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AN ANALYSIS OF PASSENGER
LOADING STANDARDS IN THE THANSIT INDUSTRY

A - DISCUSSION

DEFINITION OF LOADING STANDARDS

Loading standard as applied to transportation of passengers in the

transit industry is the relationship between the number of passengers hauled
on an individual vehicle and the number of seats availablea Commonly, this
is referred to as Load Factor which is the direct arithmetical ratio between
passengers and seats expressed as a percentage. A load factor of 10U repres-
ents a condition where there are 100 passengers for each 100 seatss. Load
factors in excess of 100 percent indicates more passengers than seatss
Usually these standards are established on the basis of a maximum average
standee load over a specified period of time based upon the total number of
passengers and total number of seats on all vehicles passing the maximum load
point within the prescribed periods The measuring interval is ordinarily
arbitrary being sometimes 20 minutes, 30 minutes or 60 minutes, depending upon
the type of service and the character of loading, It is quite commonly the
practice to establish some measure of permissible excess of passengers over
seats during the peak traffic periods of the day, and to require that on the
average during the off-peak period there be provided at least one seat for
each passenger during a time interval usually longer than that applied for
peak traffic.

FUNDAMENTAL CONSIDERATIONS

Loading standards have been in the past largely the result of arbitrary
consideration with little uniformity in the various classifications of transit
operations It is coumon knowledge that the subways in large cities, such as
New York, lay particular stress in designing their equipment to provide for a
maximum area for standing passengers and a minimum number of seats in order
that the exceedingly heavy peak hour demands can be met with a reasonable
number of vehicles in an expedited services Standing of passengers has, since
the inception of the transit industry, been recognized as an absclute necessity
and in those areas where extremely heavy concentration of traffic is found,
there has been little question in the minds of passengers as to the necessity
of such practice or as to the possibility of their personal rights being in-
fringed upons During recent years, however, particularly in the west, there
has been a growing tendency of passengers toward the thought that the fare they
pay entitles them to a seate. This is definitely not the case and could not
possibly be introduced as a standard practice, The fare paid by the passen-
ger should be considered as the purchase price of a quantum of service design-
ed to carry him from one point to anothers The extent to which standing
passengers should be carried is of course dependent upon a number of variables
including the type of equipment, the classification of service, the time of
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day, the frequency oi operation and the financial requirements of the carrier,

In determining what elements should be included in the loading standard
formula the first is naturelly the extent of human endurance. This element
is ordinarily converted into a consideration of what the passenger considers
to be the standard of comfort to which he is entitleds Although generally
passengers would prefer to travel in a seat, there are some who stand by
preferences lhis class of passenger, however, is very much in the minority.
In measuring the extent of his discomfort the average person is inclined to
apply different yardsticks, depending upon the nature of the activity in
which he is engaged. 4 shopper will spend several hours on foot traveling to
and from the various stores and shopping centers without any thought what-
soever to discomfort and certain classifications of employment require standing
all day. On the other hand, a passenger who is required to stand on a trans-
portation vehicle, regardless of how short the interval, is inclined to feel
ill-treated and overcharged for the service. Actually there have been in-
stances where irate individuals have proposed the thought that there be a
different fare dependent upon whether or not a seat is made available. This,
of course, is entirely impracticals

Therefore, in boiling the matter down to the essential elements we must
take into consideration the practical aspects of the problem. These aspects
can be divided into two classifications. First, the reaction of the passen-
ger as to his comfort and convenience, and secondly, those elements that apply
to the ability of the carrier to provide a high standard of service.

LACK OF UNIFORM STANDARDS

To date there have been no uniform standards of loading established for
application to the industry generally. In recognition of the importance of
proper loading standards the American Transit Association, which is a central
source of information for the industry as a whole, has attempted to compile
a list of all the various standards applying to different operators throughout
the country. The results of that attempt have been disappointing. There is
no uniformity. In some instances rules are established by State regulatory
authorities, in others by the cities in which the operations are conducted and
in others by the companies themselves in recognition of the importance of
providing the highest possible standard of service in the interest of their
financial status. As between those regulatory authorities who have instituted
specific standards there is great variances as to the method applied and the
percentages used,

ARBITRARY DECISION HARMFUL

In many instances where re_ulatory authorities have established standards
they have largely been developed upon an arbitrary basis taking into consid-
eration as the primary determinate only the reaction of the public, without
giving due consideration to the economical aspects of the problem. Unfortun-
ately, the demands of the public in connection with service standards are not
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always consistent with the economical features involved, To apply restrictive

standards, based largely upon public desire, can result in very harmful effects
upon the carriers.

RELATION TO ECUNCMICS OF CPERATICN

It can easily be seen without extensive research that from the Company's
point of view and in the long run, the interest of the public itself, the
establishment of loading standards is directly related to the various factors
entering into the economic formula of the carrier. The two controlling elements
in that formula are revenues and expensess ith a given revenue potentiality
and at a fixed fare level the operating ratio is directly affected by fluc-
tuations in the cost of providing servicee. The cost of providing service is
dependent upon a variety of items making up the various types of operating
expenses, including as one of the major costs the payroll of operating personnels
There also is another important factor, in proper provision for depreciation
and amortization of investment. It is obvious that to provide service for a
given number of passengers the cost of performing that service will be consid-
erably higher both from the point of view of payroll and maintenance when
providing a seat per passenger than when providing service at less than a seat
per passengers. For each vehicle that can be saved by applying standee factors
a saving can be made in the cost of operations, the maintenance of equipment
and inasmuch as lesser number of vehicles will be required, in depreciation.

UNIFORM APPLICATION NOT PRACTICAL

It is further evident that no one uniform set of loading standards can
be developed that will satisfactorily apply to all types of operation, even if
such operations are conducted on a basis of reasonable profit, it being assumed,
of course, that st.nding passengers are inherently required in certain types
of urban heavy volume movements, It is important, however, to make this dis~
tinction between the two types of carrier; on the one hand the carrier who is
operating profitably and on the other hand the carrier who is not. Considering
the first classification it might be assumed that different loading standards
should be applicable to purely urban lines as distinguished from suburban,
interurban and intercity servicess There of course must be some determination
made as to the maeximum reasonable distance a passenger should be required to
stand on long haul intercity services In between that maximum point and 1007
load factor is the field in which intermediate standards must be established.

APPLICATION TC PROCFITABLE OPERATION

When considering a property that is earning a reasonable profit, differ-
ent consideration should be applied to the establishment of loading standards
than on one that is operating at a losse In such former instances a reason-
able relationship must be established between the comfort and convenience of
the passenger and the fare he is required to pay. If the revenue potentialities
are such that a profit could be earned when providing a seat per passenger in
all cases, then the only control would be the practical restrictions imposed
by the physiccl capacity of street and rail facilitiess It is questionable,
however, as to whether in any case of urban, suburban or interurban operations
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the fares could be raised to the point where a seat could be provided for
every passenger on a coupensalory basis throughout the entire period of the
day. The fare would be prohibitive. Therefore, in establishing the stan-
dard a reasonable medium must be selected and the fare fixed to provide a
reasonable degree of comfort,

APPLICATION TO NON-PROFITASLE OUPERATION

The problem is an entirely different one when considering the estab-
lishment of loading standards for application to a transit operation whose
services are already conducted at a deficits In such an instance the funda=-

mental consideration cannot be escaped that the carrier, if required to con-
tinue in business, is entitled to a reasonable return on his investment and
should not be forced tc subsidize the publice If it is determined that the
services provided by such a carrier are essential and cannot be dispensed with,
then the variables involved in the financial formula must be adjusted to the
extent required to provide the carrier with a profit. Loading standards rep-
resent one of the important variables in that formula. If the carrier is already
applying a standee factor in peak service and incurring adeficit and all

other means of economy have been explored and found inadequate, then the loading
standard should be decreaseds The assumption, of course, throughout this entire
analysis is based upon the fact that the service of the carrier in question is
indispensables Under such conditions actually the provision of any measure of
seats becomes of secondary importance.

We are all familiar with the effects of the last World War upon the
transit industry. The tremendously increased traffic brought about by accel-
erated war time industry completely over-taxed the available facilities.
During that period it was not a question of appropriate loading standards, it
was a cuestion of being able to find enough vehicles of any type, regardless
of their age, condition or capacity, to meet ihe requirements of transporting
persons. LEvery effort was exerted to develop means of carrying the largest
number of persons possible in each vehicles In this quest for increased capac-
ity the "Stand-sit" seat was developed wherein modified benches were installed
to provide the passenger with a device against which he could lean rather than
sits This only serves to demonstrate the extrems measures that can be taken
when the necessity exists. MNaturally, it is to the interest of the carrier
during peace times to provide the highest standard of service that can be
reasonably justified in order that patronage will be satisfied and additional
traffic be induced.

AUTOMATIC REGULATION CF LOADING STsNDARDS

The fixing of loading standards on a predetermined basis does not nec-
essarily mean that the carrier will actually enjoy the advantages that ordin-
arily would be expected to acerue. A tendency has been developing on the
part of passengers, particularly on suburban snd interurban lines, to refuse
to board vehicles if no seats are available, This is a condition over which
neither the carrier nor the regulatory authorities have controls It is a
manifestation of the exercise of personal rights of the individual passenger.
It might be said that under such conditions the vehicle should be held until
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a standing load does boards Such a practice, however, is not a solution to
the problem as it would antagonize the passengers with a corresponding harm-
ful effect upon public relations and a further reduction in traffic volume,
In other words, to be trite, you can lead a horse to water but you can't
make him drinke This attitude on behalf of the public is one that can prob-
ably be corrected only through application of aggressive and effective public
relation measures, that will educate the traveling public to the problems of
the carriers and create a sympathetic attitude.

LCAD FACTCR APPLIES NOT ONLY TC THE INDIVIDUAL VEHICLE

In applying load standards where they have been carefully developed and
can be appropriately placed into effect, consideration must be given not only
to the number of persons in an individual vehicle with relation to the number
of seats provided, out also to the condition at the points of load concentra-
tion along the route. Even though reasonable loading standards might be adhered
to by the carrier it would still be possible to provide a highly deficient
service by failing to pick up waiting passengers within a reasonable length
of times. At a highly concentrated loading area each vehicle departing might
carry a load within the restrictions imposed but not provide enough vehicles
to adecuately diminish the waiting crowd.

TERMINAL VERSUS STREET LOADING

Another consideration is the difference in the character of passenger's
reaction between loading at terminal concentration points and at separated
points enroute. The tendency for passengers to board a loaded vehicle in
street pick-up is much greater than it is at a terminal. Refusal of passengers
to board a vehicle when all seats are loaded is much more greatly in evidence
at terminals than in street loadinge

STANDARDS SHCULD NOT BE PERWANENT

Although under conditions existing as of a specific time the physical
aspects of the problem and the economic elements involved may prescribe certain
specific loading standards, those standards should not be considered as per-
manent and as the meximum above which the carrier will never be permitted to
0. In view of the fact that the financial formula is directly related to
loading standards, it is obvious that as changing conditions alter the finan-
cial picture of the carrier, revision of the standards should be considered in
the same fashion that revision in the fare structure is ordinarily considereds
The two definitely go together.

PASSENGER TURN OVER

In establishing loading standards based upon an arbitrary maximum limit
of standing time, the formula should give consideration to the fact that
although there may be standing passengers on a given vehicle during a period of
time exceeding the limit established, this does not always mean that any one
individual passenger has been required to stand in excess of the time limit.
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This is particularly true in a service where there is a heavy turnover or
inter exchange of passengers enroute. ihere such is the case the passenger
who has been standing for the longest time will have access to a seat as

other passengers disemvark so that the average standing time of the individual
person may be considerably less than the total time during which the vehicle
carries standing passengers.

CURRENT EFFCRTS TC STANDARDIZE

In recognition of the importance of loading standards there has been
recently initiated a movement toward developing uniform loading standards for
application to the transit industry as a whole, throughout the country, It is
highly important in proceeding with this develcpment that careful considera-
tion be given to all of the many elements involved and particularly to the

equities of ihe carriers in those instances where operations are conducted
at a deficit or at a less than reasonable operating ratio.

B - SPECIFIC APPLICATION

LOS_ANGELES METRUPOLITAN AREA

Confining the scope of analysis just to the Los Angeles metropolitan area,
there are evidences of the need for applying different considerations to the
various carriers serving the area when fixing loading standards. The principal
mass transit operators in this area are the Pacific Electric Railway Company,
Los Angeles Transit Lines and the Los Angeles Lotor Coach Lines. The general
character of service on a system-wide basis is different on each of these oper-
ations and taking any one operation, there are different characteristics apply-
ing to the several lines operated by eaches The primary diifference is that
Pacific Electric Railway Company is conducting its operations at a heavy fin-
ancial loss, whereas, the other two carriers are in a much more favorable
earning position.

This being the case, in line with the above discussion, it should not be
considered a foregone conclusion that loading standards aosplied to one carrier
should be the same as those applied to another carrier, even though from a
practical point of view, «ll physical conditions involved are equal. =Zach of
these carriers fills & particular need for passenger transportation in the area
served and each performs a class of service that is designed to meet that
particular need. The essential nature of each of these services has been
demonstrated during recent years by the confusion that has existed as a result
of work stoppages/ No one of the operations could be dispensed with completely.

in connection with labor difficulties.

It would of course, be an ideal condition if each passenger on each
route of each carrier could be provided with uniformity in all elements of the
transportation he required, including fares, equipment and service, but such
is not possibles

Due to conditions that are to a large extent of historical development,
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Pacific Eleciric has been harder nit financially in its fight for survival than
other transit operatiocns in this area and many of those in other areas that are
primarily engaged in urban transportation.

Although there have been adverse elements at work with respect to the
urban operators, there are certain inherent conditions that make urban mass
transportation more highly essential than suburban or interurban service. For
travel between longer distances, the private automobile has afforded more
effective competition than in the field of short haul of the typical urban
operatores It may be true that certain individual lines of Pacific Electric
are similar in character to other lines of the local carrier, but it must be
kept in mind that the semi-urben type of line on Facific Electric is in the
minority as compared with the system total.

There is a band of overlap betwsen the types of service provided by
Pacific Electric and Los Angeles Transit Lines wherein the line characteristics
are somewhat similar but on both sides of that band each carrier projeccts into
a different ficld of service and correspondingly into different fields of
earning capacity., Taking the two extremes that would include for exam.le, one
of the longer lines of Pacific Electric as compared with one of the shorter
lines of Los Angeles Transit Lines, we find conditions that are at great
variance. On some of the Pacific Electrie Lines, there are local operating
restrictions which aluwest entirely preclude the financial aavantages of
heavy turn-over of passengerss On the other hand, the local lines have un-
limited freedom in this respect and the tum-over or interchange of passengers
is much greaters

Another aspect of load factor that is given very little, if any, con-
sideration is the average daily number of total passengers carried as related
to the total number of seats provided on a mileage basises Development of such
a figure would no doubt be highly intcresting and most revealing as to the real
problem confronting Pacific Electrice ihere heavy volume and large turn-over
exists on relativecly short lines, it is possible to provide the individual
passenger with transportation service at a lower per trip fare than can be
provided on longer interurban type lines where thc turn-over is very smell and
the length of haul great. Correspondingly the fares per unit on the¢ longer
lines must be higher than on the shorter ones. This does not mean, however,
that load standards should be more lenient on the short lines than on the long
oness Actually, the rcversc might very well be true and can be logically
demonstrateds

In proceeding with this type of analysis, a considerable measure of
justification can be developed for applying higher load standards on one of two
lines that may operate in parallel through contiguous territory, even though
there may be little, if any, difference in the physical charccteristics of
the scrvice provided, or the distances the passengers are transportede

ANALYSIS CF PACIFIC FLECTRIC'S PROBLEM

A careful analysis hus been made of several ty.icel rail and motor coach
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lines of ‘acific EZlectric in an effort to develop the effects of prescribed
load fuctors and the results that would be obtained by applying more lenient
standardse The Company is now confronted with an extremely serious financial
deficit wherein during 1947 it incurred a net operating loss, before interest
on bonds, of more than 31,700,000, including freight and passenger service,
Passenger opsrations were conducted at a loss of approximately $2,800,000
and rail service was performed &t a loss of ;3,400,000

It is obvious that such a condition cannot be permitted to continue and
that remedial measures must be taken at the earliest possible time, Under
conditions of loss such as these, it is highly inconsistent that the Company
should be recuired to maintain loading stundards that will create an increase
in these deficits,

In addition to these losses, the Company is confronted with an increase
in payroll that will become effective within a very short time, that .ill
amount to approximately 13 million dollars annually. There are only a very
small number of sources from which that added cost can be obtained and from
which relief can be had with respect to the deficit already incurred, Either
the revenue has to be increased proportionately or expenses must be reduceds
Revenues cwn be increased matepially only through an increase in fares, and
there is the grave possibility that the present fare structure may be near
the point of diminishing returns, This, then leaves only the possibility of
affecting reductions in the costs of operations

The effect of load factors has a direct bearing upon the extent of oper-
ating expensese. Application of more drastic loading standards increases the
actual cost of opcrations through increased payrell, maintenance and service
expenses, increases the number of vehicles that must be purchased to perform
the service at prices higher than ever before, and will increase materially
the provision that should be mede for depreciations. Yejighing all of the ele-
ments involved in this problem, it would appear to be one that logically should
be approached from the point of view of relief to the carrier rather than
additional financial restrictions.

The Company is now engaged in attempting to 1lift itself out of thc depths
of the financizl loss into which it has dropped. It is attempting to cover all
phases of operation in an effort to do whatever is necessary to bring revenues
into proper reclationship with expenses, so as to provide it with a reasonable
profits Until this survey has been completed and it is definitely known what
the future of the lines of this carrier will be, equitable loading standards
cannot be formulated.

Further, in vicw of the fact thet application of improved loading stand-
ards means a real and immediate increase in costs, whereas, increased revenues
from substitution, from fare increases or from any other source, require a
considerable extent of time, application of more drastic standards hits the
Company in & most vulnerable spot.

Taking all of these things into consideration, it would appear to be
highly equitable and in no way unreasonzble to afford the Company the measure
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of relief that can ve realized immediately through application of more lenient
lozding standards. After the system-wide survey has been caupleted and a
final program for the future has been placed into effect, then would be the
~ppropriate time to review the matter of leading standards and specify load
factors for application to the revised systems

LOADING STANDARDS PRESCRIBED BY DECISTION NO. 41152

In Decision No. 41152 the Public Utilities Commission ordered that the
loading standards prescribed by recommendation No. 6 in Exhibit 32 be placed
into effect within 60 days from the date of the Order. That recommendation
in turn referred to the loading standards as specified in Chapter IV of the
Exhibit, which covers 74 pages of the report in which each line of the system
is analyzed in considerable detail. Although the report does not contain a
concise summary of the various load standards or conditions as they apply to
individual lines, the Company has carefully analyzed all data contained therein
togecther with other considerations and determined that the loading standards
desired by the Commission were primarily summarized on page 14 of Exhibit 32,
and specifically as follows:

Off-peak Periods

Provide scats for all passengers passing muximum load points

Peak Periods

Interurban and longer suburban lines - Prcvide seat per passenger.
City lines - Standees allowed according to following standards
for various types of Pacific #Zlectric equipment:

Seating Loading
Class Capacity Standard
600~700=class rail cars 65 90
100-class rail cars 110 58
5000 (PCC) rail cars 59 90
Various = Motor Coaches Lily=L5 60

Check Period
30 or 60 minute periods as specified in Chapter IV of Exhibit 32,

Classification of Lines

Interurban Hail Lines

Los Angeles-Pasadena via Oak Knoll

Los Angeles-Pasadena via Short Line

Los Angeles~Baldwin Park

Los Angeles-Arcadia-ilonrovia-Azusa-Glendora
Sierra Ladre Line

Los Angeles-Long Beach



Los Angeles~San Pedro

Los Angeles-3anta Ana

Los Angeles-Newport Beach

Los Angeles-Glendale-Burbank, from San Fernando Road to end
of line,

Venice Short Line,

Interurban liotor Coach Lines

Pasadena-Alhambra-Sonthern Pacific Station

Los Angeles-Alhambra-Temple City-Arcadia

Los Angeles-Balboa

Los Angeles-Sunland

Los Angeles-Santa Ana, includlng Whittier Boulevard Local.

Long Beach-Pasadena

Long Beach~Riverside

Pasadena-Pomona

Los Angeles-El Monte-Pomona-San Bernardino-Riverside,
including Valley Boulevard Local and Garvey Avenue Local,

Los Angeles-North Hollywood=Van Nuys

Los Angeles-Santa Monica via Beverly Hills

Los Angeles-Redondo Beach

Los Angeles-Beverly-Sunset Boulevard-University

City Rail Lines

Watts=3ierra Vista

Los Angeles=Van Huys Rail Line

Santa konica Beoulevard Line

Los Angeles-Glendale-Burbank, from Subway Terminal to
San Fernando Road,

Hollywood Boulevard Lines

Venice Boulevard-San Vicente Line

Echo Park Avenue Line

Long Beach-San Pedro Line

Los Angeles-Santa lLionica via Air Line

City Motor Coach Lines

Garfield Avenue-Highland Park
Arlington-Riverside-San Bernardino-Redlands
Long Beach-Huntington Park
Hollywood-Beverly Hills~University
estern-Franklin

Emery Park

North Hollywood

Van Nuys-=Canoga Park

Van Nuys-San Fernando

Van Nuys-Birmingham Hospital
Glendale-lontrose~Verdugo City-La Canada
Hollywood-Ventura Boulevard

North Hollywood-Studio City-Sherman Oaks
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LOADING STANDAGDS DESIRED BY COMPANY UNDZR PETITION TO MODIFY
AND AMEND DECISION NO. L1152,

(For application to regular service.)

In recognition of the lack of information applying to the vital
elements of loading standard determinations, a careful and extended analysis
has been made by Pacific Zlectric for the purpose of determining within
the highest degree of accuracy possible, the real nature of the equities
involved inso far as they apply to the operations of this company, Loading
stendards are in many cases based upon arbitrary considerations of the
physical aspects involved and desires of the public, Vhen the financial
integrity of the carrier is at stake, these considerations must be supple-

mented by a more concrete development of facts involved and a relationship
must be established between loading standards and the company's financial
status, This analysis has been conducted upon that premise and it is felt
that the discussion heretofore rendered is substantiated conclusively by
the results obtained,

The loading standards which are set forth herein as representing
what is considered to be proper and equitable from the company's point of
view have not been inflated in the hope or expectation that something less
than asked for mipght be granted, The standards are considered to be the
proper and nothing less will adequately meet the exigencies of the financial
crisis confronting this company.

The content of the analysis as included in this report is con-
sidered as conclusive evidence that the standards applied for are not
unreasonable under the circumstances and should be placed into effect
immediately and permitted to remain at least until such time as the final
re-arran gement of the company's properties and facilities have been placed
into effect,

The specific loading standards that are recommended for applica-
tion to the lines of Pacific Electric Railway Company are as follows:

Off Peak Periods = All Lines

At Maximum Load Points:
Provide on average, seat per passenger,

Peal Periods - All Lines

At Maximum Load Points:
Rail Cars - 150 percent load factor,
lMotor Coaches = 150 percent load factor, applied to
vehicle capacity minus 5.

2 Peak Period Time Limits

2 hours morning, 7:00 a.me - 9:00 a.m.
2 hours evening, L:00 p.m, = 6:00 p.m,

Yodification on Saturdays to meet shift of peak and on individual
lines as may be authorized to meet unusual conditionss



Haximam Standigg Time

30 minutes after leaving major loading area,

_Traffic Check Periods

30 minutes on frequent service,
60 minutes on infrequent service,

Duration and Deviations

To be subject to adjustment upon application to the Public
Utilities Commission

5 [



Co_ DiTAILED ANALYOIS

MuTHOD OF PROCLDURE

In order to obtain the necessary data upon which to base conclusions rel-
ative to proper loading standards, detailed traffic checks were made on various
rail and motor coach lines and careful schedule and cost analyses computed, The
traffic check data was set up on charts which are appended to this report
indicating the characteristics of travel and loading at various points along each
line. The primary purpose of the detailed analys¢s has been to detemine two
things, First, the length of time that passengers would be required to stand if
the load factor were increased and the number of vehicles by which the line
assignment could be reduced correspondingly. To this analyses estimates were
made of the savings that would be possible in operating expenses by reason of
more lenient loading standards, The following check provides a general summa-
tion of the results obtained and subsequent checks are devoted to the detailed

analyses as applied to each individual line studied. Only representative lines
were selected for analysis as a basis for establishing the theories involved. It

was not considered necessary to carry out detailed studies on each line of the

system as the work would be largely repetitious and would probably not alter the
general findings.,

GLNERAL SUMMARY

while the Pacific Electric's objective is to provide the maximum service
practicable, there are economic limitations and restrictions depending upon the
peak characteristics and volume of traffic demand which must be given careful
consideration. aAffecting the situation to a major extent is the problem of
providing for peak service, Under present operating conditions in excess of 20
per cent of the total daily inbound passenger load during the peak hour and 4O
per cent of this maximum hourly load during a 20-minute interval of the peak
hour, sapproximately 8 per cent of the total daily inbound load is developed in
20 minutes, Similar characteristics prevail for the outbound passenger load,.

simultaneous service demands of this character require the uneconomic use
of a large number of vehicles which can only be utilized for a single round trip
each during the entire day, It is well recognized that the cost of providing
peak service is much greater than that of providing base or nommal service where
the equipment and man-hours can be economically scheduled. It would thus seem
reasonable to expect that this high cost of yroviding excessive peak demand
service should justify some modification of the established loading standards for
accepted normal or base service, at least during the extreme peak intervals.

The modified standards should be established and checked, on the basis of
the nommal scheduled operations so as to avoid conditions of shifting pattern
resulting from unusual traffic congestion or accidents, thereby creating load-
ing situations which otherwise would be in conformity with the prescribed
standards,

wiie



In general it costs in excess of $26.00 per day on an out-of-pocket basis
(including depreciation) to operate a motor coach in single round trip service,
On a full cost basis the operation would cost at least $37,00 per unit, In every
instance studied where the equipment is operated only one single round trip per
day, these units were operated 3t a loss as it is not possible to carry a com-
pensatory load at present average fares, even on an out-of-pocket basis, As an
example, the Los Angeles-Alhambra-Temple City Motor Coach Line operation requires
12 coaches which can only be utilized for one round trip per day.

The estimated out-of-pocket cost per unit operated in this service is
$26.86 per day, which would require, on the basis of a seat-per-passenger at the

maximum load point, a fare of 30 cents instead of present average fare of 18,55
centse On a full cost basis it would require a fare of 43 cents to be fully
compensatory,

For motor coach operation it is recommended that a load factor of 150% of
seating capacity be adopted after deducting five seats, during an average half
hour interval, which would permit a partial reduction in the number of peak units
required and some increase in individual line earnings.

For passenger rail operations it is recommended t hat a loading standard
equivalent to 1504 be permitted for a standing time of 30 minutes from the limit
of the major loading areas.

In the demand for public transportation the "time element" is the pass-
enger's first consideration and rather than wait for a following vehicle, even if
in sight, experience indicatest hat--if possible to find room, the passenger will
crowd into a fully secated and standing load rather than wait,

In general any reduction in equipment assigned to any line resulting from
the increase in number of passengers permitted to be carried over a half-hour
interval would be made during peak periods and would not affect the base
schedules,

wstimated annual reduction in out-of-pocket operating expenses because of
reduction in equipment operated based on results of detailed studies of four
major coach lines is 390,000, computed as follows:

Motor Coaches Reguired

Present Proposed
Alh&nbra I‘ine AP rovas g eV RESH 33 26
Valley Boulevard eeeeecsocoponsve 29 25
L.A.-m]ittier Fra s s oenpassrERens 3? 29
L'A'—S&nta ltlonica.iﬁtli.ﬂﬁll.!.‘ _Lé _21

135 107
DirferEHQe T R T R A N N 28=2007%

The above indicates a 21% reduction in units to be operated. However,

applying only a 154 reduction to all system services which would probably be
affected by the proposed increase in loading standards, which would compensate



for different seating capacities of coaches, the reduction in equipment would be
50 units. On the basis of an average saving of $26,00 per coach for 300 days,
the total saving would amount to $390,000 annually,

It is estimated that an application of the above rail car standards to
system operations would permit an immediate daily rveduction of at least 33 pass-
enger rail units. On the basis of & minimum out-of-pockct saving of 21,00 per
unit for 300 days per year the saving would amount to $207,900 amually, or a
total for both rail and motor cosch operations of $597,000.

(Continued on Next Page)
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ho =ALH/MBERA-TEMPLE CITY MOTOR COAC

Load check outbound peak 4:00 P,M, - ;00 P,M,, Thursday, September 2, 1948
(a) - 29 coaches, 1255 seats, provided to carry moximum load (st Sierea Vista)
of 1210 passengers,

(b) = Tithin an sdditional distance of 1.4 miles, or in an nverage olapsed

time interval of 6 minutes, the total number of passengers on the 29
units had drepped to 900,

(¢) - During the entire peak, slight overloads occurred only over three average
helf-hour intervals as follows (on a basis of seat per passenger):

Pasgr. Cver~

Over- loand
Jesation _Time Pasgrs. Seats Upits _lond.  Per Unit
1) Lincoln Park-SP-
" Crossing , 4 ¢5:00-5:29 PM 407 390 9 17 2=
(2) Sierra Vista , » .4:30-4:59 PM 297 296 7 1 -
(3) Sierra Vista . + +5:00-5:29 PM 381 346 8 35 Ly

Because of the extreme peak requirements at the present time, there are 12
coach units vhich moke but one round trip per day in this service, ond because

of the time operated cannot be utilized for additional trips on this line or
any other service,

Out-of=pocket cost (including depreciation) to operate ecoach in single
round trip service is approximately 27,00 per unit per day,.

In order to- earn only the fare out-of-pocket cost each unit would have to
carry a total of 140 passengers per round trip = based on present average one-
way fare of 18,55 cents, or 70 passengers per single trip - an equivalent load
factor of 155% for a 45 passenge? coach,

On the basis of a seat per passenger at maximum load point, an average fare
of $26.36/90 ~ £,30 (30 cents) would have to be obtained, an increase of 62%
to breack even on an out-of-pocket basis, On a full cost basis an equivalent
fare of approximately 43 cents would be required,

On o basis of a permissible loading of 60 passengers per unit (45 capacity)
during an average half=-hour interval, a reduction of 7 units could be made gt
an equivalent gaving of (188,00 per day during the peak period or {56,400 per
annum could be realized on this operation,

COST TO OPERATE COACH - ONE ROUND DA
Routemiles.......-.-........c...-.o. 17.45
'.Boundtriproutemilea % 8 T W 6 T 4N R WS e e b 34’90
Average unit cost - motor coach ¢ « ¢ 2 ¢ ¢ 2 o s ¢ 5 ¢ ¢ ¢ » 317,500
Annual depreciaotion = 10-year 1ife « ¢ o o 5 o o ¢ o 0 « o ¥ 1,750
Number of days peak coach operates (estimate) + ¢ v » ¢ o « = 300
Average depreciation per Gay s s « s o ¢ s 0 9 9 4 2 8 0 ¢ 4 $583
Average equivalent crew pay hours-single peak round trip . . 9%
Daily rate 9% hours @ (1,47 (new rate effective Oct.16,1948) 13,97

O



Ltﬂo-ﬁLHAMHRA;TEMPLE GITI

Equipment Maintenanee ,

$ 3 4 8% 0
Operators Vages ¢ s » % ¢ 8 ¢ & o
TiI‘BSctolq.cito.Quto
Fuel and Lubrication o« ¢ 4 o v & ¢
SerVicing ¢ ¢ & ¢ % 2 8 g T ¢ F % &
Deprpciation RN EEREE
Taxes 4 ¢ o ¢ o ¢ ¢ 4.9 ¢ 0 ¢¢ v q

{Estimated Costs Based on July 1948
operations)

- - L - - L] [ J
- =™ 5 9 & B %
*" = o a - & -

A

* O w #* ® o o

e ® o e & w9 @

" = 9 ®» ® = @

" © ¥ e = @& w9

5 T —

Cents

1,16
5573
334

730

r D
E 0,93
13,97
040
2,00
1.17
5483
2456

T ————

$26,86



LA ~VALLEY BOULEVARD LOCAL WOTOR CQACH LINE

Load check outbound pesk 4300 Feu, - 6300 P sy, Wednesday ésugust 4, 1948,

L.4.-El uonte Local Cozches g Limited to Garfield awenue

(a) 15 cosches, 450 seats provided to carry maximum load (st Garfield
hvenue) of 692 possengers. For the entire period pessengers stood
between Lineoln Fark and Garfield Avenue, with a total average running
time from Lincoln Park to Garfield avenue of 15 minutes and a distance
of 5.35 miles,

(b) The passenger losd dropped very rapidly after leaving Garfield svenue,

and within 5 minutes average running time, the total load was greastly
below coach seating capacity,

(¢) Overlosds on basis of seat per passenger occurred over & average half-

haur intervals. Passgr. Overload

Fass- over rer

Location Tige engers Sests Units loed Unit
(1) Lincoln Park....4:00 — 4829 Fewe 135 126 3 G 3
. " 4430 - 4359 P, 200 173 L 27 7
“ R 5200 «. 5329 Fous 215 205 5 10 2
% " 5830 = 5359 Fam. 122 85 2 37 19
(2) Eastern & Valley4:30 — 4359 F.u, 185 173 4 12 3
! W 5330 -~ 5359 i, 105 85 2 20 10

(d) One additional coach would be required to provide a seat per passenger
arriving at maximum lpad point,

L.A.-Garfield Locgl Service

(a) 14 coaches, 589 seats provided to carry meximum load of 66l passengers
en arrival at Lincoln Fark, ¢n overload of 75 passengers. The equi~
valent of twe additional coaches wauld be reguired to provide a spat
per passenger arriving st the maximum load point, bbtentien is
directed however, that the load begins to dischsrge soon after leaving
Lincoln rark and is reduced to a seszted load by the time of abtrival at
Eastern Avenue or within a distance of 1,75 miles and 2n average
running time of 5 minutes.

(b) Overlosds en basis of sest per passenger occurred over & average hslf-
hour intervals,
(e) One additicnel coech would be required to provide a2 seat per passenger

arriving at meximum load point. Fassgr. Overload

Ln88=- over rer
Location Time engers Seats Units _load Unit
(1) Lincoln Park.... 5300-5:29 FJa. 205 176 4 29 T4
(2) Eastern & Valley 5100-5:29 F ., 210 176 b 34 8L
(3) Fremont & Valley 5:00-5:29 P, 205 176 4 29 ¥
(4) Garfield & V alley 4:00-4:29 P4 180 175 4 5 14
" " 42304259 F sias 215 211 5 L y 1

" " 58005829 b, 205 176 A 29 T

-1 8=



Because of the extreme peak requirements st the present time, there
are 7 coech units which make but one round trip per day in the above
services, end beceuse of the time operated cannot be utilitzed for addi-
tional trips on this line oray other service, To meet full seect-per-
passenger pequirements st meximum load point would require two additional
coaches which would make but one round trip per day,

Out-of-pocket cost (including depreciation) to operate coach in single
round trip service is spproximetely §25.00 per unit per dey. In order
to eern enly the bare out-of-pocket cost, each unit would have to carry a
total of 160 passengers per round trip based on present average estimated
fare of 16 cents, or 80 passengers per single trip, on equivalent load
factor of 178% for a L5-passergr cozch, Or@n the basis of a seat—per-
passenger at maximum loszd point, an avercge fere of $25.12/90 — § .28
(28 cents) would have to be obteined, an increase of 75% to break even

en an eut-of-pocket basis. On a full cost basis an equivalent fare of
approximstely 4O cents would be required.

On @ basis of a permissible loading of 60 passengers per unit (45-
capacity) during any average half-hour intervel, a total reduction of 4
units in the combined services could be mzde &t an equivelent saving ef
$100.00 per day during the peak period or $30,000per annum could be
realized on this particular operstion.

COST TO OPER.TE COsCH — ONE ROUND TRIP PER DaY

HOUES BRECH o ven coss virabsrsaps gosansaainisssasesasnsy Tada)
Round trip route mileS ecepsvsepeacinans RO = . y  22.60)4VOEEER
hAverage unit cost -~ motor coach ..,....-....-........,$l7,500
hAnnuzl depreciation — 10 year 1ife ,eeveesvvsocaccaess 1,750
No. deys peak coech opprate — (e8te) seensosssssesvays 300
AV erage depreciztion per day sessserzeprsssssrsasnns « 95,83
Aversge equivalent crev pay hours -single peak R.T.... 9%
Daily rate 9% h‘urs @ hlsh? Qlf!a!l."!llilClC.Clpnl.l&lj.Q?
Unit Cost
Cents
Fer wile Fer Day

Equipment maintensnce seesssecssescesonservipe-s 6.53 $L.48

EPRILOTNE WEICH o vasae e awiben b inmbnreddins . 13.97
ggres Ovooaoléﬁauncon ------- oo s e e bowtess 1.16 a26
Fitel & LaBricatlon sesissenscssedsonepsosveonns 5.18 1.17
SerViCIng syensacrivrecrsicsoar R TR PRRER 3.34 275
Depreciation cseveeecerervenninias TP NSRRI T 5.83
Taxes Mess s e e d s bR NI PE IR BTR IR B seebuwerine 7.3& laéé

(Estimated Co:ts Based en July, 1948 operations) $25,12
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LA ~BEVERLY HILIS-SANT, MONICA WOTOR GOACH LINE
\

Loed check outhound,pesk movement between L4¢00 P .. - 6300 P .f,, Friday,

Il‘lllgust 6 $ 1948,

(2) 36 cosches, 1495 seats, provided to carry meximum loed (et Feirfax
Avenue) of 1,522 passengers.,

(b) &t Severly Hills, a distance of 2.7 miles from Fairfsx Avenue, an
average time interval ef 12 minutes, the load had dropped to 1,216
pessengers,

(c) During the entire peek, overloeds occurred only over three average
helf-hour intervels as follows (on a basis of sent per passenger):

rasse= Over -
enger load
Pass~ Over- Per
Locetion lime engers Sests Units  loaas Unit
(1) Western & Olympic 5330-5:59 Pl 300 295 7 5 &
(2) Fairfex & Olympic 4:30-4359 Pu 508 461 11 L7 if
(3) o " 58305159 Pu 222 29 7 27 4

4t the present time beczuse of the extreme peek requiremcnts there
are 17 units operated on this line which moke but one round trip per dey.
Estimeted out-of-pocket cost (including deprecistion) to operate a coach
in single round trip service, is in excess of $27.00 per unit per day,
In order to earn ony the bzre out-of-pocket cost, each unit would have to
cerry a total of 166 passengers per round trip, bcsed on present average
fare of 16,18 cents, or 83 passengers per single trip, an equivaslent load
factor of 184% for & L5-passenger coach,

On the basis of a sert per passenger 2t the maximum losd point, &n
average fare of $27/90 - § .30 (30 cents) would have to be obtsined, =n
incresse of 85% to bresk even on zn out-of-pocket basis. On a full cost
basis an equivalent fare of approximstely 43 cents would be required,

On the bssis of = permissible loading of 60 passengers per unit (45-
capacity)during sny zverage half-heur interval, ¢ reduction of 9 units
could be made st an equivalent saving of $247.00 per day during the pesk
period or $74,100 per annum could be realized on this particuler operation.

COST TO OFRATE COACH — ONE ROUND TRIP PER DaY

Boutie mlles sassasncapmsssasnisssiienepraassanpens Shal
Round trip route miles seseseceseasseassossnessessse 35070
Average unit cost — Motor COSCHh ssessceveasessases & 17,500
snnuel deprecistion — 10 year life sevecrsvscsssnas 1,750

No, days peck cosch operate (ests) seessssessnsvars 300
hverage depreciation per day sesessccosserenccssnns $5.83
hvercee equivelent crew hour pay - single pesk R.T. 93

Daily I'E!‘tye 9% hOU.I'S \-'3 $1—.h7 TR R R R R E R N N ] &’13.97

2=



Equipment maintenance seceserescesoresenie
Operetor‘s Wages SEshapisraNeRsetsanorETy R
Tires Peer st e ke TR A ET AT I I Rb O aR I R AT AN
Fuel and Lubricetion sssaceesssssspsnsgsss
serViCing Co00asanmatdsnsdivasarsdosiosidng
D8pr90iati0n Pesareosntovnooeetosngsnuaond

TEXGS Brossvspgrososrvs s bopvopDeviarssvqav s

Unit Cost

Cents

rer uile

5.98

1,47
409
3.34

6,82

(Estimcted Cost Bosed on July, 1948 Oper-tions)

=N

rer Dey

#2413
13,97
W42
1,46
1.19
5:83

—2ubJ
§27.43
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PACIFIC ELECTRIC RAILWAY COMPANY

MONTHLY REVENUE AND PASSENGERS
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PACIFIC ELECTRIC RAILWAY COMPANY

CHARACTERISTICS OF SYSTEM FASSENGER TRAVEL
ENTERING LDS ANGELES DOWNTOWN AREA
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PACIFIC ELECTRIC RAILWAY COMPANY

PASSENGER LOADING CHARACTERISTICS

CHART ||
izizs | E = P 5 AND SEATS AVAILABLE ON LOS ANGELES- ALHAMBRA-TEMPLE CITY
e - MOTOR COACH LINE LEAVING FROM LOS ANGELES TERMINAL (MAIN ST. STATION) :
i=‘ i BETWEEN 4:00 PM AND 6:00 PM, THURSDAY, SEPTEMBER 2, [948
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CHARACTERISTICS

CHART 111

PACIFIC ELECTRIC RAILWAY COMPANY
LOADING

PASSENGER
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PACIFIC ELECTRIC RAILWAY COMPANY

PASSENGER LOWDING CHARACTERISTICS

CHART, 1Y
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PACIFIC ELECTRIC RAILWAY COMPANY

PASSENGER LOADING CHARACTERISTICS

CHART
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PACIFIC ELECTRIC RAILWAY COMPANY

PASSENGER LOADING CHWRWCTERISTICS

CHART Vi

PASSENGERS AND SEATS AVAILABLE ON LOS ANGELES-EL MONTE-BALDWIN PARK
RAIL LINE, LEAVING FROM LOS ANGELES TEAMINAL (MAIN STREET STATION].

BETWEEN 4:00 PM AND 6:00 PM. THURSDAY. AUGUST 5. 1948
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BELOW, ON LOS ANCELES-EL MONTE-BALDWIN FARK RAIL LINE, BY HOURLY PERIODS,
BETWEEN 4:00 PM AN HURSDAY., AUGUST 5. 1648
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PACIFIC ELECTRIC RAILWAY COMPANY

PASSENGER LOADING CHARACTERISTICS

CHART Wit

Fassengers and Seats

PASSENGERS AND SEATS AVAILABLE ON LOS ANGELES-MONROVIA-GLEKDORA AND
LOS ANGELES-SIERRA MADRE RAIL LINES. LEAYING LOS ANGELES TERMINAL
(MAIN ST, STATION) BETWEEN 4:00 PM AND &:00 PM, THURSDAY, AUGUST 5, 1948
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PACIFIC ELECTRIC RAILWAY COMPANY

CHARRCTERISTICS

LOADING

PASSENGER

CHART VI
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Pacific Electric Railway Company

REVENUE PASSENGERS

1945 1946

Rail Pasgrs. Motor Coach Pasgrs. Total Pasgrs. Rail Pasgrs. DMotor Coach Pasgrs. Total Pasgrs.
Jana 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 953745399 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
Mey 9,544,163 £,y 007, 474 13,551,637 May 9,575,529 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 3,972,781 12,762,952
Auge 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, T4ty 702 11,998,793
NOV 8,892,156 3,715,856 12,608,012 Nov. 7,709,886 3,415,912 11,125,798
Deca 9,057,912 3,777,990 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

: 1947 1948

Rail Pasgrs. Motor Coach Pasgrs. Total Pasgrs. Rail Pasgrs. DMotor Coach Pasgrs. Total Pasgrs.
Jan. 8,229,461 3,612,709 11,842,170 Jan. 7,387,749 3,506,813 10,894,562
Feb. 7 445 4690 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 755645292 3,534,331 11,098,623 May 6,259,342 3,341,881 9,601,223
June 7,396,006 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
Luge 7,463,986 3,478,666 10,942,652 Aug. 6,192,215 3,338,775 9,520,990
Sept. 7,172,362 3,408,916 10,581,278 Sept. 5,928,909 3,351,787 9,280,696
Oct» 3,333,523 g.ggg,ggi 13,%gi,gég Oct. 5,991,197 3,403,380 9.32g.577
Nove »ULl4, s 380, 3 374, Nov. 5,847,322 3,316,381 9,163,703
Dec. 7:426,457 3.558,985 10,985, 442 69,073,180 36,902,362 105,976,042

90,369, 385 42,139,319 132,508,704

"Revenue Passengers" include Fare and Transfer:
Passengers.



Jans
Feb.
March
April

June
July
Auge
Sept.
Octe.
NovVe
Dece

Jane
Febo
March
April
May
June
July
Augs
SHpt' .
Octs
Nove
Decs

Pacific Electric Railway Company

PASSENGER REVE NUE

1945

§__Egil___ Motor Coach Total
1,080,792 $587,610 31,668,402
964, 564 534,868 1,499,432
1,044,070 598,962 1,643,032
1,025,583 590,054 1,615,637
1,108,017 582,210 1,690,227
1,135,830 583,546 1,719,376
1,179,370 609,416 1,788,786
1,011,996 540,561 1,5524557
1,061,133 559,917 1,621,050
1,072, 747 558,785 1,630,532
12 577,516 L. 702,960
$12,932,996  $6,911,284  $19,844,280

_1947 Y

Rail Motor Coach Total
% 995,322 ¢ 600,157 21,595,479
892,245 556,372 1,448,617
914,783 597,113 1,511,896
879,739 575,706 1,455,445
866,022 580,189 1,446,211
877,072 578, 329 1,455,401
918, 308 597,708 1,516,016
910,391 592,640 1,503,031
854, 461 5744830 1,429,291
835,186 595,053 1,430,239
816,644 569,383 1,386,027

824,725 585,516 0

£10,584,898 $7,002,996  $17,587,894

Jan.
Febs.
March
April
May
June
July
Aug,
Sept,
Octe
Nov.
Dec,

Jane
Feb,
March
April
May
June
July
Aug,
Sept.,
Oct.
Nowv,

1946

Rail Motor Co=n otnl
$1,162,164 $585,910 $1,750,07%
1,012,235 535,787 1,548,022
1,038,972 577,354 1,616,326
973,406 574,795 1,548,201
990,126 515,338 1,505,464
$32,171 552,753 1,484,924
986,986 575,848 1,562,834
1,005,032 585,339 1,590,371
1,003,403 589,728 1,593,131
971,786 586,144 1,557,930
925,438 548,515 1,473,953

608 26,9 [
$11,987,327 £6,3814,503 #£18,801,830

1048

il === Mot Co Total
$ 874,121 w 987,534 1,461,655
876,312 595,782 1,472,094
909, 780 669,157 1,578,937
852,019 630,958 1,482,977
865,923 637,236 1,503,159
865,083 640,833 1,505,926
909,617 655,099 1,564,716
907, 549 656,265 1,563,814
849,390 661,058 1,513,447
837,062 2&3 s 524 1,420,593
783,876 13,100 396,976



January
February
March
April
May

June
July
August
September
October
November

December

Total

1945

$1,314,105
1,259,951
1,428,694
1,213,984
1,306,022
1,350,429
1,238,781
1,135,089
859,489
714,151
388,242
529,677

$12,738,614

1946
$723,113
695,119
7955624
786,736
684,042
7744896
817,009
857,235
898,844
978,236
816,289

922,031

89,749,174

Pacific Electric Railway Company

FREIGHT REVENUE

1947

1948

81,046,947
995, 394
1,137,184
1,093,002
1,117,131
998,138
1,012,775
965,431
1,006,135
1,009,231
926,834
951,607

$12,259,809

$1,025,367
919,880
1,183,082
987,938
214,513
1,051,799
1,079,824
996,784
997,651
1,061,591

$10,218, 4,29



OPERATING

§TATI5TICS

#52 #79 #63 #58
Alhambra Los ingeles Los Valley LA-Norwalk
Temple City Beverly Hills Angeles- Blvd,  Whittier
Arcadia Santa_Monica Redondo Local Santa /na
Route Milés (one way)  17.45 17,85 25,70 (avg) 13495 3948 (aveg)
Route Miles (round trip) 34.90 35470 51440 27,90 7946
Coach Miles Per Day
(week day) - BASE 3,111(86,6%) 3,746(68.9%) 2,801(67%) - 3,920(80.,3%)
Coach Miles Per Day
by coaches making
only 1 or 2 trips out
PEAK . o o« o o » _ 481(13.4%) 1,689(31.1%) 1,381(33%) - 962(194,7%)
TOI‘AL " & & = t.;3’592 5,435 4,182 - [p’882
— == —_— _—
Number Coaches Required:
BESO o « v v 13 17 8 6 17
Peak « ¢ « » 32 48 40 26 40
Number Round Trips
(Veek Days) « « « » » 104 126 93 88 128
Number Conches Making -
¥] round trip per day 20 18 18 17 15
2 round trips per day 4 9 12 8 14
3 round trips per day A 4 7 3 5
4 round trips per day 1 8 6 2 9
5 round trips per day A 4 - 4 2
6 round trips per day 3 3 1 3 4
7 round trips per day 2 - = o -
'8 round trips per day ) | 1 - - -
* - "Single Trip" coaches
which made no addi-
tional trips on
other lines 12 17 13 i 4



" January
February
\March
April
vay
June

TOTAL: -

-PACIFiG ELECTRIC RATLWAY COMPANY

MTLEAGE RECCRD OF CLASS 950 AND 1000 CARS

% to Total Rail Miles

RECAPITULATION — JANUARY THROUGH JUNE, 1918
Total
Class Class Line % _to Line Mileage Rail
950 1000 Mileage 950 1000 Mileage 3950

55,137 37,180 823,062 6.77 L.52 1,336,614 417
46,457 27,328 606,205 7.66 Le51 1,209,267 3.8L
49,683 2,094 737,479 6. Ty 3.27 1,267,952 3.92
'hﬁ,h99 18,211 705,333 6459 2.58 1,211,297 3-.84
45,427 17,113 606,436 749 2.82 1,219,195 373
47,327 16,179 531,642  _8.90 3.0 1,192,526 _3.97
291,130 140,105 4,010,157 7426 349 7,436,851 3=91

1000
2.78
2.25

1.90



pasadena-0ak Knoll
pasadena Short Line
Monrovia-Glendora
Sierra Madre

Long Beach

san Pedro

Long Beach-San Pedro
L.B. Steamship Service
Santa Monica Air Line
Watts-Sierra Vista
Glendale-Burbank

Venice Short Line

TOTAL

August 13, 1915.8

PACIFIC ELECTRIC RATILWAY COMPANY

MILEAGE RECORD OF CLASS 950 AND 1000 CARS ~ BY LINES

JANUARY TO JUNE, INCLUSIVE, 1948

% to Total Rail Miles

Class Class Line % to Line Mileage T;Zﬁ
950 1000 _Mileage 950 1000 Mileage 950
65 34,956 300,367 .02 11.64 7,436,851 . 0009
97 36,338 259,594 .0l 14.00 % . 001
- 13,316 402,076 - 3.31 - -
. 79 16,161 - 49 - =
- 8Ll 719,638 - ] - -
- 1,087 561,950 ~ .19 - =
- 30,524 128,155 - 23,82 - -
- 50 1 _,106 - L.52 - -
5,836 - 5,836 100,00 - - .07
- 54 353,953 - .01 '3 >
9,514 ~ 636,048 1.50 - - +13
275,618 22,860 _ 625,273 Lk, 08 3. 66 - 3,71
291,130 140,105 4,010,157 7.26 .49 2,436,85 3,91

1000

« 47
49
.18

» 001

« 01
201

el

« 0007

. 0007

<31



Pacific Electric Railway Company

MOTOR_COACH INVENTORY AS OF AUGUST 31, 1948
Unit Total
Closs _Model Xype_ Nop Units Year of Mfg, _Mfgr, Seats Seats
220 PG2505 S 1 1941 GMC 14 14
240 23R T 2 1937 Twin 25 50
310 3IR T 4 1937 Twin kil 124
315 30R g 3 1940 Twin 31 93
1650 4OR S 13 1937 Twin 41 533
1686 PG3701 S 9 1940 Qe 41 369
1910 35RL Spee. S 15 1940 Twin 37 555
2000 788-6 S 24 1940 White 41 984
2025 798-6 T 25 1942 White 45 1,125
2050 798-6 T 45 1941 White 45 2,025
2100 A1-G S 25 1940 Twin 41 1,025
(A] 2125 L4=D=45 T 5 1946 Twin 44, 220
(4) 2220 798 T 41 1946 White L 1,804
(4) 2261 798 T 29 1947 White Iya 1,276
2300 1798 i3 20 1942 White 45 900
2320 798 i i 5 1942 White A 220
2325 798 T 55 1944 White 44 2,420
2380 1798 T 15 1945 White L, 660
2395 798 T 5 1944 Thite Lty 220
2400 798 T 7 1944 White 4t 308
(A) 2500 TD4504(Dies) S 35 1941 GHC 42 1,470
(A) 3000 798 T 25 1948 White YA 1,100
408 (Avg) 42.88 17,495
*Type = S - Suburban Total Number Units - = 408
T = Transit Total Number Seats - - 17,495
(A) - hutomatic Transmission (135) Lverage Seats Per Unit 42.88

* H % * 3
llanufacturer No; Units %

White 296 T2.55

Twin 67 16.42

GNC 45 11,03

Totals 408 100.00%

Summ 0, of Equipment
fear No. of Units _27%
1937 19 Le

1940 76 18.63

1941 81 19,85

1942 50 12.25

1944 67 16.42

1945 15 3.68

1946 46 11,27

1947 29 T.11

1948 25 6513

408 100,00



Pacific utlectric Railway Company

CHuCK Ol THBOUND PASSEIGERS INTO DOWNTOWN aiiia

Thursday, oSeptember 18, 1947, between 4:01
A.M, and 10:00 P.M. (Veather Clear)

Rail Lines:

Lrﬂ.-i'a.saa via 0- K- “sen
Lens =Fasa,short Line,..
Lt As -I-!‘ll }io "Ba.ld. Pko e e

L.a.-Glen, & Sierra Mdr.

L.A,~Long Beach seseese
L.A..-b'a.n Pedro LR I ]
L.A, -banta Ana Cnsacena
Watts-Sierra Vista(NB).,
Watts-Sierra Vista(SB).
Subway-West Hwde esevoe
Subway-San Fern.Valley.
L. A,-Glen, -Burbank ....
Venice Short Line .....
Subway-Hollywood Blvd..
Hwd, =3an Vicente(liB)...
Hwd, -San Vicente(SB)...
£eho Yark sescnpacens oo

TOTAL RAIL LIS a».

Motor Coach Lines:
L. a. -Alh, ~Tenple City-
ATCAATR 55 o vim v doneds
LA =BalbO8 eeivasess s
L.n.—.iunland evgecres sy
Len. =Whittier-santa ana
L.a,=-El Me=-0an Bdno, -
BAVETSiQe: seeve oo
L, ns -0anta lionica and
Beverly-Sunset ..,..
L.a.-Redondo Beach se..
Lo 4. =Van Huys via
Riverside Drive ¢s...
TOTAL M/C LINGS eacss

GRAND TOTAL o« o s o o »

INBUUND
1 2 3 b 5 6 ¥
oystem
Peak Ratio
Period 20 min.
7:21 AM Line System to ratio Peak
to Peak Peak System Hr. to Total
Total 8:20ah ~ Hour 20 Min, _Peak  Line System
2,259 521 521 219 42,03 23,06 23,06
2,346 581 591 247 42,51 25,19  24.77
2,225 677 681 306 45,20 30.61 30,43
2,257 824 824 375 k5.5 36,51 36.51
5,082 837 8u7 381 L45.52 16,67 16.47
4,732 898 1,159 411 L5« 77 2449 18,98
2,070 553 625 248 LL.85 30.19 26.71
6,808 TEL 1,157 378 53.16 16.99 10.44
4,437 682 816 374 5L.84 18.39 15.37
2,478 302 377 125 41.39 15.21 12.19
3,294 800 800 327 40.88 24.29 24.29
7,637 1,803 1,803 642 35:61 23,61 2361
3,685 1,029 1,029 L7 48.30 27.92 27,92
4,978 777 777 300 3661 15.61 1561
3,436 897 897 349 38,91 26,11 26.11
8sb73 1,035 1,237 388 37.49 14,60 12.22
3,452 T2 7214 280 38.67 _20,97 _20.97
69,649 13,651 14,865 5,847 42.83 21,34 _19.60
2,825 849 8,9 377  Lh4O 30,05 30.05
702 225 248 95 k2,22 35,33 32,05
2,199 617 617 272 44,08 28,06 28,06
4,070 869 869 302 .15 2,35 20,35
7,120 1,626 1,663 591 36.35 23,36 22,84
5,012 874 1,072 Ll 50,46 21.39  17.44
2,842 830 976 340 38464 3Ls3L 30.96
642 249 249 150 60424 38.22 38.79
25,412 6,189 2203 2,5 L1, 49 _25.7 2435
95,061 19,840 21,408 8,415 L2441 22,52 20,87




Pacific mlectric Railway Company

CHzCK ON OUTBOUND PaSSwiGuiis FROM DOWNTOWN AREA

Thursday, September 18, 1947, between 4:01
A.M. and 10:00 P,M, (Weather Clear)

OUTBOUND
8 9 10 11 12 13 14

System

Peak Ratio

PeriOd 20 !'Ilin.

L:41 PM Line  System to Ratio Peak
s . to Peak Peak System Hr, to Total
Rail Lines: Total 5:40 PM _Hour 20 Min, _ Peak _Line System
L.ay~Pasa. via 0.K.e.. 2,356 615 615 286 46,50 26,10 26,10
L. A, -Pasa, Short Line.,. 2,507 542 604 237 43.73 24.09 21,62
Lede=El M.=BaldsPkesss 2,144 715 806 391  54.69 37.59 33.35
Lo #e =Glen, & SierraMdr, 2,119 708 317 350 49.44 38,56 33.41
Leh«-Long Beach ceeos. 95339 1,093 1,093 519 38.33  20.47 20,47
Lv He -pan Fedro ol e, LI-’055 8\.)9 837 3&-1 1620 15 2006)4- 19095
Lsda=0anta ANa sansves 1,823 476 518 25h 53,36 28.41 26,11
Watts-sierra Vista(NB) 4,150 664 858 340 51,20 20,67 16,00
Watts-sierra Vista(sB) 7,412 1,017 1,081 422 41.49 1458 13.72
Subway-wWest Hwdes..... 2,147 450 450 281 6244 20,96  20.96
Q'ubway_b'an Fern. Valley 3 ) 208 863 863 3"-!-7 40, 21 26. 90 26. 90
Le e -Glen, ~Burbank.... ©,806 1,776 1,854 730 41,10 27,2k 26,09
Venice short Line ..., 2,711 1,128 1,128 470 © 41.67  30.40 30, 40
Subway-Hollywood Blwd, 3,860 951 951 346 36,38 24,64 24.64
Hwd.-San Vicente(NB).. 9,640 1,531 15733 642 41.93 17.98 15.88
Hwd,-San Vicente(SB),. 3,295 952 95g 338 41.76 38- 3]2. 28- 32
soeho PATK cesisossione %._lzg (5 75 285 _37.70 3. 3.81

TOTAL RAIL LINES... S (&7 15,047 15,917 1939  _AL3.4 23449 22.21

Motor Coach Lines:
L. . -Alh. -Temple City-

Arcadia seeeceevesea 2,048 730 775 307 L2056 29427 2057
L.A,-Balboa sceeeecess . T80 245 307 146 59.59  39.36 31.41
Lsfe=Sunland eeeaeeos 2, 262 SIJ{. 630 204 37! 50 27. 85 2!-].. 05
L.a.-Whittier-Santadma 3,627 862 865 350 L40.60 23,85 Py W
L- He "‘.I'.'J. I‘ln =9an Bd.nO. o

fiverside seye..eses 7,246 1,681 1,796 680 40,45 24,79  23.20
L. a.-0anta honieca and

Beverly-Sunset ..... 4,605 833 833 314 37.70 18,09 18.09
L. 4, -Redondo Beach ... 2,913 911 927 361 39,63 31,83 127
L. A, <Van Nuys via

tiverside Drive .... 596 237 237 150 _63.29 _39.76 _3%76

TOTAL M/C LINES +... 24,677 6,043 6,370 2,512 41,57 _25.81 _2L.49
GRalND TOTAL « « « » « 92,42L 21,090 22,287 9,051 42,92 24,11 22,82




