRELI:{INARY REPORT
on '

ENGINEERING AND ECONOMIC ANALYSIS

A, BASIC CONSIDERATIONS

PRECEPT

In view of the need for immediate final decision by the company on
certain elements of the overall problem that have been in process of negotia-
tion with the Public Utilities Commission of the State of California and the
desirability of coordinating this special survey with other phases of the
company's operations that have been actively under study by the company, it
was requested by lir, O, A, Suith, President of Pacific Electric Railway
Company, at a conference in his office on May 21, 1948, that a preliminary
report be submitted setting forth the findings thus far developed and out-
lining recommendations as to a suggested plan of procedure to be followed in
carrying the final analysis through to completion.

The study thus far has encompassed:

(a) A review of the company's financial statements over the
period of years from 1939 to date,. .

(b) An analysis of the proceedings before the Public Utilities
Commission of the State of California, commencing with
Application No. 21656 and including all subsequent matters
involving applications, decisions, exhibits, and reports
in connection with both formal and informal matters.

(c) Preliminary field inspection of shops, division headquarters,
track and other facilities.

(d) Exploratory conferences with key department heads and executives.

(e) Conferences with various members of the Public Utilities
Commission and its technical staff.

(f) General review of the passenger fare structure,
(g) A general review of the methods of operation in passenger service,

(h) A review of the organizational consist as between passenger and
freight operations,and inter-departmental coordination,

In covering these various phases it has been possible to bring out
certain basic elements that appear to be contributing to the company's
adverse financial status, to isolate the principal sources of loss and to
develop a concept of the mode of attack that should be followed in systema-
tically exploring the numerous sources of financial and operational improve-
ments that appear to be worthy of consideration,
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The scope of this preliminary report will be confined to a discussion

of those elements and its purpose is to provide a presentation of findings
with general recommendations as to the course of pursuit considered to be
appropriate in proceeding with the final studies looking toward ultimate
realization of maximum financial rehabilitation and most efficient utiliza-
tion of facilities. By reason of the widespread scope of the system and

the magnitude of its operations, there are a multitude of ramifications,

each presenting many facets that must be individually accorded close scrutiny
in the search for an ultimate arrangement that will be productive of the
maximum potentialities of the area served and an equitable balance between
revenue and cost of service,

It should be clearly understood that this preliminary report is not
intended to serve as a representation of final conclusions, but only as a
guide in proceeding with the various phases of study considered to be
necessary in arriving at the final conclusions and recommendations embracing
the overall problem. Certain opinions are expressed herein, and in some
cases, with considerable emphasis. Where such is the case, the basis of
opinion is on known results derived from actual experience which can be
considered as established fact without further proof.

PROSPECTS FOR THE FUTURE

Although at this stage of the survey it is not possible to predict the
full measure of cost reduction that will ultimately be reached, observations
to date indicate that the financial future of the company is by no means
hopeless, providing that concerted effort is exerted to break down the
barriers to recovery that have been increasing with passage of time, and
that a vigorous program is instituted to remove what may appear to be unsur-
mountable obstacles in the way of adverse public reaction, corporate limit-
ations and legal restrictions. Fullest advantage must be taken of the
economies available through organizational revision, conversion of costly
rail operations to motor coach service, one-man car operation, and other
means. This ray of hope can, of course, be overshadowed by an adverse trend
in freight earnings if such should develop and the favorable predictions
contained hercin as to system financial improvement is premised upon
the assumption that freight will continue to be profitable,

One of the highly important elements of the process is the necessity
for a return in financial and operational thinking to the fundamental concepts
of the basic economic clements constituting the formula upon which all enter-
prises must be conducted if the interests of the investors are to be fully
protected and the financial integrity of the industry insured. In launching
an action program sight must not be lost of either the inherent right of
private industry to expect a reasonable return upon its invested capital as
a reward for the dedication of its facilities and service to the general
public, or the industry's obligation to conduct its business on the highest
level of efficiency and economy. There is no law which forces, either
directly or through interpretation of its intent, the continuation of a
prudently managed private corporation that brings in less revenue than the
cost required to perform the service offered,
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Unfortunately, in the transportation industry during the past few decades
there has been a growing tendency to depart from the principle of basic earning
rights of private capital and to assume that such companies should be content
to earn only sufficient revenue to offset direct costs of conducting the
businesss Many transportation enterprises have not even been able to
maintain a break-even status and consequently have been forced to dissipate
their capital by falling back on depreciation allowance for survival., After
having been subjected to financial privation for many years there has been
a corresponding tendency on behalf of the operators to lose sight of their
inherent right to a reasonsble return.

As indicated above, private capital under prudent management cannot
be expected or required to provide a service in the nature of a public
utility for the interest of the general public when the returns from such
service are insufficient to support the operation. When the earnings
of such an enterprise reach a level where they are less than the cost of
providing the service and there is no possibility of betterment through
increased fares, and if the public considers that such a service is essential
to the welfare of the people of the territory served and cannot be dispensed
with, then it is the responsibility of the public to either assume the burden
of continuing the operation or to share in the cost of providing it through
the furnishing of a subsidy.

NATURE OF FINAL SURVEY AND REPORT

To lay the necessary ground work upon which to base a revitalization of
the financial and physical structure of the company it is imperative that a
program be developed that will disclose not only the nature of those harmful
elements that are beyond the direct control of the company, but also, and
perhaps of greater importance, those deficiencies that are within the reach
of company correction. This means attacking each individual factor that is
in any way responsible for creating the deficit. This process must be closely
related to the standard of service provided in order that the cumulative
effects are prevented from defeating the purpose for which intended, through
harmful diversion or reduction in traffic handled,

Similarly, all possibilities of bolstering up the total revenue must be
explored, giving full consideration to modern methods of merchandizing and
traffic inducement., After these things have been done and the company is
convinced that it has exhausted all reasonablepotentialities through
ordinary means, then the case for drastic action, if indicated to be
necessary, must be carefully drawn together and pursued relentlessly. It
is intended that the final report in this comprehensive survey will cover all
essential features required to build up the case along the lines referred to.

There are two possible courses of action in carrying the result of this
survey forward from this point of preliminary summarization. Submission of
a final and comprehensive report might be deferred until all phases of the
survey have been completed so that the composite picture may be presented at
one time. The other, and more logical approach to the problem, in view of
the seriousness of the company's present status, is to proceed with a series
of interim studies and reports, each one of which will be completed separately
covering some one of the many individual phasesof the overall problem. After
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From the point of view of the stockholders and bondholders, on the face
of the combined annual showing, it would appear upon superficial inspection
to be to their advantage to abandon completely all phases of the operations
excepting the Los Angeles Motor Coach Lines and the Pacific Electric Building,
By doing so an operating loss of $837,000 would have been converted to an
operating profit of 63,000, or a betterment of 41,500,000,

Further reference to the 1947 annual statement indicates that a profit of
#1,850,000 was realized for the year on freight operations, This, when com-
bined with net from Los Angeles Motor Coach Lines and the Pacific Electric
Building, results in a net profit of §2,500,000. From a broader scope of
anal ysis, upon the face of these statements, the logical course of procedure
for the company to follow would appear to be complete abandonment of all
passenger operations. By doing so the company would have converted an
annual loss of $837,000 into a profit of $3,500,000. No such action should
be given serious consideration, however, until every possible means of

eliminating the losses in passenger service have been fully explored and
the cause found to be hopeless.

ANALYSIS OF FINANCIAL STATUS

To approach the problem of bringing the company's revenues into a ‘more
favorable relationship with costs of doing business, some measurement of
proper ratio must be established to indicate the ultimate earnings to which
the company is reasonably entitled, and then an effort should be made to
attain the closest possible approach to that goal.

In doing this we must start from the consolidated earning statements and
then progressively separate out the various phases of operation to isolate
those that are contributing most heavily to the company's oppressive financial
condition. ©Each phase so disassociated from the others must be carefully
analyzed in all of its aspects and a determination made of the amount of
revenue it should produce to satisfactorily place it on a reasonable earning
basis. This should entail an estimate of the investment in fixed facilities
necessary to perform the services of each branch and a relationship between
such estimate and net earnings should be developed, to arrive at a reasonable
rate of return,

In establishing an estimate of rate base or valuation, an involved
process of computation is not justified where the gap between a full reason-
able rate of return and actual return, is so great as on this property. The
computation can be rough and any tendency away from actual should be directed
toward the conservative side,

These ideal earning figures so developed for each phase of the oper-
ation should then be established as the ultimate goal and every effort should
be consistently and continuously exerted to reduce the void between actual
and that goal. In procecding toward that end, the total amount of
deficiency in each branch should be sect up which would indicate the amount
of money that would be required to bridge the gap either through increased
revenue or decreased operating expenses, or a combination of both.
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A rough calculation should then be made of the amount and percentage of
increased rates that would be required to offset the deficit and the
percentage decreasec in expenses that would be required to accomplish the
same purpose, Concerted action should then be taken to reduce the magnitude
of expenses by a degree equal, if possible, to the extent of the deficit,

If after exhausting all possibilities in this field, the deficit still
persists, consideration should be given to its further reduction or elimin-
ation through increased rates of passenger fare. Increased fares should
be given immediate consideration as a means of offsetting increased costs
that may develop through further upward trend of wage rates,

Together with the study of economizing on expenses generally, full
consideration should be given to rearrangement of service and operations and
substitution of buses for rail cars, or in some cases, outright abandonment
or disposal of operations and facilities as previously mentioned,

Reduction of operating expenscs should involve the judicial curtailment
of man hours in all departments, but not to the extent of creating further
deficiencies where such already exist in certain quarters, To effect the
fullest measure of such economies, a carefully conducted time-cost study
should be made on cach phase of work in each department. However, the
status of the company's financial condition is such as to require immediate
action and the protracted delay incident to a complete time-cost study
cannot be accepted at this time,  Therefore, more or less arbitrary reduc-
tion methods must be used as an intermediate step to insure a reasonable
margin of safety in the shortest possible interval of time,

In view of the precarious financial situation, a general review must
be made of the operations as a whole and immediate steps taken to attack
those featurcs that hold greatest promise of quick relief,

The financiadl statements for the year of 1947 may be used as a
guide in analyzing the various elements responsible for the losses incurred.
Although the showing may not be wholly indicative of the immediate current
financial status, it does produce the necessary basis upon which to
proceed in outlining a method of search for improvement.

For the year of 1947 the consolidated financial statement for the system
operations produced the following results:

CONSOLIDATED OPERATIONS

Year 1947

Operating Revenue » 33,798,485.06
Operating Expenses 31,775,759.03

Net Revenue - Operations . 2,022,726.03
Operating Taxes 2,860,332.75.

Operating Income 837,606.72 LOSS
Non-Operating Income 369,806.85

Gross Income 467,799.87 LOSS
Deductions from Gross Income 1,292,273.11

NET INCOLE 4 1,760,072.98 LOSS
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This consolidated summary shows that the total cost of conducting the

business for the year was $1,760,072.98 less than the amount of revenue
earned,

Directing attention first to the operating revenue, the annual amount

of $33,798,485.06 can be segregated between the various sources from which it
was obtained as set forth below:

OPZRATING REVENUE

Year 1947
Freight
P. E. Ry. Preight ;12,206,796.21
Harbor Belt Line 53,013.,13
Total Freight Revenue » 12,259,809,34 36.1 %
Passenger
L.5.M.C. 2,283,2L46.04 10.8 %
P.E.Ry.lMotor Coach 7,668,976.38 36.1
P.E.Ry. Rail 11,261,628.73 531
Total Passgr. Revenue 100.0 % 21,213,851.15 63.0
Pacific Flectric Building 32L,82L.57 0.9
TOTAL OPZRATING REVENUE ¢ 33,798,485.06 100.0 %

Of the total operating revenue 36.1 per cent was derived from freight
operations and 63.0 per cent from passenger service, Of the passenger
revenue 53.1 per cent was produced by rail operations; 36.1 per cent by
Pacific Electric Motor Coach Operations; and 10.8 per cent from Los Angeles
Motor Coach Lines.

Segregating operating expenses into the same categories as shown
above for revenue, the following is obtdined:

OPERATING EXPENSES

Year 1947
Preight
~ P.E.Ry., Freight » 9,160,992.61
Harbor Belt Line 288,819.35
Total Freight Zxpense $ 9,4k9,811.96 29,7%
Passenger
1.A.H.C, 1,629,474.72 T4 3
P.Z,Ry.Motor Coach 6,916,077.24 31.2
P.E.Ry. Rail 13,596,142.38 61.L
Total Passgr, Expense 100,0 % 22,101,69L.3L  69.7
Pacific Electric Building 184,252.73 0.6
TOTAL OPERATING EXPENSES ' $ 31,775,759.03 100.0



Whereas passenger rail service brought in only 53.1 per cent of the
revenue, it was responsible for 61,4 per cent of operating expenses,
Los Angeles Motor Coach Lines brought in 10,8 per cent of revenue, but
represented only 7.4 per cent of expenses; and Company Motor Coach operations
brought in 36.1 per cent of revenue and represented 31.2 per cent of operating
costs,

Based upon these comparisons of revenues and expenses, it is obvious

that passenger rail operations are not carrying their full share of the
financial burden,

Carrying the comparison on to an end result shows operating income for
the various phases of business to be as follows:

OPTRATING INCOME

Year 1947

Freight
" P.E,Ry. Freight $ 2,119,605.59

Harbor Belt Line 268,058,48 LOSS

Total Freight $ 1,851,5L7,11
Passenger

LuAcM:CG 559’071658

P.E.Ry.Motor Coach 73,241, 36

P.E,Ryo.Rail . 3,426,188,91 LOSS

Total Passenger $ 2,793,875.97 LOSS
Pacific Electric Building 104,722,114

TOTAL OPERATING INCOME % 837,606,72 10SS

Whereas freight operations for the year produced an operating income
amounting to 15,1 per cent of revenue earned, passenger operations were con-
ducted at a loss amounting to 13,1 per cent of revenue ecarned, Los Angeles
Motor Coach Lines, producing only 6,8 per cent of the system revenue, contri-
buted 20,3 per cent of the profit from profitable operations, Its operating
income represented 30.1 per cent of that earned by freight operations, whereas
its operating expense was only 5 per cent of system total as compared with
29.7 per cent for freight, The Pacific Electric Building, although it produced
only a revenue amounting to 0.9 per cent of the total, contributed a profit to
operating income of §104,722,1k,

Further analyzing the deficit from passenger operations, Los Angeles
liotor Coach Lines produced a profit to operating income of 24,4 per cent of
revenue; Company liotor Coach operations produced a profit of slightly less
than one per cent of operating revenue; whereas passenger rail service resul-
ted in a deficit of 30,5 per cent of revenue earned, This analysis immedi-
ately identifies rail passenger service as being the phase of the business
which requires most urgent attention,
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_ Taxes applying to the various operations for the year 1947 are
as follows:

OPERAIING TAXES
Year 1947

Freight ‘

P.B,Ry. Freight 3 926,198,01

Harbsr Belt Line 32,252426 (1)

Total Freight $958,50,27 335%

Passenger

L.AMC. My699.7h 5.
P.E.Ry.Motor Coach 679,657.78 36.L
P.E.Ry.Rail 1,091,675.26 58.5 2
Total Passenger 100,0 1,866,032.?8( ) 653
Pacific Electric Building 35,849.70 _ 12
TOTAL OPEZATING TAXES 47,860,332,75(3)  T00.0°

1

(1) 7.8% of Freight Revenue; (2) 8.8¢ of Pasgr. Revenue; (3) 8,5% of Total
Revenue.

Stepping now to a further consideration of rail passenger operations,
a breakdown has been made between interurban and local services as they are
commonly designated and the results of the comparison are as follows:

P. E, RATLWAY PASSENGER RAIL

Year 1947
Interurban Local Total
Operating Revenue 5 513,112,186 #05 118,516.27 #11,261,628.73
Operating Expenses 7,501,085.76 6,095,056.62 13,596,142, 38
Net Revenue 1,957,973.30 LOSS 376"5h0 35 1L0SS ~2,334,513.65 LOSS
Per Cent 83.8 16.2 " 100.0
Cost per § of Revenue #1.35 $1.06 $1.20
Operating Taxes # £92,299.07 »_199,376.19 @l,091,675,26
Operating Income 2,550,272.37 LOSS 875,916.54 10SS  3,426,188.91 LOSS
Per Cerit Th.5 25.5 100.0
Cost per ¢ of Revenue $1.L6 41.15 +1.30
Car Miles 6,892,099 8,873,487 15,765,586
Cost Per Car Mile $1.09 $0.686
"o womnincl Taxes 1,17 $0. 742
Revenue Per Car Mile $0.7263 20,629
Increase in Revenue Needed
to Break even L6.0% 15.3% 30.4%

# Average from Passenger Traffic Analysis 'Statement.
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The above analysis indicates that local operations contributed 25.5
per cent of the deficit and interurban, 7L.5 per cent after taxes; but before
taxes, interurban contributed 83.8 per cent. On this basis, before considering
operating taxes, for each dollar of revenue earned by the interurban lines,
it cost $1.35 %o provide the service; and for local operations for each dollar
of revenue, the cost was $1.06. 'hen adding operating taxes, these costs
increase respectively to 31.46 and $1.15. On a car mile basis the revenue for
interurban was § .73 compared with a total cost of §1.17, a difference of 3§ .LlL;

and on fthe locals the revenue was $.63 compared to a cost of 4.7l a difference
of Bl s

This analysis shows that it would require a 46.0 per cent increase in
operating revenue on the interurban rail lines to reach the break-even point,
with no profit involved, On the local lines an increase in revenue of
15.3 per cent would be required to break even., Obviously it would not be
good business to be content with revenue only sufficient to meet operating
costse A profit of at least 10% of gross revenue should be expected, which
would mean an increase in operating revenues on interurban lines, of 56 per cent
and on local lines, 25 percent.

Based upon an evaluation of the operations, the territory served,the
present fare structure, and the probable reaction of the public to further
increase in fares, it is quite clear that working from the revenue point of
view only, it is impossible through increasing fares alone to reach the
break-even point on the interurban operation and quite unlikely on the local
lines., Therefore, assuming that the territory served is producing the
maximum potential revenue within reasonable limits, the major course of attack
must be directed toward reducing the cost of operations.

To approach the break-even point on the interurban rail service, cost of
operations must be reduced by 3L per cent and on local service by approximately
15 per cent. It is not unreasonable to expect that such a reduction in
operating expenses could be effected on the local rail lines through either
introduction of one-man car operation or substitution of motor coaches for
railcars on certain lines or portions of lines, As to the interurban
operations, however, it is extremely doubtful as to whether enough economy
could be effected in the cost of service as presently performed, to offset
the deficits'incurred. To realize an operating income of 10 per cent of
gross revenue, expenses of interurban operation would need to be reduced by
1.4 per cent and local operations by 23.8 per cent. These percentages do
not allow for net income after inter=st and other obligations.

Carrying the analysis further with respect to interurban rail lines

alone the passenger traffic analysis statement shows an average revenue
per car mile for the year of 1947 to be 72,57 cents, as below:
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INTERURBAN OPERATIONS - RAIL

YEAR 1947 JANUARY 1948

17T
e Miles  Revenue Rev/CM Miles Revenue Rev/Cl
Pasadena-Oak Knoll 628,677 381,213 60.6L¢ 5L,816 32,860 59.95¢
Pasadena Short Line 532,654 119,357 78,73  L9,9L9  37,L56 17L.99
El Monte-Baldwin Park 651,200 306,989 L7.1L 53,443 25,143 47.05
lionrovia-Glendora 833,960  51L,0L2 61.6L 99,918 75,703 175.77

Sierra iladre 194,989 99,248 50.90 16,161 9,115 ©56.40
Long Beach 1,L99,452 1,478,197 98.58 124,693 110,426 88.56
San Pedro 1,297,623 1,002,082 77.22 10L,735 82,030 78.32
Long Beach-San Pedro 345,302 193,508 56.04 22,710 12,645 55.68
Santa ina 795,527 k92,841 61.95  6L4.750 38,214 59.02
LB-Wil.SP SS Serv. 5,382 4,067 75.57 317 230 1567
LA-Newport Beach 33,747 18,457 5kL.69 2,980 1,684 56,52
AVER\GE 72.57¢ 71.66¢

Only four lines of the eleven, produced a revenue per car mile above
that average and none of the lines produced a sufficient amount of revenue
to meet the full cost per car mile of operation.

Analyzing the showing by individual lines indicates a revenue per car
mile of as low as L7 cents compared to an average cost per car mile of
$1.18. It is immediately evident that drastic steps must be taken with
respect to all interurban lines even including those few in the higher
earning bracket. It is imperative that immediate steps be taken with
respect to those falling below the average earnings to bring them into
more favorable financial balance,

In view of the wide discrepancy between earnings and cost of service,
it appears to be utterly impossible to bring about the desired improvement
through fare increases alone. The steps that must be followed are to effect
immediately the fullest possible economies commensurate with good operating
practice and most efficient utilization of facilities and man power. A
considerable source of financial improvement can be realized through this
procedure without changes in physical propertiesy however, even the most
optimistic possibilities in this respect cannot place certain of the lines
on a proper net earning basis by that means alone. This indicates clearly
the necessity of resorting to the only remaining means of relief, which are
substitution of motor coach service for rail operations or complete abandon-
ment of these lines determined to be hopeless.

DARNINGS AS PIRCENTAGE OF GROSS REVENUE

Referring back for a moment to the Summary lnalysis of Operating Income,
shown on page 10, the profit derived from Company motor coach operations,
even though in the black for the year of 1947, falls far short of what should
be considered a reasonable margin, Whereas the actual profit earned was
less than one per cent of gross revenue, a net in the vicinity of ten per cent
of gross should be reasonably expected. For comparison, Los Angeles ilotor
Coach Lines produced a profit amounting to almost 25 per cent of gross revenue,
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is necessary beyond a question of doubt and the effectiveness of proving
that the spread between the present earnings and thosec to which the company
is reasonably entitled on a fair rate of return basis is so great that the
intermediate latitude provides a field within which a definitely improved
level of earnings could be approved without the lengthy and detailed inves-
tigation normally accorded such matters where a reasonable rate of return
is involved.

The sccond consideration is one of great importance, consisting of the

inherent obligation of the company to furnish its services to the public
at the most economic cost and the highest degree of efficient performance,

RI..SON..BLE R.TE OF RETURN .ND R.TE B.ASE

Previous reference was made to the incre.se in revenue that would be
required on the interurban and local passenger rdal lincs to arrive at a
break-cven point at current costs of operation and it was pointed out that
the percentage of increase in fares necessary to accomplish that objective
would without question defeat the purpose for which intended. It was
indicated that as a rough mcasurement of the proper earnings to be expected
from a property, approximately 10 to 15 per cent of gross revenue would
probably represcnt a fairly reasonable net carning,

Looking at the possibilities from the angle normally accepted by
regulatory authorities in determining proper rates of fare for service pro-
vided, and applying a reasonable rate of rcturn to a reasonable rate base to
determine what might be a ‘proper net revenue, company estimates indicate
that approximately 29,000,000 is devoted exclusively to Passenger operations,
#22,500,000 devoted to passenger and freight, and 21,200,000 devoted to
freight exclusively; totaling 472,700,000 as of approximately December 19145,

In the last rate proceeding before the Commission, its engineers, in
Ixhibit No. 33, under the heading of Investment, made the comment that:

"No segregation between investment chargeable to passenger
and freight operations has ever been officially presented

to the Commission, but a segregation of the opecrative
propertics as of December 31, 1945, made by the Company, was:

Property Devoted to Passenger Operations ., 40,274,310

" " " Freight " 32,469,175
Total 72,742,485

Procecding upon the basis that, as a rough guide, the 40,000,000 is appr-
oxi_ately Pight then a net revenue from passenger operations of approximately
2,500,000 could be considercd as reasonable, at a rate of return artibrarily
taken as 6 per cent.

In view of the deficit from passenger operations in amount of
w2 ,800,000 for 1947, the financial improvement necessary to recach the
reasonable rate of return would be ,5,300,000. To realize this amount as a
decrease in operating expenses would mean a reduction in cost of passenger
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operations of 23,5 per cent or an increase in passenger revenue of 24,5 per
cent. Whether approaching the problem from the point of view of a

reasonible percentage of gross or a reasonable rcturn on a reasonable rate
base, the percentages of increase in revenue or decrease in expenses under
present methods of operation and status of facilities appears to be highly
improbable, Therefore, in considering the company's position with respect

to a plea for financial relief, either through increased fares or substitution
or a combination, its position is sound both as to the equities of the

public and thc company

COMPANY ENTITLED TO REASON.BLE PROFIT

In all considerations the company should not lose sight of the fact
that it is entitled to earn a reasonable return on its investment and that at
no place in the statutes or decisions of the various regulatory authorities
or courts, is there anything laid down that willrequire any public utility
to subsidize the general public in the performance of service at a financial
loss, after it has proven that it has taken all possible steps to perform that
service in accordance with the most efficient and economic practices, and by
use of the most modern facilities that can be justified,

It has been a well-establishedprocedure in public utility operation and
regulation to require a utility to maintain light feeder lines that are known
to be incapable of financially supporting themselves, under the assumption
that the good-paying lincs would support the poor-paying lines. Those two
assumptions, however, must go together and when the overall carning pesition
of a company is such that its system operations are conducted at a loss, then
there are no good-paying lines which can support the poor-paying lines and the
theory is completely upset, Under these conditions the utility is justified
in eliminating progressively the lesscr paying lines until a point is
reached where, in combination with other rclief measures, a reasonable earning
can be realigzed,

IIWJOR c£L.iuSNTS REQUIRING STUDY.

In view of the forcegoing anallysis it is cbvious in accordance with
the ordinary concept of business, that therc is an immediate and direct
neced for quick and positive action that will ecither place each general
phase of the company's operations on an independently profitable basis,
or eliminate those portions of the operations which cannot be brought into
a reasonuble earning status. It is evident that the trend subsequent to World
War II, particularly in passcnger traffic is changing its course at a high
rate of acccleration from wartime prosperity to the same pattern of heavy
loss expericenced prior to the war and that the degrece of relicf required to
counteract the trend cannot be obtained through a proportionate increase in
rates and fares,

In recognition of the basic limitations imposed upon the naturce of the
remedial action which can be taken, the following discussion embraces the
various phases of the Company's operations that should be accorded careful
study in developing a comprechensive plan of financial rehabilitation
through modernization of facilities and operations. lodernization, in the
sense hsed hercin, means to bring service, operations and facilities into
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a state of cxistence that will be productive of sufficient revenue to offset
the full cost of operation plus 2 fair margin of profit. It does not
necessarily mean the purchase of all new rail cars of P,C.C. type and
complete reconstruction of track and electrical facilities. To the contrary
it may mean complete abandonment of the existing rail facilities. It is the
answer to this problem, among others, that the final sthdies suggested herein
are intended to reveal.

LWJOR SOURCES OF RELISF RSACHING EXH.AUSTION

In view of the history of passenger transportation operations in
metropolitan areas over the past few decades, it is casy to see the develop-
ments that have been shaping the pattern of the industry's financial future,
Due to the abnormally high ratio of labor cost to other costs in the pas-
senger transportation field, the upward trend of wage rates and greater
restrictions imposed upon opecrations through labor agreements have been
largely responsible for decreasing the margin of profit and increasing the
margin of costs in excess of revenue.

In an effort to meet that tendency the industry has progressively taken
advantage one by one of the most productive means of financial improvement
in an attempt to keep pace with conditions until now practically all sources
of relief have been cxhausted on most passenger transit operations, One of
the earlicr modes of relicf was through finaneial reorganization as a means
of cutting down the cost of borrowed money. The next most promising step
was to convert rail operations from two-man cars to one-man cars as a means
of reducing labor costs., JAs the grip of adversity tightened the one remainine
ray of hope was grasped, through a swing from rail opcrations to rubber-tired
wchicles to bring about a rcduction in cost by eliminating maintenance of
track and roadway, overhead distribution lines, and fixed facilities. With
those possible sources of cconoity cxhausted, it appears that the end of the
rope has been reached and that further increascs in the cost of doing business
can only be :act by paring down thc cxtent of operations to eliainate progress-
ively the lesser paying lincs, inercasing load factors, or going to larger
capacity vehicles.

POSTWAR RIH.BILIT..TION PROGR.,

Pacific Tlectric is in a somewhat favorable position as it has not
proceeded to the fullest extent of the advantages that can be derived
through this cstablished pattern of finaneial betterment. Prior to the
war the company's trend of financial adversity had reached extremnely serious
proportions and to combat its effects recourse was taken to the first two of
the above mentioned avenues of escape. To a certain extent there was a
revision nade of the underlying financidl structure, Combined with that
action a prograa of substitution of rubber-tired vehicles for rail operation
was launched. In each instance where substitutions were made, substantial
reversal was experienced in the downward financial trend and losing lines
were converted into profitable operations. However, the bencficial effects
of the substitution progran, although substantial, were,shortly after the
progran was instituted, completely overshadowed by the heavy profits
derived from abnormal wartime traffic in both passenger and freight service,
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and the program was brought to ;1 end by wartime controls on transportation
equipment and operations,

With the financial benefits of the war now in the past, the real
problens of the future are coming into full view and it is immediately
evident that the prewar modernization and finanecial rehabilitation program
must be picked up and promptly carried through to its ultimate conclusion,
supplemented by any and all modern developments in the art of transportation,
business administration and procedural efficicncy,

AB.JIDONIENT OF NON-PROFIT.BLE LINES

In the end analysis, if, after having taken advantage of all possible
sourccs of financial improvements, a proper balance cannot be attained,
then as a last rcsort steps should be taken to abandon passenger scrvice
in part or in whole on those lines which contribute most heavily to the
loss. If substitution of motor coaches for rail scrvice cannot bring the
operating ratio into favorable position, then continued service cannot be
. Justified. It is incscapable that on a major transportation system whose
average operations are profitable, there will be certain individual lines,
when considered by themselves, that must be conducted at a loss. The
loss, however, is offset by the profits of other more substantial lines so
that the net result averages out on the system to a reasonable rate of return.
The old theory of the rich carrying the poor applies on those properties
where the overall operati on results in a reasonable profit.

On a property such as Pacific Electric, however, where the system oper-
ation is conducted at a loss, the theory of equalization breaks down and
the Company is legally entitled to curtail or discontinue service on those
lines contributing most heavily to its systcm lossuntil a point is reached
where the overall business eirns a reasonable profit, Therefore, in seeking
the proper financial balance, serious consideration should be given, in the
dosence of adequate relief from othcer aggregate sources, to cutting down
the magnitude of the passenger operations to the fullest extent necessary
to produce the desired result,
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Pacific Electric Railway Company

TABIE I
INCOME STATEMENT

( ) - Indicates RED figures,

3 : Operating :Non-Operating:Interest on: Other : Income to :
t Year ¢ Income : Income :Funded Debt: Deductions : Profit : Loss :
(1) (2) (3) (4) (5) (6) (7)
1916  $2,261,823  § 52,567  $2,835,898  $460,950 - $ 982,458
1917 2,490,313 65,730 2,830,787 610,372 - 885,116
1918 1,692,189 150,974 2,818,542 772,813 - 1,748,192
1919 897,772 134,824 2,808,281 992,041 - 2,767,726
1920 2,714,411 91,432 3,727,251 236,637 - 1,158,045
1922 3,542,207 98,215 3,912,135 304,276 - 575,989
1923 4,463,752 216,292 359944269 354,860 $ 330,915 -
1924 3,714,351 292,163 43143,720 454,979 - 592,185
1925 2,356,582 539,356 2,533,725 404,651 - 42,438
1928 1,296,204 384,523 2,631,439 282,341 - 1,233,053
1929 1,805,404 376,658 2,638,121 259,501 - 715,560
1930 610,512 331,484 2,652,669 259,149 - 1,969,822
1931 292,188 220,867 2,564,621 202,921 - 2,254,487
1932 (121,154) 197,125 2,484,608 188,909 - 2,597,546
1933 (156,986) 193,486 2,468,670 182,232 - 2,614,402
1934 (323,811) 159,146 25,449,035 165,622 a 2,779,322
1935 (202,516) 225,015 2,439,041 145,881 - 2,562,423
1936 (17,743) 316,074 2,441,883 140,953 - 2,284,505
1937 (687,962) 261,117 2,416,905 138,632 - 2,982,382
1938 (826,505) 126,876 2,403,362 145,393 - 3,248,384
1939 (608,989) 138,381 2,389,462 58,664 - 2,918,734
1940 (264,709) 220,043 24373,857 124,597 - 2,543,120
1941 480,476 168,062 2,162,096 150,277 - 1,663,835
1943 7,460,340 139,505 1,845,451 152,079 5,602,315 -
1944 3,420,514 184,925 1,572,706 110,539 1,922,194 -
1945 1,547,830 203,496 1,328,065 66,997 356,264 -
1946 485,615 668,108 1,227,254 145,348 - 218,879
1947 (837,607) 369,807 1,227,215 654058 - 1,760,073
{"f‘ff .—};3__4"’ b1 -'1'.}1{{3’\. |;2A&7, 200 Sy IRT g0 —



Pacific Electric Railway Company

™. W e

TABIE I-A
OPERAT ING INCOME
SYSTEM

L s y PASSENGER . "

3 System s H : Motor Coach : P.E.Rlwy :
Year ¢ Total ¢ Freight : Total 3 Rail $ Total : P,ERIwy ¢ L.AM.C. @ Building__:
(1) (2) (3) (4) (5) (6) (7) (8) (9)
1936 $ (17,743) $ 835,904, $§ (937,280) $ (938,590) ¢ 1,310 § (158,095) $159,405 § 83,633
1937  (687,962) 608,601 (1,328,142) (1,385,486) 57,345  (120,899) 178,244 31,578
1938 (826,505 657,413 (1,597,030) (1,676,900) 79,870  (114,943) 194,813 113,112
1939  (608,989) 899,394 (1,465,025) (1,602,327) 137,302  (101,950) 239,252  (43,358)
1940  (264,709) 1,285,494 (1,482,462) (1,856,773) 374,311 70,378 303,933  (67,741)
1941 480,476 1,404,445  (878,904) (1,315,294) 436,390 99,952 336,438  (45,065)
1942 3,447,097 2,39%,124 996,03,  (381,010) 1,377,044 825,242 551,802 56,939
1943 7,460,340 4,407,854 2,967,410 810,647 2,156,763 1,388,399 768,364 85,076
1944 3,420,514 1,733,449 1,636,917 339,108 1,297,809 919,520 378,289 50,148
1945 1,547,830 1,161,333 347,506 (422,319) 769,825 567,039 202,786 38,991
1946 485,615 1,073,999  (607,236) (2,168,487) 1,561,251 857,913 703,338 18,852
1947  (837,607) 1,851,547 (2,793,876) (3,426,189) 632,313 73,241 559,072