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\ 

o p' I N ION ---_ ... _--

The City of Los Angeles (City) seeks authority to 

eonst~ct Yarnell Street at grade across the tracks of the 

Southern Pacific Com~nyf S (S1') El Paso Line. Appendix "A" 

attached hereto is a diagram showing details of the proposed 

crossing .. 

Public hearings were held before Examiner Robert 

Barnett in Los Angeles between October 30, 1967 and January 20, 

1969. On the latter date ~he mA~t~r w~s submiteed subjee~ to 
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the filing of coneurrent briefs within forty-five days after 

receipt of transcript and reply briefs within thirty days after 

the filfng of the concurrent briefs. Briefs having been filed, 

the matter is ready for decision. 

AJ; the present time the area north of San Fernando Road 

to be served by the proposed crossing is largely ~d~vcloped~ 

except for a County Juvenile Hall facility in the northwest quad­

rant of the area. The remaining area between Bredley Av~ and 

the railroad tracks is zoned for industrial use and is presently 

olive grove:;. T...,.~ area generally north of B:-adley A·,C7:J.Ue is 

residential ~d az=icultural. !he streets in the area are 

generally unimproved. Yarnell Street south of Brsdley Av~ue is 

unimproved. It is proposed to improve Y.a.rnell Sereet from Sa:o. 

F~o Roa.d to Bradley Avenue. !he c.rea ::;outh of San Fernando 

Road in the viciniey of the grade crossing is ~votcd to i:dustrial 

use by the Department of Water & Power and the M~eropolit<O Water 

District. 

T'~e SF, the Brotherhood of Locomotive E:ginccrs, t'lZld 

the staff oppose the construetion of this grade eross~g. 

The City's Evidence 

Witnesses for th~ City testified that Yarnell Street is 

designated as a secondary highway on the master plan of hip13YS 

and fre<tways. It is th~ only north-south maste: pl~ Ci~h"ey in 

the coman.miey of Sylmar ~een Roxford Stre~t on th~ east a:J.d 

Balboa Boulevard on the west. The proposed grade crossing would 

eonnect Yarnell Street with San Fernando Road, and the improvement 
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would establish continuity for local traffic in a corridor of 

approximately 410 acres. I~ would be 66 feet in width and would 

be located 31 feet north of the nortn cur~ line of San Fernando 

Road. San Fernando Road, presently runs southerly of and parallel 

to the SP tracks. A grade crossing at Yarnell Stree~ would enable 

traffic northerly of the tracl<s to cross to San Fernando Road. 

The area northerly of the tracks is presently without major street 

access to the City of San' Fernando" which eity is about four miles 

southeasterly of the Yarnell Street traffic corridor. The area 

without local street access includes an existing Los Angeles 

County Juvenile Hall facility, 65 acres of industrially zoned 

property adjoining the Juvenile f~cility, ~nd a?~roxi=aeely 300 

acres of residential property that is only partially developed 

at the prosc~t time. 

The Juvenile Hall facility employs about 425 persons 

and houses ~bout 433 juveniles. These persons, plus about 11S 

daily Visitors, generate a daily traffic of about 585 vehicles. 

In addition, an average of 70 employees' and visitors' vehicles 

park on San Fernando Road and the occupants of those cars walk 

across the tracks to get to the Hall. Ibis creates da~ger for 

those persons and the railroad. Parl<ing facilities at the 

Hall are adequate to handle all persons visiting the Hall plus 

those who now park outside. 

The Sylmar area involved herein has the potential of 

the highest raee of employment growth in 16 study areas in the 

Los Angeles portion of a San Fernando Valley traffic' s~y for 
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the 1965-1985 period. The population growth potential of the 

Sylmar area ranks third in the same 16 areas for the 1965-1985 

periocl. The difficulty of finding a direct e"try into the Yarx>el/ 

Street tributary corridor, without the benefit of a railroad 

crossing, will curtail tbe development of valuable acreage to its 

highest and best use noewithstand1ng its attractive location and 

close proximity to the junction of the proposed Foothill Freeway 

and the Golden State Freeway. 

Roxford Street, about one-half mile easterly of the 

proposed grade crossing, is at this time the only available surface 

street grade crossing in the general area. The proposed grade 

crossing is an ideal place in which to alleviate a critical traffic 

circulation problem. The possible construction of a road northerly 

and parallel to the tracks connecting at yarnell Street and Roxford 

Street would not affect the need for a railroad crossing at Yarnell 

Street. Subdivision of property in this area Should not oeeur 

unless there are at least two or more means of aceess out of the 

area. The cost of the proposed gzade crossing is approxima~ely 

$220,000; the cost of an underpass is estimated at about $1,000;000. 

Staff and SP Evidence 

Witnesses for the staff and the SP indicated that the 

greatest percentage of existing vehicle traffic in the Yarnell 

Street area originates from and desires to go towards the 

Los Angeles civic center via the Golden State Freeway. They now 

do this via the Roxford Street int<erchange .and the Foothill 
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Boulevard en~r.anee on the Golden SU1te Freeway near existing 

Balboa Boulevard. The greatest amount of eraff1e generated 

in the Yarnell Street area is from the Los Angeles County 

Juvenile Hall which has its only entrance on the south end of 

Filbert Street.. A November 1966 traffic count indiea.ted 1,056 

vehicles per day entered and left the Hall. Yarnell Street, 

during the same period, carried 312 non-Juvenile Hall-bou.nd 

vehicles. 

A new freeway» the Foothill Freeway, is presently 

under construction in the area and will interchange with the 

Golden State Freeway westerly of the proposed crossing. there 

will be an entrance and exit to the Foothill Freeway from 

Yarnell Street. The Foothill Freeway is expected to be opened 

by 1972, about the same time as the proposed grade crossing 

would be opened if it were authorized. Studies indicate that 

less than 700 vehicles a day would be intercseed in using the 

proposed crOSSing until the Foo'thill Freeway is completed. At 

that time it would be beneficial for most of those vebicles to 

u.se that freeway. 

In Los Angeles County, the s'p' Line that extends from 

Bakersfield to Los Angeles is a single-track main line over 

which trains operate in both directions by timetable, train 

orders, and automatic block signals. The proposed grade crossing 

is at the Sylmar station, which station has a siding 7,974 feet 

long that is capable of holding a train having approximately 

144 ears. The Sylmar Siding is the l..a.st point prior· to· entering 
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the Los Angeles yards, some 19.3 miles away, that is essentially 

free from street crossings at grade. R.oxford Street, at the 

east end of the siding, crosses at grade, but this cuts off only 

a negligible part of the siding. Tbe siding at San Fernando, 

2.6 miles east· of Sylmar, holds 94 cars but has been discontinued, 

as far as meeting or passing trains is concerned, due to many 

grade crossings and the complaints of local govergment and 

motorists. A standing train would block most of the crossings 

in the town of San Fernando. The Pacoima siding, 1.6 miles east 

of San Fernando', has a capacity of 75· ears, which is not adequate 

to hold the average train operated on this line. The siding 

also has two major grade crossings that pass through middle· parts 

of it which again discourages its use for meeting or passing 

purposes. the Sun Valley Siding, 4.5 miles ease of Pacoima, 

has a capacity of 87 ears, but it also is inadequate in length 

and has major street crossings. 

The nearest siding west of Sylmar is at Newhall. This 

siding is located on a 2.20 percent ascending grade eastward and 

has caused difficulty to eastward trains having full tonnage. 

Many of these trains have broken in two while trying to start. 

Crews of eastward trains, moving against opposing superior trains 

by timetable schedule> prefer to stay at Saugus, the next siding 

westward of Newhall and about six miles froe Syl.D;ar> rather than 

take siding at Newhall, if they don't have sufficient t~ to 

properly eleax an opposing train at Sylmar. There is also 

difficulty in getting into and out of the Newhall siding .. 

-6-



e, 
A. 49455 - JR. * 

For these, reasons, ,train dispatchers will not generally cause 

trains to meet at ,Newhall. The Newhall siding, is used only about 

once every ~ days. 

Tr~1n speed at Sylmar is restricted to 40 MPH for 

both freight and passenger trains moving west. Train speed 

for eastward passenger trains is 40 MPH and 25 MPH for freight 

trains.. The maximum allowed speed of 40 MPH is due to two 

curves which are located one on each side of the proposed 

crossing_ The 25 MPH speed limit for eastward freight trains 

is necessary due to a descending, grade.. The Sylmar siding 

curves have high earth banks which obscure visibility for 

trainmen. The curve west of Yarnell Street is spanned by two 

overhead structures of the Golden State Freeway. These struc­

tures further restrict visibility on the inside of the curve. 

SF, during 1964, extended the Sylmar siding 2,120 feet 

west and thereby increased its capacity from 104 cars to 144 ears. 

The new extension was placed in service July 27, 1964. This 

project was undertaken to alleviate congestion at San Fernando, 

Pacoima, and Sun Valley, and also to elim;nate the blocking of 

Roxford Street which crosses the Sylmar siding approximately 

450 feet from the east switch fouling point. 

Trains do not operate across this crossing at scheduled 

times. The Sylmar siding is used an average of three times a day. 

Because of the frequency and the length of the trains going over 

the proposed crossing (about 20 unscheduled movements a day) in 

the opinion. of the engineers who studied this crossing the cross!ng 
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would be useless during unscheduled peri~s due ~o standing 

trains occupying the crossing. Such periods hav~ exceeded three 

hours a day. 

Engineerizg witnesses testified that it would be 

impractical to extend the Sy~ siding for the SaQe distance 

westerly of the proposed grade crossing that now exists between 

Roxford Street and the proposed grade crossing because such an 

extension would require the extended siding to be built on a 

2 percent grade which, in their opinion, is a ~angerous grade 
. 

from which to start a train. Also, the curvature of the siding 

would dangerously impair visibility for the train crew. Trains 

starting on such a grade have .Cl tendency to break in t'{.t.10. !he 

most practical way to start a train on such a grade is to back 

it down to a level ground, in this case, blocking the proposed 

crossing. However, this backing up of a train is in itself a 

dangerous movement and creates the possibility of a break-in-two. 

, If the siding was extended westerly, the SF might have to put 

on helper locomotives as a safety measure to ensure that trains 

on the siding do not break in two. !he cost of sueh helper 

locomotive~ is estimated to be $180,000 a year. The cost of 

moving the siding westerly is at lease $165,000. 

DiSCUGsion 

In order to avoid delays to vehicular traffic when a 

train blocks a. erossing~ ofeen the train crew cues the train 

in half 80 as to permit vehicles to cross the tracks. '!his is 

a time-consuming .::tnd oft~ bA7.A'rdm.l~ u:o.d~e.akiug. 'l'he City 
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recognizes this and admits that it would be impracticable to cut 

a train at the proposed grade crossing because of the large 

amount of time involved in such operation. 'l'b.e City proposes 

as an alternative that the siding be extended further to' the 

west in order to provide facilities for train meets and passes. 

The City argues that the SP is contemplating extending the 

Sylmar siding westward in the futur(l\, so why not now'? 'Ihe City 

ignores the fact that the SP's extension plan is nebulous; has 

no target date; is only one of a number of al terna.te proposals 

to take care of iUC1:eased traffic, such as double-tracldng the 

main line; will involve the hazards of operating tr:dns on a 

2 percent grade; and most importantly, will require the use of 

track easterly of the proposed grade crossing thereby causing 

the crossing to be closed for long periods of t:ime, just the 

situation the City wishes to avoid by suggesting an extension 

of the siding westerly. 

The testimony on this record convinces us that to 

extend the siding westerly would increase the hazards of opera­

tion of trains that have to take the siding. The obs'truc'ted 

view that would be caused by the extended Siding, the hazard 

of a break-in-two upon starting a 'Crain on the Siding, and 'the 

possible need of helper locomoeives to gee trains up the grade 

convince us that no, westerly extension of the siding should be 

permitted,. abse.nt Q. 'StroJ:lger shCMi:c.g than on this record. 
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The City argues that the grade crossing should not be 

rejected merely because existing traffic may not need it. The 

City asserts that because of insufficient grade crossings in the 

area, surface street access is inadequate and consequently 

development of the area is retarded. In the City's opinion 

freeways do not provide the surface street access needed for 

normal development. Considering the many alternate routes into 

the Sylmar area, present and under construction, the City's 

"for want of a nail" argument is not particularly persuasive. 

Moreover, in our opinion, the special need for the Sylmar siding 

as now constructed to facilitate railroad operations in this 

vicinity outweighs any need for a new grade crossing. 

Further, we are not persuaded that there is a need for 

a grade crossing at Yarnell Street. Traffic is not particularly 

heavy at present and for the most part is freeway-bound, away 

from the proposed crossing. At this time it appears to us that 

the opening of the new Foothill Freeway 00- and off-ramps at 

Yarnell Street will adequately meet the needs of vehicles going 

in and out of this area, and will spur industrial .and residential 

development. This application is premature. V1b.en the Foothill 

Freeway is opened and new traffic patterns are established in the 

area, we will be in .a better position to judge the need for a 

grade crossing at Yarnell Street. At that time we can reconsider 

the railroad safety problems involved in relation to- the' need for 

a new grade crossing. 

-10-



A. 49455- - JR * 

Findings of Fact 

1. A new freeway, the Foothill Freeway, is presently 

under construction in the vicinity of the proposed zrade 

crossing and will interchange with the Golden State Freeway 

westerly of the proposed crossing. There will be .an en~rance 

and exit to the Foothill Freeway from Yarnell Street. the 

Foothill Freeway is expected to be opened by 1972', about the 

same time as the proposed grade crossing would be opened i£ it 

were authorized. Studies indicate that less than 700 vehicles 

a day would be interested in using the proposed crossing until 

the Foothill Freeway is completed. At that time it would be 

beneficial for most of those vehicles to use that freeway. 

2. The proposed· grade crossing is at the Sylmar station, 

which has a siding 7,974 feet long that is capable of holding 

a train having approxf=ately 144 cars. The Sylmar siding is 

the last point prior to entering. the Los Angeles yards, some 

19.3 miles away, that is essentially free from street crossings 

at grade. Roxford Street, at the east end of the siding, crosses 

at grade, but this cuts off only a negligible part of the siding. 

The Sylmar siding has curves with high earth banks which obscure 

visibility for trainmen. The curve west of Yarnell Street is 

spanned by two overhead structures of the Golden State Freeway. 

These structures further restrict visibility on the inside of 

the curve. Trains do not operate across this proposed crossing at 

scheduled times. The Sylmar siding is used a possible average of 

three times a. day. Because of the fx.equeney and. the length of the 

-11-



A. 49455 - SW / JR. * 

trains going over the proposed crossing (about 20 unscheduled 

movements a day), the crossing would be useless during unsched­

uled periods due to standing trains occupying the crossing. 

Such periods have exceeded three hours a day. To cut the train 

in order to open the crossing would often take more time, and 

block the crossing for longer periods, than if the train was 

not cut. In addition, cutting ~ train on this particular siding 

is a hazardous operation. 

3. It is impracticable 4nd hazardous to extend the Sylmar 

siding westward because t:he extension would be on a 'tWo percent 

grade, which is a. dangerous grade from which to start a train. 

4. The SP requires a siding of about 8,000 feet in order 

to properly operate its trains between Newhall and Los Angeles. 

The Sylmar sieling is the only siding between Newhall and Los 

Angeles which fulfills this need and does not block grade 

crossings for inordinate lengths of time. 

5. The proposed grade crossing would substantially impair 

the operation of the railroad. 

6. There is sufficient access to the Juvenile BAll 

facility and the surrounding area by way of the Golden State 

Freeway,. Roxford. Street~ Foothill Boulevard7 and :he soon to 

be open~d Foothill Freeway. 

!he Commission eonclud~~ that th~ application should 

be denied. 

-12-

• 



A. 49455 - sw 

IT IS ORDERED'· that Appl:Leaeion No. 49455 is denied. 

The e£;~etive date of this .order is ~enty da.ys after 

the date hereof. 

Da.ted at _....;~:::;;;.;;;:l.;..;:ih;;..;,.;;;:m~e_~ __ ..J, California., this 
JUNE ( day of --_____ ..J' 1969. 

C¢mc1~~1¢nor A. w. Gntov. boing 
~eeo::~r11y ~b5~~t. d!~ ~ot part1e1~te 
in tho ~1=~o~1~~on ot \hts proceediDQ, 
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