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Is the Engineer Fest tangent track center distance standards need only be
Coming Into His Own" =1 4y - made through the special trackwork layouts.

HE engineer is at last' a factor in pohtlcs The
two leading presidential candidates. have not only

condescended to reply to a questionnaire submitted by:

a group of engineers but have also violated their own
stated rules in so doing. To all but the engineers,
questionnaires to candidates are taboo.

We rejoice that, at last, the engineer is a weight
on the political scales. The engineer has been broad-
ened and cultivated by the civie duties thrust upon
him by the war, and may peace only enhance his civic
and political influence. We need trained men, men
with analytical minds, in the nation’s politics, so “all
hail” to the new era in American politics presaged by
the questionnaire. ’

.Standar_dizati{m of Branch-Off
Frogs Means Economy

E HAVE commented more than once upon the

advantages to be gained through the adoption of
a standard system of track spirals. The committee on
way matters presented the basis of such a system at
the Atlantic City convention last year, and the discus-
sion on the floor seemed most favorable to the proposi-
tion. The present committee has been charged with the
completion of the subject and it is very probable that
a uniform system of spirals will be recommended in its
forthcoming report.

If this should be the case and the report should be
approved the way will be paved for *the prompt con-
sideration of the co-related subject of standardization
of branch-off frogs, which a uniform system of spirals
would make possible. Sceme railway companies have
already done this for their own systems and have found
‘the scheme not only workable but also economical.

With a single system of spirals available, the matter
may be’ approached with confidence in an attempt to
standardize branch-off frogs generally. However, this
cannot be done until an agreement can be reached in
‘the standardization of double-track center distances
through the special trackwork layouts. Even with a
uniform spiral having a limited number of radii and
with the rather large number of varying track center
distances now prevailing it is possible to have more
than 5,000 different branch-off frogs. A reduction in
this number of frogs is dependent upon the reduction
of the number of wvariable center distances, and it is
believed that these can be reduced one-half without
causing any serious trouble. Such records as we have
.seen indicate that these distances might be reduced to
ten fixed standards without requiring any company to
vary its standards more than 2 in., while in the majority
of cases the variation would not be more than % in.
Such small variations could hardly be objected to either
by the railway companies or by the municipal engineers,
particularly in view of the fact that the variations from

Further study shows that it would be possible to
reduce the 5,000 or more branch-off frogs to less than 80
per cent of that number through limiting the number
of variable track center distances. Such a prospective
saving is worth trying for and we hope that the Engi-
neering Association can see its way clear to give the
subject the attention which it seems to merit.

INlumination—
A Power Plant Aid

N THESE days of operating economies every agent

for reducing costs is welcomed and few realize the
importance of good lighting as an aid to efficient opera-
tion. We pointed out in our editorial of April 17 the
fact that it takes time for a man to visualize an object
and that good illumination enables a workman to do
more work in a given time in car shops. Good illumina-
tion now means 10 or 12 foot-candles and not 2 or
3 in order to speed up production.

The power house of a railway company also affords
an opportunity for the application of good illumination.
New power houses are designed to afford ample light
in the firing aisle and other parts of the boiler room,
but the older plants require extreme care in move-
ment, cven in daylight, because of inadequate lighting.
The old dirty, dark boiler room can never be made
to .operate efficiently by simply adding stokers, mneters
and draft and other regulating devices. Efficient oper-
ation requires every instant that intelligent attention
be given to the devices added to aid power production,
and unless proper illumination is afforded this atten-
tion will not be obtained. In order to see instruments
and control levers and to produce the proper psychologi-
cal and physiological condition in power plant operators
good illumination is necessary.

The old boiler rooms should no longer be dirty and
inefficient if costs are to be kept down, and illumina-
tion is one of the cheapest auxiliaries available to aid
in maintaining operating efficiency. The indirect bene-
fits will more than offset the cost of the required
system and power plant operators will find it profitable
to study their plants with the object of redesigning
the illumination system to obtain better results.

The Brooklyn Strike
Is Petering Out

CCORDING to all the evidence so far, the strike on
the Brooklyn Rapid Transit System was brought
about by the radical elemefit to obtain control over
a large industrial organization in that city and one
essential to its business and civic progress. The
triumph of such an effort would mean the domination of
the operation of the system by the same element which
caused the strike, accompanied by an enormous increase
in operating expenses. This, in turn, would have been
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reflected in greatly increased fares or correspondingly
reduced service.

Fortunately for Brooklyn, the radicals seem to have
over-reached themselves. The large body of employees
are realizing that they have been forced by a trick into
a strike which they did not want, and they are rapidly
becoming still further disgusted by the sporadic attacks
on trains and cars and other extremes in which the
violent element among the strikers is indulging. The
return of the men to common sense, to which indications
point as this paper goes to press, is a subject of con-
gratulation to the management, the public. and the em-
ployees themselves. Wages cannot go on increasing in
the railway industry and in other industries without
still further adding to the high cost of living and per-
petuating the vicious circle of continually higher prices
which benefit nobody.

This statement of the Brooklyn strike would not be
complete without a word of commendation for the police
of Greater New York. While not taking sides, they
seem to have been promptly on the spot when injury to
life or property was threatened and showed energy and
courage in repressing disorder.

Lawyers’ Strategy
in Iowa?

RECENT decision of the Iowa Supreme Court set

aside the right of municipalities to contract with
street railway companies as to the rate of fare. On a
liberal interpretation of this decision several companies
promptly announced that on their own authority a
higher rate of fare would be installed. Apparently these
companies expect by this procedure to throw the burden
of proof upon the municipal authorities if the latter
choose to oppose the action of the company by appeal to
the courts. The railway companies are setting up a
rate of fare which in their own opinion is not unreason-
able and which will meet adequately operating and main-
tenance costs, interest charges and a rate of return on
the investment that will attract new money. From a
ldwyer’s standpoint they have placed themselves in a
strategic position.

Perhaps Towa companies cannot be blamed for “taking
the bull by the horns” after the starvation treatment
most of them have received at the hands of the city
authorities, who have heretofore held control. The com-
panies are now apparently acting within their legal
rights, but it seems to us that, from the standpoint of
public policy, their action is fraught with dangerous
possibilities. Going completely over the heads of local
authorities and in absolute disregard of one of the terms
of a franchise made in good faith, though it seems in
bad law, is very likely to invite antagonism and to
embitter the people against the corporation for what is
sure to be termed its high-handed methods. It seems to
us that the same end could have been accomplished,
though of course not so readily, by appealing to local
authorities to grant a reasonable increase in fare, which
they would then be practically bound to do in the face
of the Supreme Court decision. This would show that
the company wanted to keep faith with the municipality
so long as the latter would act within reason. The com-
pany could then reserve its action of increasing fares on
its own account as a last resort when local authorities
had refused to acquiesce in an adjustment that was
equitable.

But even if the present action of the companies is

“ be deceived by such indications as fleshiness.

justifiable, who is to be the judge as to what is not an
unreasonable fare? We doubt that it was the intent
of the Supreme Court to lay wide open to the initiative
of the street railway companies the setting up of the
rate of fare. And while the decision neither sanctions
nor prohibits such free action of the corporations, it
seems to us that the latter are likely to have prejudiced
their case by so doing when the matter comes up for
further court ruling, as it surely will.

Transit Anaemia
at Bridgeport

HEN an experienced practitioner is examining a
patient for anzemia he will not permit himself to
He
proceeds to a blood test. 1In the case of a transportation
system that blood test is the amount of business done
at the downtown shopping center, assuming that there
has been a change only in the method of transportation
and not in the industrial or weather conditions.
Paradoxically enough, what goes on during the ordinary
peak hours is less indicative, because the traffic during
those hours is compulsory traffic. People must get
to and from their work somehow or other, whether they
walk, are bumped along on motor trucks or squeezed
into a dirty, odoriferous conveyance. But the mid-day
shopper is largely a voluntary rider.
of her purchasing at the neighborhood shop, use the
telephone for other items or put off some—and these
the biggest—purchases for weeks if need be. Then,
too, there is the mail order house, but that is more
remote as a factor because the mail order habit is
not built up quite so readily in a large city with good
stores.

What, then, does the blood test disclose at Bridge-
port after six to seven weeks of all-jitney, no-railway
operation?, That the business men of the city are
simply frantic at losses in revenue equivalent to 25
to 50 per cent of their usual summer-day earnings;
they want the cars back at any price, realizing as never
before that there is a great difference between even
tolerable trolley service which is clean and dependable
and individualistic jitney bus operation which offers
no attraction to the very people who do most of the
family buying. Possibly the merchants would have
brought their influence to bear earlier were it not for
the fact that when both services were available at
least half of the riders chose the jitney. The merchants
did not appreciate the fact that a great many of the
finer class of women would not ride in these non-
descript vehicles under any consideration and that
these women feel the same way regarding the use of
such vehicles by their children. It may be said, how-
ever, that if the store owners needed a lesson as to
the difference between a responsible company and hun-
dreds of come-and-go jitney drivers, they have paid
an exorbitant price for it by this time.

But to come back to our figure of speech as regards
anemia. It is not merely the ragamuffln character of
the service that has been injuring the business and social
life of car-less Bridgeport. It is the gradual degradation
and thinning out of the transportation service, the
circulatory medium of the town.” During the first jitney
week operators came pouring in from the adjacent com-
munities in the hope of an extraordinary harvest.
When these men found that they would have to stick
to the 5-cent fare instead of profiteering—d la Toledo—

She can do part.

[
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they, in the famous phrase of Mark Twain, “went away
from there.” It seems, also, that there has been a
large increase in the number of operators who run buses
during the fat hours and engage in other work during
the lean hours. Furthermore, quarrels among the
jitney operators themselves have revealed that many
are cutting back, thus leaving the people at the outer
ends of the routes with little or no service. Hence
as the weeks passed the tendency has been *for the qual-
ity of the city transportation medium to become poorer
and poorer. '

The merchants were first to recognize this, but the
amusement men were next, and then even the realty men,
who are always so keen for duplicate methods of trans-
portation so long as the other fellow pays for it. The
manufacturers and the general working class public
were probably the last to feel the withdrawal of trolley
service, for their-needs are of the “must” variety. In-
deed, although Bridgeport has just now passed a jitney
restricting ordinance, it is quite probable that the bulk
of the voting population would have been willing to let
things run until the discomforts of winter travel were
upon them before exerting much pressure on the coun-
cilmen. Even with the trolleys returned and the jitneys
restricted, the public will not forget that the latter did
give one permanent advantage—speed. Therefore,
unless the railway is prepared to furnish an equivalent
in the way of service, there may be a demand for a re-
call of the jitneys when their sins are forgotten but
their virtues remembered. No electric railway can
afford to have so potentially powerful a competitor in
the background for use as a club whenever the com-
munity sees fit. On the other hand, there are many
places where a railway company could well do a little
“busing” of its own as a supplementary and auxiliary
service. Once the railway itself uses the bus in a com-
munity welfare way, that no individual operator could
‘think of doing, the possibility of competitive bus opera-
tion is reduced almost to the vanishing point.

“We Can’t
Write Articles”

ECENTLY one of the executives in a large railway

company remarked to a member of our editorial
staff with respect to a matter under discussion, “We
can’t write articles.” He was undertaking to explain
why he did not feel able to pass on his very valuable ex-
perience to other railway men in the form of a technical
report. Our representative promptly expressed his
disagreement with this conclusion, for he knew very
well that this engineer could have prepared a most
acceptable and effective article on the matter under
consideration.

This little incident would not be worthy of record
here if it were not an instance altogether too frequently
typical of the experience of our staff. It is a variety
of stage fright from which railway engineers and
executives suffer and against which they should fight.

We do not believe that the average engineer will
compose a technical article with the poetic beauty of
a Shakespeare or a Milton, nor do we hope for the
elegance and the formality of style of Ruskin. Thank
goodness we do not get such a result; it would not be
acceptable to a technical paper as regular diet even if
it were available. We do get straightforward state-
ments and plain readable English that says something
valuable to our readers. The same style which a man

uses in his every-day business correspondence serves
admirably for a technical article. It “puts across”
his idea in the most effective way.

In this connection it should be emphasized that the
technical man who has achieved satisfactory results by
novel means or developed a new device has a certain
duty to the industry as a whole. He owes it to his
fellow workers in the railway field to share with them
his achievement just as they, through technical litera-
ture, continually share their advances with the industry.
No one likes to be a slacker in such a common cause
and it is, therefore, important to get rid of this feel-
ing that you cannot write, for any man who writes
an effective business letter can write a good technical
article as well.

Fun? Yes, but Not at the
Expense of Serious Discussion

HERE was a time when the national conventions of

street railway men were junkets more than any-
thing else. These undoubtedly served a useful purpose
in getting and keeping traction men acquainted. The
operating problems in the early days were simple; there
was not much necessity for going into detail. They
were rather individual problems anyway; at least they
were so considered.

Now we have in the annual convention of the
American Electric Railway Association and its sat-
ellites a highly organized mechanism which requires the
concentrated attention of railway men and manufac-
{urers if it is to function properly. Each year there
is more reason why the delegates should be carefully
selected and charged with a reasonable weight of
responsibility to make the time and expense account in-
vestment a profitable one. A compelling reason now is
that the convention has become a school where the latest
in intelligent railway management is taught. It con-
stitutes, in fact, a short (very short) fall course in
that vital subject, with general lectures for all, and more
specific discussions for the specialists. The degree given
at the end of the course is B. N. I. (Bachelor of New
Ideas). If any attendant goes home without his degree
he may be considered as having failed, or “busted,” as
they say in some schools.

Another thing this vear is the increase in transporta-

tion rates. It will cost more to get to Atlantic City, and
hence increased value must be extracted from the
sessions.

At the same time we would not minimize the impor-
tance of the entertainment features of the convention,
which should be a complement and not a detriment to
the meetings. At our conventions, however, as at others
which might be mentioned, the ratio of attendance at
the sessions to the total registration is not what it might
be; in other words, the “convention operating ratio” is
low. That this fact is appreciated by many is illus-
trated by the informal talk at a recent committee meet-
ing attended by men who themselves thoroughly enjoy
the “good time” features of the conventions. They
agreed that one of the best ways to attract and hold
membership is to prove by performance that the meet-
ings are held primarily for the good of the electric rail-
ways and not for the personal entertainment of the
lucky ones who are delegated by the company members
to represent them. Let each attendant this year resolve
to earry back from the convention as many new and
helpful ideas as possible.
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This Is Number Seven ot a Series of Articles on Salient Phases of the Electric Railway Situation

and Her Tractions—Part

California

By Edward Hungerford

That the traction systems of
California have seen their hard-
est days is the firm belief of
Paul Shoup, president of the
Pacific Electric Railway, the largest
single system in the country, and
vice-president of the Southern
Pacific Company. Mr. Shoup backs
up this statement by figures. He is
further substantiated by William
Von Phul, president of the United
Railroads of San Francisco, who said
to me that in the past year the
revenues of the property which he
heads had been increased by $1,118,-
000. Unfortunately, increases in both
operating cost and taxes had gone
ahead a little more than proportion-
ately, about $1,200,000 for the twelve-
month. So in the long run the com-
pany had nothinz whatsoever to show
for its greatly increased business.

Similar reports were made by the
officers of the DMunicipal Railroad.
The California Street Cable Rail-
road undoubtedly would have re-

\

R. HUNGERFORD found an

optimistic spirit among the rail-
way men in California—a feeling that
the electric railways have seen their
hardest days. Traffic is increasing and
automobile competition shows signs
of diminishing. Interesting comment
is made on the electric roads in south-
ern Calilornia and in the Oakland
district.

ported likewise. Yet whence was
this flood of traffic coming? On the
surface of things, at least, San Fran-
cisco was enjoying no great business
boom. Automobile kings were not
setting up great factories by the
dozens—as in Flint or Detroit or St.
Louis. Nevertheless, a more care-
ful examination of the situation
there at the Golden Gate did show a

This is 2 typical view in downtown ILos

Angeles. It shows Broadway taken from
the corner of Sixth Street. The well-paved
streets and cqguable climate of southern

California encourage the use of all kinds of

vehicles, and the view shows horse-drawn

vehicles and bicycles as well as automobiles
and electric cars.

large resumption of building activi-
ties, many of which had been
deferred until after the conclusion of
the war. While the gradual cessation
of the local popularity of the jitneys
was unquestionably another real
factor in the increased street rail-
road earnings.

From Los Angeles too came similar
reports; both from the local street
railway system and from the big
Pacific Electric, which has its head
and front in that thriving city. In
six months to April first the earnings
of the Pacific Electric have increased
to $6,378,907 from $5,343,063; in-
cidentally, once again its expenses
to $4,956,486.76. The Los Angeles
Railway makes a like showing. Then
it was that I asked Mr. Shoup, as
the person best informed on the
entire traction situation in Califor-"
nia, for the real translation of these
figures.

“They mean that the peak of the
competition of the automobile,
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publicly or privately owned or
operated, has been reached out here
—and passed,” was his reply. “Not
only is the rapidly rising cost of
cars and tires and gasoline and oil
beginning to deter the overenthu-
siastic motorists, but I think that the
novelty of excessive motor riding
also is rather wearing off. The
hazards of driving on crowded high-
ways are becoming more

miles—upon two extremely well-
operated interurbans, the Sacramento

Northern and the San Francisco-
and had found their

Sacramento,
three-car trains well filled. And at
3 cents a mile. It looked like good
business. It was good business.

And yet do not under-rate the
volume of that motor bus and motor
truck and private motor car competi-

adversaries, to look forward toward
the eradication of many of the grade
lines and grade crossings that have
slowed up the operation of his Pacific
Electric lines. From the beginning
these lines have been well built—the
important main stems to Long Beach
and to Pasadena being entirely on
private rights-of-way from the points
where they leave the Los Angeles
streets, just outside of

apparent a n d parking
space in towns and cities
more a question of doubt.
In addition to our great
numbers of motor stage
routes in every direction,
we now have some 500,000
automobiles in California
licensed for pleasure pur-
poses, to which should be
added the cars owned and
operated by . the 100,000
Easterners who come out
here every winter.. The
competitive effect of all
these cars has been, and
still is, vast indeed. But
we already can see in it
a declining curve.”

I think that I can fol-
low Mr. Shoup perfectly.
On a glorious California
Sunday in May we drove
together out from San
Francisco in the Santa
Clara Valley toward San
José. The excellent high-
roads were thronged with
cars. Yet driving that
day was not without its
perplexities. Not only
was gasoline very high
priced—for California—
but there was precious
little to be obtained at

Southern

electric railways of California.

the heart of that thriving
city. It is this interior
radius, however—between
the private rights-of-way
and the P. E.’s great main
station at Sixth and Main
Streets—that the trouble-
some delays occur. It mat-
ters not that all the way
from the Los Angeles
River, near the old busi-
ness center, up to South
Pasadena, 6 miles, there
is not a single grade
crossing—e xcept one,
little used now—and so
no interruption whatso-
ever from the heavy auto-
mobile traffic of Southern
California. It is the eight
or ten blocks of congested

Main, San Pedro and
Aliso Streets, Los An-
geles, through which

every one of the two hun-
dred cars or more that
run between that city and
Pasadena pass, that slows
so greatly the passage of
the great red interurbans.

PauL Soup
Iresident of the Pacific Blectric Railway and vice-president of the

Pacific Company, who sees better times

ahead for the
Mr. Shoup’s views on m_ltomoblle
competition are given by Mr. Hungerford in this article.

So Shoup has planned
to eliminate these delays,
not only to the Pasadena
and San Bernardino cars
but also to those running

any price. One drove from
service station to 'service station, and
occasionally when he was known or
favored was grudgingly doled out
two or three gallons of the precious
fluid. There was not an ounce of it
to be spared. While from the more
remote counties of the northern part
of the State came tragic reports of
“gas” tanks completely emptied; not
a drop of it in whole townships even
for emergency purposes. The gaso-
line famine was upon the land; a
tragedy which traction men at least
were enabled to regard with complete
equanimity,

I felt, even myself, that I could

perceive a distinct lessening of that
traffic upon the highway and the gain
upon the steel road. On the pre-
ceding afternoon I had ridden from
Marysville through to Oakland—140

tion today or tomorrow. Even if our
national supply of gasoline runs low
and fails utterly to keep pace with
our very great national increase of
self-propelled vehicles upon our high-
ways, the automobile manufacturers
will proceed promptly to develop a
substitute fuel. Do not forget that,
Mr. Street Railwayman. The high-
way is bound to be a real competitor

of yours for many a year to come.

Yet not necessarily a competitor,
with everything in its own favor.

IMPROVEMENTS PLANNED AT
Los ANGELES

It is another phase of this very
press of competitive traffic, however,
that has led Mr. Street Railwayman
Shoup, who harbors no delusions as
to the strength of his automobile

to Long Beach and other
ocean-shore communities to the south
and west of Los Angeles. With
tvpical thoroughness and energy he
has planned an elevated structure
leading out from the great terminal
station of the Pacific Electric there
at Sixth and Main Streets and, a
short distance from there, branch-
ing to the north and to the south
until it reaches these same private
rights-of-way of which we were
just speaking. There would be some
2} miles of this structure all told,
and it would carry all the way
from two to four tracks. Moreover,
as now planned it would pass and
have physical connection with the
new Arcade Station of the Southern
Pacific lines in Los Angeles and the
sole interchange point of their vast
traffic through that city.
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Nor is this all: The plan provides
that a part of the connection of the
proposed elevated railway to the
Pasadena main stem of the Pacific
Electric shall pass over and upon a
portion of the right-of-way of the
Los Angeles & Salt Lake Railroad.
By adopting the construction plans
in the right fashion it then would be
easily possible for the Salt Lake
route to abandon its present badly
located and somewhat temporary pas-
senger terminal in Los Angeles and
by a line adjoining the Pacific Elec-
tric’s new elevated lines bring its
trains right into the Southern Pa-
cific’s commodious Arcade Station,
which tracks in turn will take all
Southern Pacific trains off Alameda
Street, a busy thoroughfare through
the city, which it has used for some
forty years or more. In a similar
fashion the Santa Fé might also
abandon its own present depot and
so help to achieve that pet dream of
some of the Angelenos, a real union
station for all their railroads.

But whether these last steps are
ever accomplished or not, the fact
remains that by the simple device of
tapping the Arcade Station, with its
projected elevated line, the Pacific
Electric could and would be of great
help to a large percentage of the
tourists who annually visit Southern
California, to say nothing of the
great volume of the steady all-the-
vear traffic. Already it has been a
real factor in the upbuilding of those
two great suburban cities just out-
side of Los Angeles: Pasadena, with
45,000 population today, and Long
Beach, with 55,000. A goodly pro-
portion of the steam railroad travel
bound in and out of Los Angeles is
destined to or from these two com-
munities. Some years ago the South-
ern Pacific folk saw the wisdom in
abandoning for passenger service
their 12-mile branch up to Pasadena
and letting the Pacific Electric col-
lect and distribute this form of traf-
fic. The new plan as suggested will
render such interchange far easier.
And a scheme will soon be effected
which will transform the present
comfortable Southern Pacific station
in Maryland Avenue, Pasadena, into
a complete terminal for Pacific Elec-
tric cars and so relieve in turn the
streets of that rapidly growing sub-
urb, which themselves some time ago
began to reflect in no small degree
the increase in automobile traffic and
congestion.

Here then is quickly established
that correlation between the long-
distance and the short-distance elec-

tric train or car that broadminded
and far-seeing students of transpor-
tation conditions in the United States
have long desired to see come into
effect. In far too many cases have
there been differences or misunder-
standings or long-existent feuds to
Celay such sane and logical progress.
At Pasadena there is neither. Simply
a sensible understanding of the fact
that with the new elevated completed,
as well as the transformation of its
Southern Pacific terminal, the trip
from its heart into the heart of Los
Angeles can be made in from twenty-
five to twenty-seven minutes. It now
takes from thirty-five to forty. While
to the Pasadenian bound for the
north—Ilet us say to San Francisco—
the time saving is far greater. His
trolley car will drop him direct at the
Southern Pacific’s new station, sav-
ing him both the time and expense
of transfer.

HIGHER FARES ARE NEEDED

With so simple a relief plan all
worked out one wonders why it has
not long since been put into effect.
The answer is simple: The improve-
ment work as at present laid out by
the engineers is far from a cheap
job; their estimates for it run all
the way from $2,000,000 to $5,000,-
000. One speaks quite easily in mil-
lions these days, yet one does not
obtain those selfsame millions quite
so easily. Particularly when one is
engaged in conducting a property
whose operating costs have climbed
from 30 to 40 per cent since 1914,
and whose wage-rolls alone—for
from 4,500 to 5,000 people—have
gone up 78 per cent just since 1916.
Cross-ties today cost just twice what
they cost five years ago, while rail
is up from $28 or $30 a ton to $47—
at the rolling mills. At the Pacific
Electric’s receiving station transpor-
tation across the continent brings
this figure close to $70. At this
writing I am advised that the money
has been found and only the consents
of the State Railroad Commission
and Los Angeles city are necessary.

Against these great increases in
cost, increases in fare have as yet
been but slight. Local fares in Los
Angeles still stand at 5 cents. Yet
that city, like San Francisco, will
in all probability be forced to face
the necessity of at least a 6-cent fare.
Six-cent fares already have begun to
creep into California, which, seem-
ingly, has been far slower to feel
increased living costs than most of
her sister states in the East. Oak-
land, San José, Fresno and Stockton

already have them, with Sacramento
soon to follow, while in San Diego
local fares, with the exception of a
limited zone in the heart of the city
where a 5-cent fare still prevails,
have been placed at 73 cents, with a
slight reduction when tickets are pur-
chased in quantities.

The Pacific Electric’s fare in-
creases have Dbeen correspondingly
slight. The flat round-trip fare of
50 cents which formerly prevailed
from Los Angeles to any of the sea-
shore communities roundabout here
from Long Beach to Santa Monica—
the one-way distance varying from
15 to 25 miles—has been increased to
but 60 cents; the one-way fare from
35 to 40. Sixty cents for 30 to 50
miles seems cheap emough. In the
minds of the Pacific Electric folk
it is far too cheap. They feel that
their standard long-distance rate of
3 cents a mile, based upon the prac-
tice of their steam railroad com-
petitors, is none too high.

It is not to be denied that the
motor bus competitors also are a
large factor in the regulation of
single-trip fares in some directions
and possibly round-trip fares. Shoup
himself would be the last to deny
such a factor. He has a way of tak-
ing direct hold of questions such
as these. It is fairly characteristic
of him. ]

“Yet I cannot but believe,” he says,
“that these motor buses are now
bound to come more and more under
public control. They are going to be
taxed, fairly but certainly. They
are going to have to pay their fair
share for the renmewal and mainte-
nance of the very pavements for
which the street railway companies
paid in the beginning, and the tax is
going to be based in some way in
proportion to the weight of the
vehicle and the consequent destruc-
tion that it does to the pavement.
All of which means of course com-
petition on terms nearer equality.
And which, combined with the steady
increase in cost of operating a gaso-
line-vehicle of any sort, is already be-
ginning to give us a fairer chance in
California. As I said at the begin-
ning we have, in my opinion, reached
the peak of the situation and are
already come to a slightly easier
point.”

RAPID TRANSIT LINE IN
ALSo

In Part I of this article I spoke of
the peculiar problems and perplexi-
ties confronting the street railways
in San Francisco today. I omitted

OAKLAND
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taking cognizance of the two rival
systems in the three large communi-
ties on the far side of San Francisco
Bay until after I had mentioned the
head of the Southern Pacific electric
properties. For, remember, if you
will, that all of Shoup’s activities are
not concerned with the huge Pacific
Electric property, although that is
of itself a man-sized job, with its
more than 1,000 miles of track and
its 2,000 cars. He also operates the
Fresno, Stockton and San José local
systems, which are S. P. properties,
as well as the Peninsular Railway,
connecting the last of these systems
with Los Gatos and Palo Alto, and
the Visalia Electric Railway—some
200 miles of track in all. The direct
suburban lines of the Southern Pa-
cific up at Portland and at Oakland,
Berkeley branch and one or two
edge of San Francisco Bay are elec-
trified. This last 1s a really re-
markable system, built up of the
Berkeley branch and one or two
other small feeders of the parent
Southern Pacific system. From
these, and some other brand-new
routes, was built up a suburban sys-
tem, operated by overhead panta-
graph trolley and in and out of the
main Southern Pacific ferry termi-
nal at Oakland Mole as well as a sec-
ondary ferry terminal on Alameda
Mole. Its trains of bright cherry-
colored steel coaches, each seating
120 passengers, are absolute models
in electric traction. They long have
been the admiration of trolleymen
from afar when they come to the
Golden Gate.

Yet even this is an unprofitable
system. That it was overbuilded
even the Southern Pacific people
would probably be willing to concede
today. That it could last thirty days
without the strength and support of
the parent system no one is willing
to admit. In some earlier paragraphs
I called attention to the hotly com-
petitive conditions in San Francisco
and the excellent service that ensued
as a result and said that here was
a regular argument for the man who
says that transportation efficiency
may only come under conditions of
real competition.

Oakland and Berkeley are quite as
competitive in their street railway
service as is San Francisco. While
the Southern Pacific was transform-
ing and expanding its suburban lines
at the east side of the bay, a shrewd
resident of the first of these towns
had purchased its local street rail-
way system and was preparing to
develop it into a real rapid transit

system that would also serve Ber-
keley. The man had plenty of that
thing we Americans like to call
vision, plenty of capital, too, and out
of it all was evolved the so-called
Key Route, whose bright new yellow
cars were hooked together in trains
and were quite the pride of the com-
munities which they served. They
ran out to a brand-new ferry ter-
minal or “mole” and from it a fleet
cf ferryboats ran to and from the
great union ferry house in San
Francisco.

The yellow cars are not so bright
as they were in those days. The Key
Route has fallen into days of ad-
versity. If it were not for the own-
ership of the Oakland local street
railway lines its days would be even

trict that could and, in all probability,
eventually will be abandoned and
pulled up. There are lines of the
Key Route too that in the event of
consolidation would become equally
superfluous and would suffer a like
fate. And in all probability the ferry
house and “mole” would disappear—
as far as the Key Route is concerned
at any rate. It has been suggested
as a likely terminal for the Southern
Pacific’s long-distance competitors
into San Francisco—the Santa Fé
and the interurban systems to Stock-
ton, to Sacramento and the north.
But whether this last step be ever
taken or not, I think that I shall not
have to live many years to see the
day when the rapid transit services
at the east side of San Francisco Bay

The suburbs of Los Angelés are noted f(.)r their large number of handsome residences,
well-kept lawns and attractive surroundings. This view, with its. palms, is characteristic.

harder than they already are. True
it is that it has had some slight rev-
enue relief in the fact that it shared
with the Southern Pacific’s electric
lines the recent general increase in
the flat fares from San Francisco to
Oakland, Berkeley or Alameda from
10 cents to 15, and engages in some
slight advantage over its big steam
competitor in the fact that the South-
ern Pacific is forced to pay even its
electric train operators the steam
train wages, a schedule considerably
higher than that of the average trac-
tion company. But even these ad-
vantages do not seem enough to spell
a permanent opportunity for the Key
Route.

CONSOLIDATION IN OAKLAND AND
BERKELEY DESIRABLE

The eventual solution of its press-
ing problems, like that of the compet-
ing street railways of San Francisco,
seems to be consolidation. There are
suburban electric lines of the
Southern Pacific in the Oakland dis-

shall be permanently and securely
merged.

Such a day cannot, in my opinion,
come too quickly. To one who has
preached, and he hopes consistently,
transportation efficiency gained by
consolidation and correlation, there
are plenty of texts in the metropoli-
tan district of San Francisco. We
have just seen how good planning
and good old common sense may ef-
fect such efficient correlation in Los
Angeles. The opportunities in the
great communities to the north are
quite as great, if indeed not greater.
The economies which they may ac-
complish are not alone those of
money, not merely benefits to the
companies which establish them.
They are to be written in the service
to each of the 35,000 commuters who
cross daily from Oakland ferry
houses to San Francisco and cross
back again at night. They are econo-
mies at wholesale. And so almost
bound to accomplish wholesale re-
sults.
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A Model Traffic Ordinance Considered

Tentative Ordinance Presented for Discussion—Rigid Specifications on Right of Way,
Speed Control and Parking—Discussion by National Traffic
Officers’ Association

fic Officers’ Association was held in San Francisco,

August 23-27. The convention devoted its efforts
toward perfecting a motor vehicle act which would be
uniform for all states and discussed a tentative model
traffic ordinance presented under the auspices of the
AE. R T . &T. A.

The convention was addressed by Mayor Rolfe of
San Francisco and by Governor Stephens of California
on Monday, after which the president of the association,
Daniel A. Sylvester, gave his annual address. On
Tuesday the morning was devoted to committee hear-
ings and the open session in the afternoon was taken
up with six addresses on various aspects of traffic
regulation. W. H. Maltbie, general counsel of the
United Railways & Electric Company of Baltimore,
talked on “Traffic Regulations from the Standpoint of
Electric Railways.” Another open session was held
Wednesday afternoon, at which technical traffic and
vehicle problems were discussed by several automobile
representatives. On Friday morning a proposed “Inter-
national Vehicle Law” was presented at an open session
by E. W. Braun. The association desires uniformity in
state and city traffic regulations and the proposed law
covered all phases of transportation. The morning ses-
sions were taken up with committee discussions.

The electric railways committee spent a great deal of
time in discussing a proposed ‘“Model Traffic Ordi-
nance,” presented by its chairman, W. H. Maltbie. Mr.
Maltbie served on the committee on code of traffic
principles of the American Electric Railway Transpor-
tation & Traffic Association.

THE third annual convention of the National Traf-

ABSTRACT OF PROPOSED ORDINANCE

Section 1 of the proposed ordinance deals with defini-
tions and departs from the conventional ordinance in
defining only two terms. “Main Thoroughfare” is
defined as ‘“any street or part of a street upon which
street cars are operated and also any street or part of
a street so signed.” ‘“Delivery District” is defined

s “the area of traffic congestion officially designated
as such.” The ordinance also calls every traffic agency
a vehicle except a street car.

The ordinance is unique in that Section 2 specifies
no definite speed limit, but simply states “Every driver
shall keep his vehicle under such control as will enable
him, by the exercise of ordinary care and diligence,
to avoid collision or other interference with other
vehicles or pedestrians who are proceeding in accord-
ance with traffic regulations.”

In the event of accidents the ordinance specifies that
a presumption of negligence shall lie upon the vehicle
violating traffic rules, and as between a vehicle or street
car proceeding under a traffic officer’s direction and a
pedestrian, upon the pedestrian.

The section specifies right-hand curb stops in all two-
way streets and states that no vehicle shall cross a foot
way at any point other than a street or alley crossing
without coming to a full stop. The usual signal and

lighting rules are specified and the section prohibits
any vehicle passing a stopped or stopping street car,
unless the car is at a safety zone, and all vehicles,
except on one-way streets, must pass a street car on the
right-hand side, but must pass other vehicles on the
left-hand side. The police department is given author-
ity to establish safety zones and all vehicles are pro-
hibited from driving through or over any safety zone.

In regard to right of way the section specifies that
a ‘“despatched” vehicle (proceeding at the direction
of a traffic officer) or street car shall have the right
of way, but that subject to the right of way of emer-
gency vehicles and despatched vehicles, the street car
shall have the right of way. Traffic on “main thorough-
fares” is given the right of way over traffic on other
streets, and all drivers of vehicles approaching a “main
thoroughfare” must slow down and enter and cross such
a thoroughfare at a rate of speed that will permit them
to stop their vehicles within their lengths. Unless
otherwise specified the “right and left” rule is applied
to all traffic.

Section 3 deals with pedestrians and prohibits step-
ping on or off a moving street car and provides for
movement under traffic officer direction at despatched
crossings.

No building or heavy object whose movement may
obstruct traffic can be moved along or across street
railway tracks except under a special permit, is one of
the miscellaneous provisions of Section 4.

Section 5 specifies the use of mufflers and prohibits
noisy loads, operation with a flat wheel or flat tire or
other defects that may interfere with private or public
comfort.

The ordinance is unique in dealing with “delivery
districts” in that Section 6 states that ‘“the authorities
shall have the power to designate, wherever traffic con-
gestion shall in their judgment warrant such designa-
tion, certain special areas which shall collectively . be
known as the “delivery district.” This section_ also
gives the proper authorities the power to specify hours
as the morning and evening traffic peak hours and
defines slow, medium and fast-moving vehicles.

Section 7 deals with general regulations covering
deliveries, stopping at curbs, licenses, ete., and Section 8
provides that no parade shall pass through a delivery
district without a permit and that no parades may be
held during traffic peak hours or block any street car
line for longer than five minutes.

Parking provisions are covered by Section 9 and are
specific as regards parking in delivery districts, near
fire plugs, public buildings, ete. Section 10 covers
traffic in one-way streets and Section 11 deals with
special regulations in the delivery district. It states
that vehicles shall not stop for delivery or loading of
goods during peak hours and limits the size of vehicles
which may operate in the delivery district. PR

Section 12 deals with street car regulations ‘and
states that cars shall be kept in good operating condi-
tion, be equipped with head and tail lights-visible at
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certain unstated distances front and rear, be provided
with life guard, fender or other approved protective:
device and make fixed stops for passengers and such
other stops as may be determined. Violation of the
ordinance is considered a misdemeanor, but the penalty
for conviction is left blank.

The ordinance is well drawn and shows that the com-
mittee has studied traffic conditions in detail. A The
provision regarding main thoroughfares and their
crossings should expedite street car schedules, and giv-
ing the street car the right of way, other things being
equal, should also aid car movement.

W. H. Maltbie in discussing the ordinance pointed
out that the present traffic problem grows out of the
development of the automobile, which has increased
the speed of traffic movement and the number of
_ traffic vehicles, and that the modern office building
has increased the concentration of traffic in the
delivery districts. He stated that regulation is essen-
tial which must provide safety at every point, expedite
traffic and afford protection to individual rights to the
street, such as the access of property owners to their
property, drivers, riders, pedestrians and freight
movers to passage through the streets, and all classes
of emergency traffic. )

The solution of the problem must be a compromise
based on give and take, the rights of the few yielding
to those of the many and the normal service to the
emergency service, but no right must be entirely denied.

Mr. Maltbie continued by saying that traffic condi-
tions differ in the various localities of a city so that
district traffic regulations and rules are essential; that
conditions vary from hour to hour in the districts so
that peak and off-peak rules and regulations must be
provided, and finally that the nature of the rulés and
regulations depend on the character of the traffic, which
necessitates a classification of traffic with individual
rules and regulations for each class.

ELECTRIC RAILWAYS WELL REPRESENTED

Ten committees were appointed to make recommen-
dations for a model traffic law, each committee to cover
its respective field. The railway industry was well
represented on the committees, as is indicated by the
following list of committees and the names of the
railway representatives: Arrests and penalties, J. H.
Handlon, general claim agent United Railroads of San
Francisco; auto and truck transportation, W. V. Hill,
manager California E. R. A.; electric railways, W. H.
Maltbie, general counsel United Railways, Baltimore,
and W. R. Alberger, vice-president San Francisco-
Oakland Terminal Railways and president California
E. R. A.; general laws, F. E. Chapin, general man-
ager Peninsular Railway and San José Railroads; head-
lights, E. M. Maggard, general manager Petaluma &
Santa Rosa Railway; municipalities, E. L. Lewis, as-
sistant general manager Los Angeles Railway Corpora-
tion; organization, W. M. Abbott, chief counsel United
Railroads of San Francisco; rules of road, F. W. Web-
ster, general manager Visalia Electric Railroad, Fresno
Traction Company, Stockton Electric Railroad and Cen-
tral California Traction Company; safety first and
safety appliances, C. E. Brown, general manager San
Francisco, Napa & Calistoga Railway; steam railroads,
H. A. Mitchell, general manager San Francisco, Sacra-
mento Railroad.

On the last day of the convention the executive com-

mittee of the association decided to put the committee
reports in the hands of a special committee which would
have time fully to digest the various recommendations
and prepare the desired model traffic law in time to
submit it to the Dec. 2 meeting of the executive com-
mittee. On this committee for framing the law the
following men were named: David Farres, Automobile
Club of Southern California, Los Angeles, chairman;
W. H. Maltbie, counsel for United Railways & Electric
Company, Baltimore; Robert W. Martland, secretary
California Auto Trades Association, San Francisco,
David Von Schaak, National Safety Council, New York;
E. W. Braun, Associated Chambers of Commerce, Elgin,
Ill.; Percy E. Towne, American Automobile Association,
San Francisco; J. B. Monahan, Southern Pacific Rail-
road, San Francisco; J. E. McCurdy, Peninsula Rapid
Transit Company, San Mateo, Cal.,, and Dr. Clayton H.
Sharp, Illuminating Engineering Society, New York.

While the recommendations of all the committees are
to be considered in framing the proposed model law
where they can then be studied as a whole, it may be
of interest nevertheless to mention here some of the
provisions recommended. The electric railways com-
mittee approved specifically many sections of the “model
traffic ordinance,” which was printed and circulated at
the convention by a committee of the American Elec-
tric Railway Transportation & Traffic Association. The
general laws committee approved the provision that all
motor vehicles must come to a full stop before crossing
steam or interurban electric railways. The auto truck
and transportation committee recommended that motor
vehicles for passengers and freight-carrying purposes
be considered as common carriers and that their control
should be vested in utility commissions of the states
in which they operate.

Mr. Maltbie is to write that part of the proposed law
that deals with city traffic, while Mr. Farres will write
the portion that deals with the highways, after which
the committee as a whole will pass on the material
presented.

The meetings were held in the San Francisco Munic-
ipal Auditorium, where ample space was available for
the display of a large number and variety of safety de-
vices under the same roof, with meeting halls of large
and small size suitable for the general and committee
sessions.

The association voted to change its name to the Inter-
national Traffic Officers’ Association. Lieut. Daniel A.
Sylvester of the San Francisco traffic police was re-
elected president and Chicago was chosen as the next
place of meeting, the date to be fixed by the executive
committee.

The Illinois Committee on Public Utility Informa-
tion, 203 South Dearborn Street, Chicago, Ill., has re-

-cently issued its Speakers’ Bulletin No. III, entitled

“Regulation of Public Service Companies.” This bulle-
tion is for the purpose of suggesting ideas to speakers
who are called upon to express themselves with refer-
ence to public utility problems. The present bulletin
endeavors to assemble opinions of experts on funda-
mental questions concerning regulation and furnishes

‘information about law and practice which have drawn

around regulatory commissions. It emphasizes the
spirit of regulation which governmental bodies are
exercising the country over to give fair dealings both
to the public and to the public utilities.
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THE TOP VIEW SHOWS THE STANDARD OVERHEAD CONSTRUCTION ON TANGENT OF THE MONTREAL HARRBOR}
COMMISSION. THE LOWER VIEWS ILLUSTRATE THE CONSTRUCTION AT CURVES AND SWITCHES
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PORTION OF THE UNELECTRIFIED WATERFRONT OF MONTREAL, SHOWING PIERS, TERMINAL RAILWAY, ETC.

Electrification in Montreal

Montreal Harbor Commission Is Installing 2,400 Volts on 58 Miles of Terminal Track—
Work Decided on Before War, but Now Being Carried Out

mission, at the head of which is a former electric

railway manager, William G. Ross, Montreal
harbor has become the second in North and South
America and the seventh in the world as to the value
of foreign commerce passing through it. The harbor
may be considered to extend a distance of about 17
miles on both sides of the St. Lawrence River, and as
it is at the head of ocean navigation on the St. Lawrence
River and at the foot of inland navigation of the Great
Lakes it seems certain to increase in importance still
further. The large supply of electric power in the
vicinity of Montreal will be an important feature in the
development of that port.

It is not, however, with the shipping features of the
port that this article will treat, but in regard to the
terminal railway, which is now being electrically
equipped under the direction of the commission. This
railway comprises some 58 miles of track extending
along the waterfront and connected with the piers, as
well as with the steam railroads which enter Montreal.
Regularly during the summer season the shunting on this
harbor railway amounts to from 1,000 to 1,800 cars daily.

Decision to electrify this line was made in 1914, after
the commission had determined that an electric loco-
motive could handle at least 25 per cent more traffic than
a steam locomotive and that its operation was much
more under control, but owing to financial conditions
caused by the war construction was deferred. During
the summer season of 1918 nine locomotives were in
operation, and it was decided that if the service was to
be maintained at its highest efficiency additional loco-
motives would be required. In July, 1919, plans and
specifications were issued for the electrical equipment
of the lines, and a start was made in September of last
year. About half of the overhead lines are now electric.

l l NDER the direction of the Montreal Harbor Com-

In view of the climatic conditions and the very suc-
cessful operation of the Canadian National Railway
lines through the Montreal tunnel terminals, which have
a 2,400-volt direct current overhead system in use, a
similar system was adopted for the Montreal harbor
terminal. )

OVERHEAD EQUIPMENT

The overhead equipment. which is illustrated in
several accompanying views, consists of cross-span
catenary construction. The main messenger is a 7te-in.
extra-galvanized Siemens-Martin steel cable, anchored
at half mile sections. The anchor poles are heavily
guyed in all directions. The cross-spans are supported
by wooden and steel poles at spacings of 150 ft. on
tangent double track and 120 ft. or 105 ft., as conditions
require, on curves and in yards. The cross-span wire
is a %-in. high-strength galvanized steel cable, the
tension on the messenger and span being maintained at
approximately 2,300 lb. The working conductor is
No. 0000 grooved hard-drawn copper wire, suspended by
the loop hangers at a uniform height of 23 ft. above the
top of the rail.

Wooden poles are being used where the development is
not completed, these being western cedar timber, vary-
ing in length from 40 ft. to 65 ft. as conditions demand.
The poles are butt treated with hot carbolineum as a
preservative. Steel poles are being used when perma-
nent conditions exist, the poles being set in concrete
carried well above the ground level. Welded 7-in. No.
0000 bonds are used.

At present two electric locomotives, built originally for
the Canadian Northern Railway, are being used to shunt
cars'onithe finished portion of this line. A substation,
built for.an ultimate capacity of three 1,000-kw. motor-
generator sets, is being erected.
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Take Your Choice

ENATOR Harding and Governor Cox have replied

to a questionnaire presented to them by the Amer-
ican Association of Engineers. Governor Cox gives
an unequivocal “yes” as his reply to each of the five
questions presented. Senator Harding does not say no
to any question and does say yes to some, but reserves
his decision on one main “important and far-reaching”
question until he has given it “the very fullest study.”

The questions submitted were: (1) Do you favor
a Department of Public Works, for the purpose of
reducing and co-ordinating the present number of
bureaus and commissions and reducing the useless
expenditure of money incidental thereto? (2) Are you
in favor of putting all engineering and construction
enterprises (excepting purely military work) in such a
department to obtain economy and efficiency? (3) Do
you favor an engineer as member of the Interstate
Commerce Commission? (4) Do you favor a pro-
gressive and constructive program of conservation and
development of our natural resources? (5) Do you
favor a budget system for appropriating public funds?
(6) Do you favor the reclamation of waste lands and
giving the settler the advantage of procuring such
lands by a sound financial system such as is provided
by a rotating fund?

Governor Cox replied:

“My reply to every one of the questions you ask is
unequivocally ‘Yes.””

Senator Harding replied:

“I have had up the matter of the Department of
Public Works. I fear I should be unworthy of
public confidence if I ventured to decide so important
and far reaching a question without the very fullest
study. It involves the reorganization of several depart-
ments. Undoubtedly, there is necessity for this, but I
should be very reluctant to commit myself unalterably
to it without the very fullest of understanding. :
I have already sent for the congressional hearings on
the particular question. )

“I may say, in a general way, that I think very well
of the appointment of an engineer on the Interstate
Commerce Commission and I have always spoken
heartily in favor of a progressive and constructive
program of conservation. I am sure you know I favor
the budget system and a very forward policy relating
to reclamation and irrigation.”

Appeal to Encourage Research

NGINEERING FOUNDATION, administered under

the auspices of United Engineering Society and the
four “founder societies,” A. S. C. E,, A. I. M. & M. E,,
A. S. M. E. and A. I. E. E,, is supported only by volun-
tary endowment and now finds itself in need of approxi-
mately $500,000 additional endowment immediately, to
add to the present $300,000 and the assured $250,000
more. It appeals, in a bulletin issued Aug. 23 from its
headquarters, 29 West Thirty-ninth Street, New York,
to the engineering profession and industries based on
engineering for the necessary endowment.

Engineering Foundation is organized to support re-
searches in engineering and to aid in applying the
results to engineering industries. It exists largely on
account of the need of research, other than that carried
on by the Government and large corporations, beyond

the means of industrial engineers, small companies and
separate sccieties,. Its method of operation is to sup-
port researches by individuals and organizations and
to co-operate with, but not duplicate the work of, other
research organizations which now exist and operate in
limited or restricted fields. It also purposes eventually
to establish a research institute and laboratory, the
latter probably partly self-sustaining.

The bulletin records the past history and accomplish-
ments of Engineering Foundation and indicates its use-
fulness to the industries dependent upon engineering
and applied science. It shows the need of the founda-
tion and the reasons why engineering industries should
make an effort to add to its endowment.

San Francisco Rail Jointing Methods

N THE last ten years the United Railroads of San

Francisco has made more than 11,000 rail joints on
the tracks of its system, and although joints laid pre-
vious to 1910 have given some trouble, to date there
have been no cases of loosening or cupping in track
laid since the present installation methods were
adopted. No welded joints have been put in and with
the present record for joints that stand up under long
service engineers of the company do not consider that
welding is necessary under conditions in San Francisco.

The policy followed is to allow rail joining to be done
by only one crew and to keep the work of this crew up
to a very strict high standard. This crew, which also
does the bonding, consists of one foreman and two to
four men. Two additional men are required for oper-
ating the planer when that is required. The crew is
kept as nearly intact as labor conditions permit.

When a rail joint is to be made the track laying gang
leaves it after simply putting the plates in place with
two bolts to hold them together. When the bonding
crew comes along the plates are removed and a very
careful job of fitting and finishing all parts of the joint
is done. The secret of the company’s success with rail
Jjoints is believed to be a tight fit all around. Inspectors
make sure that this is secured even if the crew has to
come back to the joint several times; in fact, this is not
an unusual occurrence.

An important part of the work is the filing off of the
rail heads until both are exactly on the same level.
This is done with a vixen file held in a two-man machine.
The file is worked back and forth along the joint until
both rail heads show bright for their full widths. The
theory is that if the rail heads are exactly level and if
the joint is tight cupping cannot occur. It has some-
times been noted that a rail joint on which no difference
of level can be seen or felt with the fingers, nevertheless
will, when the file is put on it, show that there is a
slight difference in elevation. This is at once apparent
after a few strokes of the file, as low places will not show
bright. The elimination of this slight difference is
believed to prevent the beginning of the destruction of
the joint by preventing “cupping” from starting.

All the joints referred to above are on 106-1lb. rail and
use bridge type, twe ve-bolt hole, Loraine Steel Company
plates. The custom is to buy plates and rails at the
same time and to specify that the plates shall be of the
same metal and of the same hardness as the rails. The
engineers of this company believe that plates made of
material softer than the rail itself are less likely to
keep the joint permanently tight.
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Electrification of the Prussian Railways
in Silesia
Single-Phase Power with 15,000 Volts on the Contact Line Is Used—Interconnected Water

Power Plants with Steam Auxiliary Furnish Power—Several Types of Loco-
motive Are Required to Cover All Classes of Requirements

along the frontier of Bohemia between Gorlitz

and Glatz, as indicated in Fig. 1. They serve
several industrial districts, of which Waldenberg is the
most important. There is a very important traffic of
both passengers and merchandise, especially coal, the
development of which should be facilitated by the elec-
trification of the railway lines.

This electrification was authorized by a law dated
June 30, 1911. It is intended to include all the lines
of the district of Breslau. In order to minimize the
expense of installation and to profit from existing facil-
ities, power will be purchased from a private company
founded by the Allegemeine-Elektricitits-Gesellschaft
and the Siemens-Schuckert-Werke, which have under-
taken the construction of the central stations and the
high-tension transmission lines joining them, the
administration of the system retaining to itself the
title to the equipment of the lines. The company
obligates itself to deliver 40,000,000 kw.-hr. per year
at a price of 2.75 pfennigs, with a rebate of 1 pfennig
per kilowatt-hour not used. The maintenance of the
high-tension line and substations devolves upon the rail-
roads.

Fig. 2 gives a simplified profile of the principal
line, which extends from Lauban to Koénigszelt. Heavy
grades are encountered, and the train weights are up
to 550 net tons for the expresses and 1,300 tons for
the freight trains. With steam operation the use of
two very heavy locomotives for each five cars was
necessary. Aside from this the proximity of important
hydraulic power permitted with electrification a large
saving in coal. Hydraulic stations are located at Mauer
with 5,500 kw., Marklissa with 2,600 kw. and Weistritz
with 1,300 kw.

THE railroads of the Silesian mountains extend

*Based on article in Revue Générale de I'Electricité, Jan. 31,
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The complete system includes the following lines:
Double-track line from Lauban to Koénigszelt, 80 miles;
single-track line from Nieder-Salzbriinn to Halbstadt,
21.8 miles; double-track line from Ruhbank to Landes-
hut, 3.7 miles, with branch line from Landeshut to
Liebau, 16.8 miles; line from Hirschberg to Warm-
briinn, Schreiberhau and Griinthal, 33 miles; line from
Hirschberg to Schmiedeberg and Landeshut, 25 miles.
These total a route mileage of 170, comprising 310
miles of single track. All of the other lines have profiles
similar to that of the principal line. The maximum
grade is 2 per cent between Freiburg and Nieder-
Salzbriinn; the other grades are 1% and 1 per cent,
and the difference in elevation is 1,080 ft. On the
double-track line from Hirschberg to Griinthal the dif-
ference in elevation is 1,800 ft., with a grade of 2%
per cent. The curves are likewise very numerous and
their radius is sometimes as low as 620 ft.

1920. Original long article by E. C. Zehme appeared in FElcktro- . . z
technische Zeitschrift, July 17, 24 and 31, 1919. Coal of a mediocre grade, peat and coal dust will
:
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be made to furnish the auxiliary power supply. Sta-
tions to utilize these will be constructed near the mines
to save freight, A voltage of 15,000 was chosen for
the contact line, using 16-cycle, single-phase current.

The principal steam plant has been constructed about
1.25 miles from the Mittlesteine station, 40.7 miles from

Lauban. The price of coal at this point was 6.4 marks
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FIG. 3. CONNECTION DIAGRAM FOR NIEDER-SALZBRUNN

SUBSTATION

per ton before the war. Its calorific value was 11,000
B.t.u. per pound, on the average, with 17 to 20 per cent
ash.

This station was designed for twenty-four trains, of
which one-half, when climbing grades, would require
9,000 kw., the other half 3,000 kw. Four 5,000-kva.
turbo-generators were installed operating at 1,000 r.p.m.
and producing 3,500 volts at 16.6 cycles. The ultimate
plan calls for six units. The station also contains three
other turbo-generators of 2,500-kva. capacity each, oper-
ating at 3,000 r.p.m., 2,000 volts and 50 cycles. These
will serve neighboring localities with power.

The single-phase voltage is raised from 3,500 to
80,000 by means of six 5,000-kva. transformers. The
oil circuit breakers are of the remote-control type and
the instruments and circuit breakers are on the low-
tension side. To take care of sudden changes in load,
the generators are furnished with Tirrill regulators and

overcompounded fields which provide constant potential
at all substations. The 80,000-volt buses with their

protective apparatus are immediately behind the trans-
formers. _

The boiler room is planned for fourteen boilers with
inclined tubes having 4,900 sq.ft. heating surface,
Of these

designed for a pressure of 230 lb. per sq.in.
ten have been in-
stalled. The large
boiler capacity pro-
vides for large vari-
ations of load. The
furnaces are auto-
matically fired, the
Plut stoker system
being used with
forced draft. Ash
removal is accom-
plished by the use of
600-1b. carts, pushed
by man-power. The boilers are equipped with super-
heaters and feed-water heaters.

The distances along the 80,000-volt transmission lines
from the central station to the substations are respec-
tively Nieder-Salzbriinn, 23.6 miles; Ruhbank, 35.5
miles; Hirschberg, 52.1 miles, and Lauban 77 miles.
The substations are so located as to minimize line
losses.

The voltage is transformed from 80,000 to 16,000 in
the substations by means of air-cooled transformers.
There are five of these at Nieder-Salzbriinn, four at
Ruhbank, five at Hirschberg and three at Lauban, all
rated at 1,600 kva. Fig. 3 gives the scheme of dis-
tribution. The high-tension line enters and leaves at
the second floor level and the low-tension at the first
floor.

The high-tension line, in duplicate, is composed of
four wires suspended by string insulators containing
five units each. The span varies from 330 to 660 ft.
The line is of 185,000 circ.mil copper cables to
Nieder-Salzbriinn, 130,000 circ.mil to Hirschberg, and
60,000 circ.mil to Lauban. The contact wire is of hard-
drawn copper with “figure 8’ section, 200,000 circ.mil
area and with a tensile strength of 53,000 lb. per sq.in.

FIG. 4. CONTACT LINE SUPPORT"
PROVIDING FOR LONGITUDINAL
MOVEMENT OF WIRE
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The contact system is supported by catenary sus-
pension. On part of it an auxiliary cable suspended
from the messenger carries the contact wire, which
alone is insulated. On another part two contact wires
are suspended from the same cable. A special arrange-

ment has been adopted to allow for longitudinal dis-
placement of the contact wire as shown in Fig. 4.

The electric locomotives were required to comply with
the following requirements:

Haul 440-ton express
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FIG. 6. CONNECTION DIAGRAM, BERGMANN
LOCOMOTIVE

trains, 400-ton passenger trains or 485-ton freight
trains on the 2 per cent grade with curves of 530 ft.
radius, and 1,100-ton freight trains on grades of 1 per
cent with curves of 2,500 ft. radius, with varying
intermediate conditions. The equipment includes twenty
locomotives for heavy express and passenger service,
thirty-five locomotives for freight service, seven locomo-
tives for light trains, thirteen locomotives for mixed
trains and six motor cars. The war greatly delayed
the delivery of the locomotives.

The side-rod locomotive built by the Bergmann-
Electricitats-Werke is shown in Fig. 5. There is one
motor rated at 2,250 kw. It delivers its power by
means of cranks set at 90 deg. and with intermediate
jackshafts to which the wheels are coupled. The loco-
motive has a very regular torque.

The rear axle has no end play, but that of the center
axles is 0.5 in. and that of the forward axle is 1 in.
on each side. The pony axle under the boiler has
over 2 in. play.

The torque corresponding to the rated power is 65,000
lIb.-ft. at 240 r.p.m. The maximum speed is 380 r.p.m.

Power Transformer A

Provision has been made for shifting the brushes by
which means 2,250 kw. can be developed at 380 r.p.m.
For this reason commutating poles are not used, but the

‘poles have been designed so that the induction will be
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LOCOMOTIVE

sufficient in the zone of commutation, whatever be the
position of the brushes.

The motor is cooled by a fan driven by a 23-kw.
motor. A similar fan cools the transformer.

‘The driving wheels of the locomotive have been made
as small as the speed of the motor would permit, the
diameter being 4 ft. 1.2 in. At 380 r.p.m. this pro-
duces a speed of 56 m.p.h. The diameter of the frame
of the motor is 11 ft. 5.8 in.; that of the rotor, 8 ft.
10.4 in., and that of the commutator 6 ft. 10 in. There
are twenty-six poles and the total weight of the motor
is about 24 tons. Regulation is accomplished by vary-
ing the electromotive force applied and by changing
the brush position. The commutator for the trans-
former connections is operated by compressed air and
operates as is shown diagrammatically in Fig. 6 here-
with.

The operator controls the potential and the brush -
position by means of two controllers. On starting, the
pantograph is raised by compressed air and the oil
circuit breaker is closed. At this point the brushes are
in their extreme position. '

Power Transtormer B

5
YYTAT =
® OOODE
5;”;‘;;“ CONTACTORS
Sl1q2(3]4al5l6|7(8]9110
| o ojooloo | T 1
2 oloolooo | 1 i
3 © olo olo o
4 oloooolo b4 ; .
5 ocoboloo s Choke Coil é Choke Co’
[ olooloolo
1 oofo oo o] B J
g S oo oD Transformer | 71 L 7rans former
9 000000 Switch - Reverser <" Cswiteh
0 oloolo oo i)
] 0 0l0 000 \XJ
12 oloolocojo p_—
| 13 | [ooloolo o
41 | || oloojoolo §
S | looloolbo —
—(0)
Motor | Motor 2 Motor 3
FIiG. CONNECTION DIAGRAM, SIEMENS-SCHUCKE RT LOCOMOTIVE

8.



502

ELECTRIC RAILWAY JOURNAL

Vol. 56, No. 11

In addition to the apparatus described above, men-
tion should be made of the boiler, fired with coke burned
under forced draft furnished by electrically driven fans,
which is used to heat the trains.

The weight of the locomotive on the track is 119 tons,
divided 18.2 tons on each driving axle and 15.4 tons
on each idle axle. o

A modification of the above locomotive was built
with two 760-kw. motors each and a reduction of the
speed by a single gear acted upon by each of the motors,
the gear being on an intermediate axle placed between
two driving motors. The motor speed is 900 r.p.m.

For the express trains a type of locomotive with a
900-kw. motor (1,300 kw. on the hourly rating) is
used. These locomotives were built by the Maffei-
Schwarzkopf-Werke and are for trains of 265 to 375
tons. They have three coupled axles spaced respectively
5 ft. 3.2 in. and 7 ft. 7.1 in. The mean speed is 28
m.p.h. and the maximum 56 m.p.h. The weight is
91.5 tons, of which 40.5 tons is for electrical equip-
ment.

The motor is placed slightly above the axles and
crank-connected through intermediate beams to the
three driving axles. The motor is of the series com-
pensating type without auxiliary resistance and without
any special commutation devices. The voltage in the
field coils and in the short circuit of the rotor is so
low that it can be compensated with normal resistance
of the commutating circuit. There are nineteen steps
in the speed control, which is accomplished with the
aid of an auxiliary transformer as indicated in Fig. 7.
This transformer raises or lowers the secondary volt-
age furnished by the several windings of the main
transformer.

The locomotives for freight trains carry three motors,
each driving two axles by means of a counter-weighted
crankshaft. The tractive effort is 35,400 lb. at 6.4
m.p.h., 16,500 lb. at 12.4 m.p.h. and 15,400 lb. at 18.7
m.p.h. The maximum speed is 31 m.p.h. These loco-
motives carry two pantographs and two transformers,
of which the primaries are connected in parallel and
the secondaries in series, insuring uniform distribution
of the load. .

The stators have a reversible winding to change the
direction of rotation, a compensating winding and a
commutating winding, the latter two being in series
with the rotor. The two transformers have ten wind-
ings and the connections are so made as to obtain fifteen
speed steps as indicated in Fig. 8. All of the control
is electric. The ventilating and pump motors are
90-volt, the lighting is at 20 volts and the heating at
200 volts, the circuits being tapped in on the various
windings of the transformers. The locomotive is oper-
ated from the extreme end, the center serving as a bag-
gage compartment.

Motor cars have been provided for light traffic. The
trains are composed of three cars. Each has a capac-
ity of 150 persons and 3.3 tons of baggage, and can
besides haul one 22-ton trailer. The motor car is
placed between the two trailers; it carries one motor
with two rotors, geared to an intermediate jackshaft
which is crank-connected to two driving axles.

The St. Gothard Railway in Switzerland was on July
1 operated for the first time by power from the Lake
Riton hydro-electric power plant.

Emmet Mercury Boiler

A Device Which Promises Increased Efficiency in
Power Generation by Increasing the Working
Temperature Range of Vapors Employed

HE war interrupted the development of the mercury
boiler, but its inventor, W. L. R. Emmet, has ob-
tained valuable data during the interim and it is under-
stood that a commercial installation is .to be made in
the near future. Supplementing the article in the issue

. of this paper for March 14, 1914, page 575, the follow-

ing will be of interest. .

The efficiency of any heat engine can be increased by
increasing the temperature range through which it
works. The supply temperature can be raised or the
exhaust temperature lowered to obtain the desired re-
sults. The supply temperature is limited by the com-
bustion temperature and the heat properties of the
element used in the boiler as well as by the materials
from which the boiler is made. The exhaust tempera-
ture is limited by the properties of the element used and
the vacuum that can be obtained.

Steam pressure becomes very great when high tem-
peratures are obtained, so Mr. Emmet has taken mercury
as his primary agent and steam as his secondary'agent
in a binary-vapor process. Mercury, at atmospheric
pressure, boils at 677 deg. F. and condenses in a 28-in.
vacuum at 455 deg. F., while corresponding temperatures
of water are 212 and 101 deg. F. respectively.

In the Emmet process mercury is vaporized in a coal-
fired boiler at 10-lb, pressure, the mercury vapor is
passed to a single stage turbo-generator and then ex-
hausted into a surface condenser at low vacuum and
condensed by circulating water. The circulating water
becomes steam in the condenser due to the high tem-
perature of the exhaust mercury vapor and the steam
is used to drive another turbo-generator, after which it
is exhausted into a second surface condenser and con- |
densed. The plant thus operates on a temperature range
of from about 900 deg. F. to 101 deg. F. and uses two
heat transferring agencies, mercury and water, in two
separate turbo-generators. ~

The principle is sound and Mr. Emmet has devised
practical apparatus for applying the principle. A newly
designed boiler for the mercury had to be made to keep
the mercury charge to minimum volume due to excessive
cost of mercury. The temperatures were very high and
fittings had to be obtained to withstand them. Mercury
vapor is poisonous, has a bad habit of amalgamating
and leaking through bearings so that materials and
packing were important items. Mercury has a high
density and low spouting velocity, so Mr. Emmet was
forced to design a single stage turbine for the mercury
vapor. The high density of mercury eliminates a feed
pump for the mercury boiler as the condenser is fed
by gravity to the boiler.

Inventive skill has overcome all difficulties and reports
indicate an early commercial application of the process.
A low pressure, highly efficient thermo-dynamic process
will be very welcome in these days of high power costs.
An attractive schematic layout of the Emmet plant, with
the different portions shown in colors, can be found in
the August 3 issue of Power.

The chief difficulties encountered in the commercial
application of the process are connected with the selec-
tion of suitable materials to withstand the action of
the mercury for long periods of time.



September 11, 1920

ELECTRIC RAILWAY JOURNAL 503

Coal Storage*

Factors Entering Into Spontaneous Combustion Are
Numerous and Complex—A Preventive
Formula Is Difficult to Find
By O. P. Hoop
Chief Mechanical Engineer U. S. Bureau of Mines

HE spontaneous combustion of coal lies at the

bottom of the subject of storage. The main interest
in the subject lies in the large piles needed for reserve
by public service utilities and the industries. Every
one desires to have a perfectly simple direction for
storage which will insure against loss, but, unfor-
tunately, the matter is too complicated for a simple
solution. Many of the factors involved are difficult to
determine, as we have no practical means of quantitative
measurement. These factors involve chemistry, physics
and engineering, and the man who is in close contact
with the problem of stored coal is not always a good
observer in these several lines.

The heating of coal is believed to be a surface
phenomenon. If a ton of bituminous coal could be
delivered in a single cube each dimension would be
about 2.8 ft. If the coal heats, it is due to something
that goes on with respect to the surface and not some-
thing that happens inside of the piece. If the size is
reduced to something about 16-mesh screen, there is
an acre of exposed coal surface. It is perfectly obvious
from this why it is that trouble from spontaneous com-
bustion originates in fine coal, because the great
increase in extent of surface does not begin until we
get below 11 nut. If fine coal is kept out of the pile
the heating surface is relatively so small as to remove
the cause of spontaneous combustion.

A unit of area of this coal surface generates a certain
amount of heat, provided it can find combining mate-
rial. The amount of heat generated depends upon the
temperature of the piece of coal. That is to say, coal
put into storage at a temperature of 80 deg. will gen-
erate very much more heat per unit of surface than
if put into storage at the temperature of 60 deg.

Another most important factor is the freshness of
the broken surface. A freshly broken surface of coal
has a rate of heat generation that is a function of
the kind of coal. It is practically zero with anthracite
and is largest with the younger coals. The quantity of
oxygen contained in the coals seems to be the fairest
measure of this rate, although by no means reliable.
The high-oxygen coals of the Middle West and the
sub-bituminous coals and lignites of the West show
increasingly active rates of heating.

The coal surface apparently becomes satisfied in
time and the heat produced falls to practically zero.
This means that for the first few days or weeks a
freshly broken surface is very much more active than
after a few weeks or months. Fires rarely occur after
surfaces have been exposed for three months.

A PROBLEM OF VENTILATION

Since the rate of heating increases with the tem-
perature, it is evident that if the heat generated is
not removed the process becomes a self-aggravating
one, in which case the rate of heat generation, instead
of falling, may rise with time. If the temperature of
the pile reaches 140 deg. or 150 deg. and continues
to rise there is a very considerable probability that

*Abstract of a paper presented before the Pennsylvania Klectric
Association, Bedford Springs, Pa., Sept. 10, 1920. .

within a few days or a few weeks a destructive tem-
perature will be reached and the coal must be moved.
Immediately the question of getting rid of the heat is
presented.

A coal pile is cooled by radiation and by movement
of air through the pile. In many cases the natural
changes or breathing of air is enough to carry away
the heat generated. Some observers have stated that,
in general, fires in large coal piles are found in the
region from 5 to 8 ft. below the surface on the flanks
of the pile.

We know that if coal can be sealed tight, as in a
glass jar, the oxygen soon disappears and the coal
cannot continue to heat because of lack of oxygen.
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RELATION OF HEATING TO VENTILATION

In the accompanying graph horizontal distances rep-
resent the amount of ventilation of any portion of a
coal pile and vertical distances represent rise in tem-
perature. With no ventilation there will be no rise
in temperature and the zero point will represent the
condition of coal sealed from the air or so densely
packed that air cannot circulate. If, on the other hand,
there is sufficient ventilation, the heat is all carried
away as fast as generated and some point, as at “B”
on the zero line, must represent this condition, in the
case of coarse coal. At some point, as at “A,” between
these two extremes there may be a condition of ventila-
tion which will supply just oxygen enough to provide
for a maximum rise in temperature. What sort of a
curve represents all of the intermediate conditions
between “C,” “A” and “B” we do not know, but that
the curve must first ascend and then descend is per-
fectly evident. This curve teaches that if we have a
condition of ventilation, as at “D,” an increase in the
ventilation to “E” will produce a more favorable con-
dition for a temperature rise. On the other hand, if
the original condition is as “F” and we increase the
ventilation to “G” we can expect a reduction of tem-
perature. Since we have no means of knowing just
what the ventilation is in any given portion of a pile,.
there is great hesitancy in advocating ventilating
schemes for coal piles, as we are as likely to make
trouble as to prevent it unless extreme and uniform
ventilation is assured.

There are many more minor factors in dealing with
coal storage. One of the troubles has been that undue
attention has often been given to these minor factors,
such as sulphur, height of pile, volatile matter, etc.,
while main factors, such as initial temperature, break-
age in handling, freshness of coal and coal screening
before storage, have been overlooked and minimized.
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Engineers Commend Commission

Western Society of Engineers Passes Resolutions to
Controvert Agitation for Return to Local
Control of Utilities

HERE is a great deal of agitation in Illinois at

the present time which seeks to abolish the Public
Utilities Commission in order that the control of util-
ities may be left to the communities in which they
operate. The board of directors of the Western Society
of Engineers at its meeting Aug. 25, 1920, drew up
a set of resolutions commending the commission and
urging its retention. The resolutions point out that
the membership of the Western Society of Engineers
is fitted both by training and experience to observe,
study and form an intelligent opinion as to the relative
merits of the present system of state regulation con-
trasted with the old and practically obsolete system of
city control as an agent in discerning the non-func-
tioning or the inadequacy of utility service.

SUBSTANCE OF THE RESOLUTIONS

A brief abstract of the resolutions with the main
points outlined is given as follows: (1) The old method
of securing the service and establishing the rates of
a utility in a city was the natural but primitive one
of forcing the utility to make the best bargain it could
with the City Council, the bargain being expressed in
the form of a franchise or contract ordinance; (2) the
old system, like any commercial bargain not based on
costs, resulted in poor service where rates were too low,
extravagance and corruption where they were too high,
and the worst kind of local politics and practices; (3)
the citizens elected the City Council to represent them
in the' bargain. The owners of the utility company
similarly elected directors and officers to represent them.
This method was obviously unfair, since a square deal
required a third party as judge to whom each side
could present its argument for an impartial decision;
(4) the old system has proved a failure after long
trial, not only for reasons suggested above but also
because it left the service-using public helpless against
either poor, inadequate service or unjust rates during
the contract period; (5) the new system of state reg-
ulation of service and rates by a commission is a natural
and logical outgrowth of the attempt to remedy the
obvious and unvariable faults of the old system; (6)
home rule, so called, as now proposed is but a proposi-
tion to popularize the old system by giving it a good
name; (7) in our opinion the only thing which has
saved any semblance of adequate utility service in
Chicago under present cost conditions is the fact that

_the contract ordinances, established by the City Coun-
cil under the old system, and still fought for by the
city administration, could easily be broken and over-
ruled by the action of the state commission under the
working of the new system; (8) the public might
benefit under the old system except for two important
facts; first, good service is more important than a
low fixed rate in any city; second, no utility company
can be forced to do the impossible, that is, to give good
service, or service at all adequate, after its receipts
cease to meet its expenses; (9) opposition to control
of utilities through a state commision seldom, if ever,
takes the form of objection to any feature of the reg-
ulatory law under which the commission acts. There
is opposition to having a commission at all and oppo-

sition to its personnel, but no acts performed by the
commission under the law and under its oath of office
are pointed out as against public interest or as being
unfair and unjust. The public is safeguarded from
illegal or unjust acts of the commission by the fact
that such acts are always subject to court review;
(10) there are forty-two state commissions in the
United States and five commissions in Canada and they
have found it necessary and to the public interest to
raise utility rates since the war. It is not a local
issue, nor can the Illinois commission be pointed at as
a special offender in this regard, as some are trying
to make it appear. The old rates are now as impos-
sible with the utilities as with other necessities; (11)
the basis of old-time rates has changed with the tremen-
dous changes in wages and other costs. This fact
seems to us self-evident and to dispose of most of the
argument to restore so-called home rule in order to
get back the old 5-cent fare. It cannot be done under
the old system any sooner than under the new. Serv-
ice, the really important factor to the people, will be
jeopardized by such a reactionary change; (12) the
commission has performed its proper duty in increas-
ing rates to meet present conditions and will be an
equally effective agent in decreasing them should con-
ditions warrant reductions in the future; (13) any
attempt to impair the usefulness of the commission, to
abridge its powers, and especially to go back to the
old era of political control of utilities, in vogue prior
to the time when commission regulation became the
law, would be a distinet step backward and would
constitute a grave menace to the industries of the state
and to its people.

Flowability of Concrete

Apparatus Has Been Devised for Determining Im-
portant Characteristics by Means
of a Simple Test

N A recent issue of Concrete, G. M. Williams, asso-

ciate engineer United States Bureau of Standards,
gives the result of some investigations made in its
concrete laboratory. These showed that the consistency
or “flowability” which should characterize the concrete
for any particular case is dependent upon the nature of
the work, upon the type and arrangement of the forms
and the reinforcing steel. For any given condition
there is a minimum flowability which must be attained
to result in good workmanship and in economy and also
to cause the proper progress in the process of concreting.

For measuring the consistency of concrete a flow
table has been developed. This consists of a metal-
covered table top, which can be raised and dropped by
means of a cam working at the end of a vertical post
to which the top is attached. The height of drop can
be adjusted by means of a bolt at the lower end of the
shaft. )

A mass of concrete or mortar is molded at the
center of the table in a sheet-metal mold which has
the shape of a hollow frustrum of a cone. For aggre-
gates up to 2 in. maximum size, this cone has a height
of 6 in, and upper and lower diameters respectively
of 8 in. and 12 in. For smaller aggregates, when
made up in small quantities, a cone having a height
of 8 in. and upper and lower diameters of 4 in. and
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6 in. is used. The mass of concrete is tamped just
sufficiently to fill the form completely. The form is
withdrawn and the table top is dropped fifteen times
through a distance of 3 in. 'T'wo diameters, at right
angles to each other, are measured—the long and the
short if difference is apparent—by means of a self-
reading caliper, which is so graduated that the sum
of the two readings is the value for flowability. This
may also be calculated by dividing the new diameter by
the old and multiplying by one hundred.

Although this flow table was first employed as a
means of measuring consistency of concrete, it may also
be of value in the control and measurement of segre-
gation, the time of set and the normal consistency
and also in the selection of concretes to be used for
steel. . ,
Knowing in advance the type of construction, expe-
rience will permit the minimum usable flowability to
be estimated, and for any required strength value the
necessary ratios of cement to aggregate may be selected.
The selections may be checked by the results of field
tests of concrete and a few trials will indicate strength
variations, which may result for the degree of thor-
oughness of field inspection employed, and permit a
proper allowance for unavoidable variations in cement,
aggregate and curing conditions.

Winnipeg Railway Uses One-Man Buses
HE Winnipeg Electric Railway uses a number of
buses on two routes. A type of bus has been

developed by the company’s engineers which seems well
adapted to the local conditions, and the buses have been
built by the Sterling Body & Carriage Company of
Winnipeg. The general features of the bus are clearly
indicated in the accompanying illustrations.

The chassis is a 13-ton Sterling truck and the body
has a capacity of twenty seated and fifteen standing
passengers, a total of thirty-five. The bus is operated
by one man, who controls the entrance and exit doors,
located at his right.

A novel feature of the design is the auxiliary rear
exit, which 'is for use only in emergencies. The door
is interlocked with a step which slides in and out on
tubular guides. The door is opened and the step pushed
outward by means of a strong spring which is released
by a trigger at the driver’s left hand. The manual
closing of the door automatically returns the step to its
normal place under the body. Not only is this device

installed on the new buses that have recently been com-
pleted but the older ones have been equipped with it
also. )

This bus is heated by means of the exhaust gases
from the engine.

THIS BUS SUPPLEMENTS THE RAILWAY SERVICE
IN WINNIPEG

THESE DOORS FURNISH INGRESS AND EGRESS EXCEPT

IN EMERGENCY

THE REAR DOOR IS FOR EMERGENCY
USE ONLY. IT IS CLOSED
BY HAND

VIEW LOOKING FORWARD IN THE
WINNIPEG BUS, SHOWING
OPERATOR'S SEAT

STRONG SPRING OPENS DOOR AND
PUSHES OUT STEP WHEN RE-
LEASED BY TRIGGER
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Overhead Contact System Records

RECENT paper of Sir Philip Dawson before the
Institution of Electrical Engineers gives some con-
crete results of operation in connection with the over-
head contact system of the London, Brighton & South
Coast Railway, one of the oldest electrifications in Eng-
land. The Brighton electrification employs single cate-
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OVERHEAD DEFECTS CAUSING MORE THAN THREE
MINUTES' DELAY TO TRAFFIC.

nary construction with 6,700-volt single-phase trolley.
Mr. Dawson says that the principles adopted in laying
out the overhead system in 1907 were: That the con-
ductor wire should be flexible with no hard spots, that
double insulation was essential, that the mechanical and
electrical factors of safety in insulators and overhead
must be ample, that insulators should be placed in such
a position as to get minimum moisture and smoke, that
lines should be sectionalized, that insulators should be
used only under compression and that elastic substances
should always be placed between the insulator and its
support and between the insulator and the wire it sup-
ported. The system was installed with great care as
it was an original attempt at electrification. The “over-
head” has proved to be durable and has not been changed
since 1908.

A decided difference in overhead maintenance is
noticeable on the section that uses only electric trains
as compared to the sections using both steam and elec-
tric. The hot gases and smoke from the steam engines

cause a much heavier maintenance expense on the
divicions having the dual traffic. Not a single primary
or secondary insulator, out of 7,000 primary and 14,000
secondary, has been renewed on the divisions using
electric trains only. The accompanying graphs show
the insulator renewals and traffic delays due to over-
head defects since the system was installed.

The wear of the trolley wire was found to be pro-
portional to the current collected by the bow collectors
and was inappreciable for light currents. The system
uges about 120 amp. per collector-bow strip at starting
and 35 or 40 amp. at full speed. The renewals in trolley
and catenary wires were very much greater on the steam-
electric divisions than on the electric only, where not
a single catenary wire in 150 miles has been renewed.
The increased percentage in renewals on the system are
shown on the charts for 1916-1917, when wartime traffic
caused an increased use of steam locomotives.

The author, in conclusion, states that the Brighton
experience has shown that much cheaper and simpler
overhead construction can be used with satisfactory
results.

Keeping the Subway Dry

NE of the problems of subway construction is
to get rid of the water that invariably drains into
underground structures. In the deep tunnels of the
New York Municipal Railway, operated by the Brooklyn
Rapid Transgit Company, which run from Brooklyn
through Manhattan and into Queensborough, this prob-
lem is particularly serious. An accompanying illustra-
tion shows a pumping installation that is typical of the
twenty-five stations draining this system. It is located
70 ft. underground and is designed for emergency work
in connection with the tunnel under the East River.
There are two pumps, one a 4-in, x 6-in. Gould Triplex
plunger type, with capacity of 50 gal. per minute, driven
by a 2-hp. direct-current Westinghouse motor, and the
other a Morris centrifugal, with a capacity of 1,000 gal.
per minute driven by a vertical 100-hp. direct-current
motor of the same make. Under normal conditions, the
small pump has ample capacity to take care of the

VERTICAL MOTOR DRIVING CENTRIFUGAL PUMP IN SUB-
WAY. FLOAT SWITCHES AND SUMP AT LEFT

seepage, but in case of emergency the large pump can
bhe used.

Both pumps are arranged for automatic control. The
water collects in a sump in which there are two float
switches, one for each motor. When the water level
rises to a predetermined point the float switch of the
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smaller motor closes. This energizes an automatic con-
tactor which starts the pump. When the water in the
sump is brought down to the proper level the float
switch opens and stops the pump. Should the smaller
pump be unable to handle the flow and the water con-
tinue to rise the large pump is automatically started
by the second float. A noteworthy feature of the in-
stallation is that all equipment occupies a floor space of
only 12 x 15 ft. :

Industrial Conference Board Moves

HE National Industrial Conference Board, whose

headquarters heretofore have been in Boston, has
moved its main office to 10 East Thirty-ninth Street.
New York. A great deal of attention has been given
to a study of industrial-economic problems and
many data on these subjects are constantly being col-
lected and analyzed. The board invites business execu-
tives, economists and others interested to visit these
headquarters and utilize the information which it has.
Among recent publications of the board is a small eight-
page folder which explains the principal features of the
Constitution of the United States. It is issued pri-
marily for the use of employers and others who wish
copies for distribution on Sept. 17, the anniversary of
the completion by the Federal Convention in 1787 of
the draft of the present Constitution.

Coal Heats in Silo Bunkers
NEW type of concrete bunker for the Cos Cob

station of the New York, New Haven & Hartford

Railroad was described in the ELECTRIC RAILWAY
JOURNAL for Jan. 17, 1920. Two of them were
installed and have proven successful with the exception

BUNKER

WITH VENTILATING

OPENINGS

that trouble has occurred due to heating caused by the
coal packing in the bunker. The bunkers have bottom
gates, through which the coal drops to the conveying
apparatus. Experience has shown that coal gets
pocketed in certain parts of the bunker, and this

pocketed coal heats to such an extent as to render con-
ditions dangerous, due to a possibility of the explosion
of the generated gases. This heating and packing of

==

%:

/:

= = =
—— =
= =
= =
%— \\.
/ = x;
= = ===
— = ==
===z =
= =
== X
== ==
¢~ ==
s =
= m :_N§
== ====
== ===
==: ==

S |

SKETCH TO SHOW CHANGES MADE IN BUNKER

the coal (Pennsylvania mine run) is accentuated if it
is wet or damp when placed in the bunker.

These bunkers are cylindrical, 40 ft. in diameter and
46 ft. high, and hold 1,000 tons of coal each.

To try to eliminate the trouble large ventilating
windows, 18 x 36 in., have been cut at intervals around
the top of each bunker, through which gases may escape
and air circulate. Also, about 20 ft. from the bottom, an
18 x 18 in. poke hole has been made, by which, from
a platform, not shown in the photograph, an operator
can dislodge the packed coal .in the bunker at certain
intervals. Another remedy was a reshaping of the con-
crete around the sides at the bottom of the bunkers to
form a 45-deg. slope and the erection of a concrete
prism in the center with sloping sides so as to facilitate
the flow of the coal to the exit doors and to prevent
any space for coal to pack.

These concrete deflector walls have not been entirely
successful and plans are formed to use 60-deg. deflecting
walls, made from metal. It is expected that the changes,
when complete, will entirely eliminate the difficulties
which have been encountered.

A survey of the power situation in New England by
the power section of the War Industries Board indicated
that by 1924 the annual energy production by central
stations would reach 5,000,000,000 kw.-hr., about
one-half of the total. An increase of 1,400,000 kw. in
generating capacity between 1919 and 1924 was esti-
mated. The 1920 output for electric railways’ steam
plants was estimated at 630,000,000 kw.-hr. and for
railroads 77,000,000 kw.-hr. The figure for electric rail-
way hydro plants was 12,000,000 ; none for the railroads.
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More Opinions from the Industry

Intrinsic Value of Federal Electric Railways
Commission Report Is Recognized,
Although Authorities Differ
on Details

the opinions of a number of railway men and public

IN THE ISSUE of this paper for Sept. 4, page 461,
utility commissioners regarding the recently issued

report of the Federal Electric Railways Commission:

were given.
week.

These comments should be of great value to the
railways which will have occasion to cite the findings
of the report and readers are invited to contribute
further to the discussion.

A supplementary group is printed this

John H. Pardee

President American Electric Railway.Association
President the J. G. White Management Corporation,
New York, .

The report of the Federal Electric Railways Commission,
considering the various interests represented by the per-
sonnel of the commission, is remarkable in that it is unani-
mous and in so many of its recommendations meets and
pronounces the views and principles of those engaged in the
industry.

The points which are so essential and which stand out
pre-eminently are:

1. The electric railway “is an essential public utility.”
This has previously been questioned in some quarters.

2. There is nothing in the experience thus far obtained
that indicates that municipal ownership “will result in
better or cheaper service than privately operated utilities
(ould afford if properly regulated.”

. “That private ownership and operation must as a gen-
(1&1 rule be continued for an extended period.”

4. “Public control must be flexible enough to enable”
electric railways “to secure sufficient revenues to pay the
entire cost of the service rendered, including the necessary
cost of both capital and labor.”

5. “The electric railway industry as it now exists is with-
out financial credit.”

6. “Restoration of credit involves a readjustment of rela-
tions which will remove public antagonism, provide public
co-operation and insure to the investor the integrity of his
investment and a fair rate of return thereon.”

I believe the report will have great influence in promoting
action, and proper action, in the solution of our problems
by regulatory bodies except in localities where petty politics

prevent.
R.T. Higgins

Chairman Connecticut Public Utilities Commission,
Hartford, Conn.

The report of the Federal Electric Railways Commission
is exceedingly commendable for its plain and concise state-
ment pertaining to a large, intricate problem involving so
many special and local conditions and considerations.. Its
brevity in a thorough analysis of street railway problems
warrants its careful perusal by all students of, and all
persons interested in, the street railway industry.

While there can be no arbitrary enforcement of the
reforms suggested by the commission, I believe the thor-
ough investigation and report of the Federal commission
will have a beneficial effect on the street railway industry
as a whole. :

The service-at-cost theory suggested by the commission
is, theoretically, the principle upon which all utility com-
panies are operated, under public regulation, but when

put into actual practice under ccntract, involving the pay-
ment of a specified dividend as one of the fixed charges,
I fear that the immediate translation of a near bankrupt
or a non-dividend-paying company into a 6 or 8 per cent
dividend-paying company will be liable to cause a violent
shock to the industry itself.

The revenues of a street railway company are collected
in comparatively small amounts, in cash, by a large num-
ber of unbonded and frequently short term employees, upon
whose accuracy and honesty the company must depend.
Whether justified or otherwise, the traveling public feels
that there is not collected for the company’s needs the full
amount of revenue that the actual travel would indicate.
I regret that the commission did not discuss or suggest
reforms in the. collection system pertaining to the street
railway industry.

Joseph K. Choate

Viece-president the J. (. White Management Corporation,
New York, N. Y.

The report of this commission in my opinion clearly states
the pertinent condition of the electric railways of the United
States frankly and fairly. I agree with the general recom-
mendations of the commission with the exception that I
never have been a believer in the service-at-cost plan of
operation of utilities. The service-at-cost plan is simply a
modification of municipal ownership.

I am still a believer that private ownership and operation
will prove the most satisfactory to all concerned, provided
the public and the officers of municipalities are willing to
concede that the company should earn a fair return upon
a fair valuation; if, however, such a condition cannot be
brought about municipal ownership is the only solution left
for electric railways.

Clarence M. Clark

President the . W. Clark Management Corporation,
Philadelphia

There can be no question as to the value of the enormous
amount of work done by the members of the Federal Elec-
tric Railways Commission. Whether or not we agree with
all of the conclusions, we must recognize the -assistance
which this report will be to the state commissions, mu-
nicipalities and railway corporations in the solution of
the railway problem. It is not to be expected that satis-
factory results will follow in all cases throughout the
country, but this report points the way and makes many
valuable suggestions. If I were inclined to be critical,
which I am not, I would call attention to the fact that the
railways of this country, like the steam railroads and the
industries of the country, have been built up and developed
by the opportunities offered to investors to make money.
Under the stimulus of that incentive the best and most
extensive service has been given to the people by the elec-
tric railway industry. In recent years there has been no
such incentive and the service has declined, and it will
be 1mposs1ble to secure the same quality of service and
progress in the art by any other incentive than that of
making money. This feature of the case is not adequately
covered by the report of the commission. It is, of course,
not impossible to work out a service-at-cost plan which will
give the owners and investors in the property an oppor-
tunity to make more than a mere fair return upon a fair
value of their property, but the necessity therefor has not
been properly recognized or covered, and the tendency is
the other way.
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[ etters to the Editors

Accident Reduction by Safety Car Operation

TERRE HAUTE, INDIANAPOLIS & EASTERN
TRACTION COMPANY
TERRE HAUTE, IND., Sept. 7, 1920.
To the Editors:

The article on the lessening of accidents by safety
cars by W. H. Burke, which appeared in the issue of the
ELECTRIC RAILWAY JOURNAL for Sept. 4, page 457, is
very timely. Our experience in Terre Haute confirms
the results cited by him. We have compiled the follow-
ing data which will be of interest by way of comparison
with those given by Mr. Burke:

COMPARATIVE ACCIDENT RECORDS OF SAFETY AND TWO-MAN
CARS, DEC. 1, 1918, TO AUG. 31, 1920, 21 MONTHS.

Safety Two-man
Cars ars
Total accidents reported prior to August, 1920........... 639 270
Accidents reported during August...........ocvunenn... 47 0
Total accidents reported.......ovvvuvrineneenenn... i 686 270
Deduct accidents causing no damage to persons or property 496 11
Accidents involving eXpense.. .. ....ovveriiien .. 190 159 .

Total cost of accidents............. e i 3 % R 1 g _:527773757 77.$272, 181

Average cost per accident (of all accidents reported).... ... $39.55 $82.15
Average cost per accident (of the accidents involving

I o S B e e e $142 81  $139 49
Total car-miles operated, thousands. ............. R 1,405
Accidents of ail kinds per 100,000 car-miles. ....... 211 19.2
Accidents involving expense per 100,000 car-miles. . 5.87 11 31
Car-miles per accident involving expense.......... S 17,305 8,841
Accident cost per 100,000 car-miles........ ............. $8.38 $15.78
Average number of cars operated at beginning of period . . . 15 16
Average number of cars operated at end of period.. ...... 48 3

The rapid increase in the number of automobiles in
use in the city is reflected in the number of accidents
occurring monthly, but it is a noticeable fact that the
percentage of those causing expense is proportionately
much greater with the two-man cars than with the
safety cars. It is noticeable also that in spite of the
much greater average number of safety cars in service
the total number of accidents of any degree of serious-
ness is only slightly greater. But after all the signifi-
cant thing is the accident record reduced to unit terms,
which shows that while the total reported accidents
number about the same per 100,000 car-miles, the acci-
dents involving expense are but slightly more than one-
half for the safety cars. If it were possible to allow
for the effect of increasing automobile traffic density
the showing for the safety cars would be even better.

E. M. WALKER,
General Manager Terre Haute Division.

More Rides May Occur with Fewer Car-Miles

NEW YORK, Sept. 6, 1920.
To the Editors:

Your editorial of Sept. 4 entitled “Fare Is Not the
Only Factor Which Affects Riding” is very much to
the point in setting forth that there are at least a
dozen factors that alter the riding, be it in rides taken
by a stationary population or by a growing population
within the same transport area. However, the whole
problem is so diversified that it is not safe to assume
that traffic will show no large increase despite failure
to increase trackage and service. The British tram-

ways are certainly a conspicuous example of increased
traffic and even of increased riding habit in the face
of decreased mileage. Without going into detail fig-
ures, it is a fact that for the greater part of the World
War and for months following the Armistice the street
railways of the United Kingdom gave less car-miles
than just before the war. This did not in any way
prevent an increase in patronage and riding habit. The
traffic density figures show as much as a 50 per cent
increase in passengers per car-mile over a four- or
five-year period, this being the joint result of more
riders and fewer car-miles.

There is no space in a communication like this to
go into the reasons for this increase in traffic, but one
curious difference with America may be pointed out:
In this country the enlistment of men for the army,
with a consequent increase in female workers, was
given as a cause for decreases in traffic. In Great
Britain, where the proportion of men enlisted in war
and of women enlisted in industry far exceeded the
drain in the United States, the advent of women work-
ers was given as one reason for increases in traffic!
Without wishing to dogmatize too much, I feel that the
upsets in our unit fare system did much more to dis-
courage traffic than the earlier increases in Great
Britain, for these being on the zone system caused
much less disturbance of fare-paying habits. The much
heavier increases which are being made today as the
result of a 200 per cent (not 100 per cent) increase in
operating expenses are cutting into British traffic for
the first time since 1914. WALTER JACKSON.

Manual Versus Automatic Block Signals

NACHOD SIGNAL COMPANY, INC.
LoulsviLLE, KY., Sept. 3, 1920.
To the Editors:

In your issue of Aug. 14, page 321, C. A. Elliott
of the Pacific Electric Railway describes a manual sys-
tem of so-called “dual control signals” as evolved and
used on the Pacific Electric. As manufacturers of auto-
matic signals, we cannot indorse this system as heartily
as does Mr. Elliott, who describes it as a satisfactory
substitute for the complete automatic block signal for
light traffic. It is a hand or manual system, operated
by a conscious act of the motorman or conductor, both
to set and to clear the signals. It is a matter of fact,
which the writer regrets to observe, that the usual
electric railway hand signals will be operated or not, at
the fancy of the car crews, in spite of all rules to the
contrary. He has seen such signals deliberately left
untouched by the car crews and on questioning them
was told there was no car coming the other way against
which the signals were designed to afford protection.
How did they know this? The very object of the signal
is to give warning against a possible and unknown
opposing movement. It is human nature for the motor-
man, who sets and clears the signals so many times,
needlessly (?) to fail to do eventually what ‘looks like
unnecessary work. This is the very time, however, the
unexpected may occur, and if the motorman of an oppos-
ing car should be in the same frame of mind, conditions
would be highly favorable for a collision.

In other words, no hand signal, no matter how per-
fect, is a check on all other safeguards. An automatic
signal, on the other hand, which is operated regardless
of any special act on the part of the motorman more
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than driving his car, will show the presence of his car
in the block at all times, whether there be an opposing
car to observe this indication or not.

The system of indications described by Mr. Elliott is
not a consistent one, since the same end of the block
may show red and green at the same time; also the
motorman must observe the signals on one side of the
right-of-way for proceeding and on the other side of
the right-of-way for stopping, another illogical arrange-
ment. I note, moreover, that the manual switch was
made from a relay by stripping its coils, all of which
seems to prove to us that the designer went considerably
out of his way to avoid simple automatic signals of
the trolley contact, non-counting type, which would have
real advantages of safety. Such signals cost but little
more than these hand signals, have perfectly logical
indications and could have an auxiliary control incor-
porated where steam trains occasionally traverse the
same territory.

The writer has seen hand signals similar to these
described in use on the York (Pa.) Railways.

CARL P. NACHOD, President.

Comments on Wilcox Statement

Secretary Edward F. Sweet Explains the Publication
of the Federal Commission Report

N AN interview published in the Washington Times

of Sept. 83 Edward F. Sweet, Assistant Secretary of
Commerce and vice-chairman of the Federal Electric
Railways Commission, comments on the statement re-
cently issued by Dr. Wilcox in regard to the Federal
commission report, particularly his remark that “funds
for printing the testimony and the commission’s own
report are being supplied by the American Electric
Railway Association.” Mr. Sweet is quoted, in part:

If Dr. Delos F. Wilcox, the municipal ownership advocate,
seeks to imply that the Federal Electric Railways Commis-
sion, which recently reported to the President, was in any
way influenced or dominated by the electric rallway com-
panies his inference is insulting.

The proceedings of the commission are being published
through the executive secretary, the commission having
ceased to exist after submitting its report. The work is
being done by the Government Printing Office. It is true,
I learn on inquiry, that the superintendent of documents
has received orders for a sufficient number of copies of
these proceedings to pay for the entire cost of publishing it.
This, however, is something the commission had nothing to
do with and it had nothing to do with our decision to have
the testimony printed.

In employing Dr. Wilcox to analyze the testimony for
our convenience, we did not enter into any engagement to
adopt his conclusions, which his testimony showed to be
enthusiastically inclined toward municipal ownership. We
intended to have an eminent traction expert also to make
an analysis and use the two for our guidance, but were
forced to depend entirely upon Dr. Wilcox’s analysis. Eight
men looking at the question from different angles formed
the commission, and the report which they did make was
unanimously approved by them.

Dr. Wilcox’s conclusions are all contained in his testimony,
which will be published in the proceedings and made avail-
able to any one who is interested.

Personally, I am in favor of municipal ownership of some
public utilities, such as public water works, and possibly
lighting plants, but when it comes to an enterprise with as
many employees as an electric railway there are other
questions to be considered. Mayor Ole Hanson of Seattle
told us he had favored municipal ownership to keep railways
‘out of politics, but later found that it simply placed them in.

We were in no way bound to accept Dr. Wilcox’s recom-
mendation. If he seeks to discredit the commission by
leaving the public to infer that an association of interested
corporations had any part in the report to the public he
goes far afield.

Association ‘News

ATLANTIC CITY CONVENTION, OCT. 11 TO 15

Convention Program Progressing

ETAILS of the American Association convention

program are rapidly taking form. George M. Gra-

ham, vice-president Pierce-Arrow Motor Car Company,

will speak on the topic “The Motor Truck—Competitor

or Ally?” The place of the motor bus as a feeder and

supplement to the electric railway will be made the sub-
ject of a comprehensive discussion also.

On the problems of fuel supply, Eugene McAuliffe,
president Union Colliery Company, St. Louis, Mo., and
formerly manager of the fuel conservation section
United States Railroad Administration, will speak.

The names of other speakers are not yet available,
but negotiations are under way with men of national
reputation to discuss the following topics: Freight and
express traffic, labor, training of electric railway per-
sonnel, an outside view of the electric railway industry.
Reports of the committees on valuation, fare systems,
publicity and national relations will also be made the
basis of special discussion.

Committee Meets on Yacht

HE American Association committee on company

membership held a meeting on Aug. 31 on board the
120-ft. steam yacht Tilicum, loaned by E. H. Close, a
real estate operator of Toledo, Ohio. The yacht left
Toledo at 10 a.m. and cruised on Lake Erie, Lake St.
Clair and connecting waters until midnight. The
members of the committee in attendance were: Frank
R. Coates, Toledo, chairman; E. M. Walker, Terre
-Haute, Ind.; L. E. Gould, Chicago, Ill.; E. F. Wickwire,
Mansfield, Ohio, and H. H. Norris, ELECTRIC RAILWAY
JOURNAL. A number of officials of the Toledo Railways
& Light Company accompanied the committee.

The committee went over reports received from repre-
sentatives in several states as to the results of a canvass
of non-members and prepared a revised list of prospects.
A report from Secretary E. B. Burritt indicated an
encouraging number of accessions to the membership
this year, both railways and manufacturers, with good .
prospects of additional ones in the near future. The
committee outlined its report, which will be completed
at once and filed for publication in advance of the
convention.

Association Can Supply Copies of
F. E. R. C. Report

OPIES of the report of the Federal Electric Rail-
ways Commission, which was printed in full in the
issue of the ELECTRIC RAILWAY JOURNAL for Aug. 28,
can be had on application to the office of the American
Electric Railway Association,” 8 West Fortieth  Street,

" New York City. The association’s office has notified the

ELECTRIC RAILWAY JOURNAL that Chairman Elmquist

of the commission and other members are being overrun

with requests for copies of the report, hence the atten-

tion of persons desiring copies should be directed to the
above-mentioned source of supply.
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Toledo Plans Take Shape

Both Sides Preparing for Referendum
on Traction Measures—Women
Voters to Be Heard From

With the vote on Toledo’s two plans
of electric railway settlement only
six weeks away and with the enfran-
chisement of nearly 75,000 women
voters who have never before expressed
their opinion at the polls on municipal
questions, the campaign for “enlighten-
ment” of the public has barely got un-
der way.

CiTy EXPLAINS MEASURES

The Toledo City Journal, which is
the mouthpiece of the city administra-
tion, has explained the two measures
and printed the complete text of both
plans—the cost-of-service ordinance and
the twin bond issues appropriating
$7,000,000 for Council to provide a
city-owned “transportation system.”
The newspaper says the choice is be-
tween “city ownership and city regu-
lation.”

City officials declare that it is too
early to start an active campaign for
the cost-of-service franchise ordinance.
They are counting on the four weeks
previous to the actual day of election
to suffice for “instruction” of voters.

The labor unions which have united
in favor of the municipal-ownership
ordinances have had difficulty in obtain-
ing members of a committee to head
their campaign against the cost-of-
service plan and in favor of the public-
ownership plan.

The organized platform workers and

electrical men employed by the Toledo
Railways & Light Company worked for
the defeat of the twin ordinances before
and they are determined to do so again.
The service-at-cost measure has appar-
ently satisfied them that labor will re-
ceive fair treatment under its provi-
sions.

PoLiTics T0 BE ELIMINATED

The elimination of “polities’” from
Toledo street railway matters is con-
sidered the big question in the settle-
ment which will come before the
people on Nov. 2,

The city-ownership plan for bonding
the city and handing the $7,000,000 over
to the council for expenditure is con-
sidered a return to the political foot-
ball tactics of the last twenty-five years
in Toledo traction history. On the
other hand the service-at-cost measure
has been safe-guarded to eliminate poli-
ties for good.

Under the latter plan a board of
street railway control to consist of
three persons would be appointed by
the Mayor, one for a term of two years,

one for four' years and one for six
years. This is designed to take the
control of the appointment out of any
one administration. The members of
the board shall serve without compen-
sation so that the offices shall not be-
come political “plums.” The members
shall not he charged with any other part
of the government of the city, shall not
be in the employ of any interested par-
ties, shall not be shareholders or bond-
holders of the traction company, and
shall not be members of the General
Assembly of Ohio.

The board is to recommend the nom-
ination of a Street Railway Commis-
sioner who shall be appointed by the
Mayor, This commissioner will have
the active charge of all the transporta-
tion questions, check all books, and look
after the city’s interest in the econom-
ical operation of the street railway
system.

It is believed that the effect of
these politics-proof provisions and the
bringing in of big improvements to
the system will have a vote-getting
power in the coming election. The
results of the last vote on the twin
municipal-ownership bond ordinances
indicated that the people of Toledo
for the first time in street railway
history had begun to think in fig-
ures. This is the most hopeful sigi:
for the cost-of-service ordinance, oi-
cials of the Rail-Light believe,

Wage Settlement Basis Reached.

The Kentucky Traction & Terminal
Company, Lexington, Ky., and its union
employees, who are demanding an in-
crease of 20 cents an hour, have
reached “a practical basis of agree-
ment,” according to the union’s repre-
sentative. A federal conciliator who
interceded in the case has gone to
Washington to procure statistics on the
increase in the cost of living and when
the data are sent to Lexington the
company and its men will try to reach
an agreement.

City Plans Equipment Purchase

The Board of Estimate of New York
at a special meeting on Aug. 31 unani-
mously authorized the issuance of reve-
nue bonds in the amount of $300,000
from the sale of which electric railway
cars and equipment are to be purchased.
The cars are to be used in sections
where cessation of transportation serv-
ice has been caused by either strikes
or lockouts. While no definite state-
ment has been made, it is presumed
that the city has in mind using some
of the equipment on the Staten Island
Midland Railway, service over which
has been suspended for several months.

Denver Men Clamorous

No Members of New Working Force to
Be Replaced by Strikers—
Few Men Needed

Failure greeted the efforts of Gover-
nor Oliver H. Shoup of Colorado to
effect a setlement of the Denver Tram-
way controversy with company and
labor leaders on Sept. 3. F. W. Hild,
general manager of the company, re-
fused to negotiate further with the
striking trainmen, flatly rejected the
proposal of the men that they be taken
back in a body and with full seniority
rights as of July 31 and declined to
discharge any members of the new
working force which has been hired to
replace former employees.

Mr. HiLp REJECTS OVERTURES

After the conference in his office Mr.
Hild said:

As far as we are concerned the strike
is over absolutely. We informed union
representatives that the new proposal of
the men was entirely out of the question;
they requested that we meet with a com-
mittee from the union in another confer-
ence and we refused the request. We told
them we had held the door open for the
former employees as long as we possibly
could.

One of the points which was taken up
at the conference was the ten new sec-
tions of a working agreement which the
Amalgamated officials, in meetings with
the company held prior to the calling
of the strike, had endeavored to have
included. President J. C. Bulger of the
Colorado State Federation of Labor
professed ignorance of these ten sec-
tions and asserted that three of the sec-
tions were contrary to union principles.

In a mass meeting held on Sept. 5
the strikers voted to have no more deal-
ings with Mr. Hild. No new plan was
formulated for presentation to the com-
pany although the discussion lasted
three hours. This action is considered
to be in retaliation for Mr. Hild’s re-
fusal to meet with the union committee.

On Sept. 8 martial law was declared
ended and 250 troops returned to Camp
Funston. The remaining 300 men will
be held until the new state constabu-
lary is firmly established.

Following charges of misappropria-
tion of funds contributed by union
labor to the relief of the striking car-
men, the president of the Trades &
Labor Assembly appointed a committee
to audit the accounts of Amalgamated
Local 746. Sensational charges have
been made to the effect that needy
strikers were not given relief and that
money remained unaccounted for.

On Sept. 9, 709 trainmen and 51
students were on the cars. Ouly 125 to
150 more men are needed to give the
company its full quota.
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Brooklyn Organization Being Rebuilt

Service Gradually Being Restored by Management, Hard at Work
Replacing Strikers with Permanent Employees
Service on the lines of the Brooklyn Rapid Transit System is being restored

to normal just as fast as possible under existing conditions.

An entirely new

train service organization is being built up. The energies of Mr. Garrison as
receiver have been bent, first, to giving the maximum service on the rapid transit

and elevated lines, and second, to the surface railways.

Mid-day service on the

rapid transit and elevated lines had been normal for several days previous to last
Thursday, but the rush-hour service up to that time had not been fully restored.
The motormen on the rapid transit lines are affiliated with the Brotherhood of
Locometive Engineers. They have a separate contract with the company and did
not go out. So far as the surface lines are concerned fifty-one out of sixty-seven
lines were in operation on Thursday during the day time and it was anticipated
that service at night would be resumed very shortly. To the company the strike
is a thing of the past except so far as the officials are called upon to rebuild their

operating organization depleted by failure of the strikers to return.

The time

limit for old employees to return to work expired on Wednesday.

S REGARDS the strike settle-
/ZX ment the final word for the com-
pany appears to have been said by
Judge Mayer on Sept. 2, when he
issued a statement giving five terms
upon which the strike might be ended.
In this statement the court did reply
tu the men in regard to the wage ques-
ticn by offering an 8 per cent advance.
The terms were:
1. That the men shall return to work.
2. That on their return to work their
seniority and other privileges shall be re-

stored to them.
3. That the pay increase sought—10 per

cent over that of August. 1919, or 8 per
cent over the current wage—shall imme-
diately apply.

4. That the employees shall have the

right to collective bargaining fully assured
to them.

5. That the employees shall be assured
of free and full opportunity to select rep-
resentatives of their own choice to deal
directly with the management.

These conditions were stated in a
letter to Mayor Hylan in which the
court said:

I would be recreant to my obvious duty
to the people of this community if I should
again place their vital interests, involved,
as they are in this transportation system, at
the mercy of an association that has proved
itself faithless to its obligations and irre-
sponsible in its conduct. I cannot, there-
f({re, consistently with my firm conviction
of my duty, permit negotiations or agree-
ments, directly or indirectly, now or here-
after. with this association : and, of course,
T cannot bargain with this association as
to terms upon which the strike may be

ended.
A meeting of the men was called to
consider the matter. Mr. Fridiger,

counsel for the union, after reading
the court’s letter said:

This proposition will never be put before
vou for a vote, unless it is put to you as
members of the Amalgamated Association.
I read this because I wanted the news to
go out to the world that we had read the
proposition. but refused to put it to you.

An emphatic “No!” was the answer
to Mr. Fridiger’s inquiry as to whether
those at the meeting wanted to hear
any proposal from Judge Mayer unless
it was addressed to the Amalgamated.

In spite of the very plain statement
made by the court, William D. Mahon,
international president of the Amalga-
mated, who arrived in New York on
Sept. 5, continued his effort through an
appeal to public officials to seek a settle-
ment. In a strict sense the strike was
not an outlaw strike, because the Amal-
gamated, through Mr. Mahon, cast its
lot with the men, although he did re-
buke those on his side who had injured
their own cause by criticising the court.

In many respects Mr. Mahon's state-
ment is very unusual. It follows sub-
stantially in full:

My coming to New York at this time is
to see if it not possible to bring together
the contending forces and secure a settle-
ment of the strike now in force upon the
Brooklyn Rapid Transit lines. It was im-
possible for me to reach this situation
sooner on account of the ‘meeting of the
general executive board of our association
and the worlk it placed in my hands.

This T sincerely regret, as it is most diffi-
cult for one to assume charge of a matter
of this kind, especially after much bitter-
ness has been engendered by actions and
words spoken by those who do not under-
stand the circumstances or represent the
policies of our association. But the crea-
tion of this unpleasant condition was not
with my consent or of my making.

Therefore it is my hope that after the
matter has been fully gone over we may
be able to reach an honorable and satisfac-
tory adjustment.

I am advised that the railway company
is represented by Judge Julius M. Mayer
and Receiver Lindley M. Garrison. They
are Dboth broadminded and men of large
affairs.

Then T am advised that Governor Smith
and Mayor Hylan have been working hard
to bring out an honorable adjustment. It
seems to me that with all these big public
spirited men we ought to be able to gain
a_ speedy settlement of this unpleasant
affair. So far as the Amalgamated Associa-
tion is concerned we only want justice and
a fair deal.

We are not here to villify Judge Mayer
or to abuse the receiver, the authorities or
the newspapers. I fully appreciate Judge
Mayer’s position. He represents the court,
which always has my respect. My years
of experience with electric railway affairs
have taught me to know of the many
difficulties and trying positions that both
the court and the receiver must face in
handling roads under such circumstances.

The court necessarily must represent all
parties and vou can rest assured that those
who have criticised the court in this case
were not speaking for me or the Amal-
gamated Association.

In such negotiations, if any. that will
take place I shall personally represent the
Amalgamated Association and its policy.

This is no time to permit anything foreign
to the issue at stake to interfere with a
just and speedy settlement, and I take this
means of appealing to the court, the re-
ceiver, the press and the public to unite in
bringing the interested parties together and
establishing permanent peace.

It is my intention to call tomorrow on
Mayor Hylan and take up the work through
him with the hope of bringing about a
settlement as above suggested.

So far as the matter of wages of the
men who struck is concerned they com-
pare very favorably with those paid for
similar work elsewhere. Under the de-
mands made by the men the company
would have been called upon to pay
out in wages more than its gross re-
ceipts. It was because of the peculiar
relationship which existed under the
receivership that the court insisted it
should retain the right to review the
arbitration findings with respect to

wages. Taking the classes of employees
which struck, namely the trainmen on
the subway, elevated and surface, ex-
cepting the motormen on the subway
and elevated, the company has pointed
out the facts as follows:

The minimum pay of a guard on the
elevated and subway is $1,450 a year, and
his maximum, obtained after eighteen
months of service, is $1,560 per annum.
Similar_figures for the conductors on the
elevated and subway are $1,750 minimum
and $1,840 maximum.

The conductors and motormen on _the
surface are paid a minimum of $1,650 a
vear and after three years a maximum of
$1.950 per annum.

All of these, of course, -are for men work-
ing full time, which means six days a week.
. It is the identical wage paid to the
following number of men in similar lines
of employment by the following companies:

4558 by the Interborougii Rapid Transit.

1494 by the New York Railways.

2044 by the Third Avenue Railway. »

The other surface railroad companies in
the greater city either pay their numerous
employees similar wages or less.

Taking other lines of employment gmd
without emphasizing the greater physical
and mental requirements thereof, we find
that the wages paid by us contrast very
favorably therewith.

The 12,467 hard working and faithful
letter-carriers and post office clerks in Man-
hattan, Brooklyn and the Bronx receive a
minimum of $1,400 a year, and after five
vears a maximum of $1,800 a year.

The 3,758 firemen of our exceptionally
fine fire department receive a minimum of
$1,769 per year and after three years a
maximum of $2,280, and our unexcelled
police department pays its 9,229 patrolmen
a minimum of $1,769 per annum, and after
five years a maximum of $2,280.

Hundreds of thousands of men and women
doing clerical or physical work receive no
more and in very many cases less than
are paid by us as above set forth.

The attitude of the company with re-
spect to the strike was made plain in
a statement made by Mr. Garrison on
Sept. 9. Except for the comparison
of wages which it included this state-
ment follows in full:

The first phase of the strike is over. It
ended with the final position taken by Mr.
Mahon, international president of the Amal-
gamated Association. This association has
a great stake in this situation. If its
spokesmen are accurate, it had 12,000
members in the Brooklyn locals paying dues
to the association of $1 a month each, mak-
ing a total of $144,000 a year income to
the association,

If upon his arrival from the headquarters
of this organization in Detroit, Mr. Mahon
had thrust aside the radical leadership, re-
pudiated the unwarranted breach of con-
tract, disciplined the locals for violating
the essential laws of their organization and
ordered the men—who never should have
left their work—to return to their work, he
would have gone a long way toward show-
ing that it was a body fit to be trusted.

Instead of pursuing such a course. he
contented himself with rebuking those of his
subordinates who had injured their own
cause in public esteem by general vilifica-
tion and abuse—expressing regret at what
he termed the ‘“impatience” of these radical
leaders and then casting his lot with
them, making their cause his and that of
his organization, and thereupon advising the
former employees to refuse to return to
work. With the disappearance of Mr. Ma-
hon as a possible factor for good the first
phase came to an end. )

The second phase is now being entered.
It is the slow and laborious process of ob-
taining and training new men as a perma-
nent force, for the proper and efficient oper-
ation of the system. This calls for much
hard work on behalf of the management
and much patience on behalf of the public.

The work of obtaining the new men will
be difficult, but the outlook is very hopeful.
Despite whatever has been said upon the
subject this employment is by no means ill
paid, and considering the ratio of income
to outgo is very well paid. And it must be
borne in mind that the base of income is
strictly limited by law while the necessary
expenses are not.

The court and the receiver have no per-
sonal or private interests to serve and
therefore have every reason to be perfectly
fair, reasonable and frank in all their deal-
ings with the employees, and have always
been fair and square with them and intend
so to continue.
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Maine’s Municipal Marvel

Town of Turner Runs One-Car Line
for Benefit of Summer Folks
—Freight Handled

“Good service—clean ecars,” is the
slogan of a little town in Maine, which
has the distinction of being the first
municipal owner and operator of an
electric railway in the entire State and
the second in all New England. Turner,
a town of 2,000 people, won’t be rele-
gated to the woods, but wants to be
in direct communication with Auburn
and Lewiston and so enjoy the benefits
of modern utilities.

The history of the Turner railway
route though very brief is interesting
in so far as it reflects the life of a
townspeople who want to know and
be known. The electric line in this
section has' been a “goat-getter” for
years because of the inability to make
it a paying investment. The old Au-
burn-Turner line was abandoned by an
operating company and A. L. Kava-
naugh of Lewiston as receiver, oper-
ated it for a while with a fairly suc-
cessful showing. Later it was sold to
the A. L. & W., now defunct, and up
to last October, “intermittent” service
was maintained. Then for the second
time operation was abandoned, but
even this failure didn’t bring discour-
agement. In other words, you couldn’t
Turn-er down. Generally speaking,
“nothing succeeds like success,” but in
Turner’s case nothing succeeded like
failure. With courage and determina-
tion the townspeople applied to the
Legislature in November, 1919, and
through their representative permis-
sion was granted to Turner to own and
operate its own railway.

And now for several months Turner
has been railroading—and enjoying the
profits (profits, they really are, accord-
ing to the manager). The only
cloud to mar the happiness of the
sturdy New Englanders is the thought
of next winter when nature in the role
of “Frankenstein,” sends a monster who
with ice and snow plays havoc and
brings destruction to railway proper-
ties. Then the solitary car may get
snowed under. Meanwhile, the tune
is “In the Good Old Summer Time.”

Right te Dismiss Union Men
Upheld

A decision which is expected to have
a far-reaching effect has been handed
down by the Supreme Court of the
District of Columbia in denying an in-
junction to members of the Brotherhood
of Railroad Trainmen against the
Washington & Old Dominion Inter-
urban Railway. The injunction sought
to prevent the discharge of employees
who affiliated with the union. An ex-

tract from the opinion is as follows:

Strikes that are conducted in an orderly
manner and do not involve a violation of
property rights or the production of public

. disorder are but the exercise of a right
to work.

The right to labor is a personal right
which inheres in the individual and, as a
corollary to that, the right not to work
must be equally recognized. But with the
recognition of these rights, there is another

right which Dbelongs to the employer and
that right is one to impose conditions upon
those who seek employment from a given
employer, be that employer an individual
or a corporation.

It may be asked what becomes of the
right of the employees to organize if, as a
consequence of doing so, the employer may
exercise his right as recognized by the
United States Supreme Court. The answer
may not be as easy to formulate, but this
court is not called upon to answer the
question. Its duty is to give effect to the
authoritative opinions and decisions of the
supreme tripunal, which give the company
the right to dismiss its employees if they
join a labor union.

Ontario Board Approves
Cne-Man Cars

Discussing the one-man cars for
electric railways, Vice Chairman A. B.
Ingram, of the Ontario Railway Board
at Toronto, Ont., on Aug. 13, stated
that the cars had the unqualified
approval of the board as an efficient
means of eliminating expense in con-
nection with railway operations. He is
quoted as follows:

They have been found very satisfactory
and in several small places have gone far
in cutting operating deficits. One-man cars
of the approved type are now running in
St. Thomas, Cornwall, Guelph, Port Arthur
and Calgary. They are giving much more
frequent service and in addition to the
lessened cost of operating, they are much
easier on the rail

The board approves of the one-man cars
for the Toronto civie line and believes that
they will be a success. If they were forced
to cross railway tracks precautionary
measures against accidents would have to
be taken.

Almost every one of the lines :in the
smaller cities is operated at a deficit. The
Guelph line, which is municipally owned,
had a deficit of something like $12,000. The
one-man car in such places cuts the oper-
ating expenses almost in half.

Nashville Strike Broken

For the purpose of discussing the
differences between striking trainmen
and officials of the Nashville Railway
& Light Company, Nashville, Tenn.,
union leaders and workmen conferred
on Aug. 27 with Governor Roberts and
Mayor William Gupton. No officials
of the company attended the meeting.

The conference was held at the re-
quest of Fred L. Feick, of Washington,
D. C., who is said to have represented
himself as being from the Department
of Labor. During the conference the
strikers submitted their proposed con-
tract as a basis for negotiations with

the railway oificials. Later during the

afternoon B. C. Edgar, vice-president
of the Nashville Railway & Light Com-
pany, consulted with the Governor.

Mr. Edgar stated that the strike had
been called by the employees without
notice to the company and without pre-
vious effort to arbitrate their differ-
ences. He further told the Governor
that the company had the situation well
in hand, that the men were returning
to work, and that the company was
satisfied with conditions. He said:

Many of the striking employees have al-
ready come back to the company, and many
of them have been reemployed at their old
rates of pay. The company will continue
to reemploy the good men who apply at
their old rates of wages until 6 p.m. Sept. 2,
after which all men employed will be em-
ployed as new men at the rate of wages
applying to new men.

For the first time since the strike
began, cars were operated in Nashville
after 6 p.m., on Aug. 30.

Governor May Act

Buffalo Labor Situation Appears
Deadlocked Over Retroactive
Pay Features

Governor Alfred E. Smith probably
will have to act personally if he hopes
to establish a basis for arbitration of
the wage question which is in dispute
between the International Railway,
Buffalo, N. Y., and its employees. This
became evident on Sept. 4 when Herbert
G. Tulley, president of the railway,
failed to submit the proposition which
Lieutenant Governor Harry C. Walker
said had been agreed upon after a long
conference on Sept. 3.

Lieutenant Governor Walker is chair-
man of the Governor’s labor board
which made a searching inquiry into
the finances of the company and the
grievances between the employees and
the company. Concessions were made
at the conference by the company’s em-
ployees as represented by the Amalga-
mated and President Tulley on behalf
of the company made concessions and it
was believed an agreement would be
reached.

The proposition in question involves
the solution of the problem as to when
a wage award granted by arbitration
should become effective. Lieutenant
Governor Walker worked out a plan
which, he said, should meet with the
satisfaction of both factions. Failure
on the part of President Tulley to con-
tinue his .part in the negotiations is
characterized by the Governor’s repre-
sentative as “dodging the issue.”

In a letter to Mr. Walker, Presi-
dent Tulley says the company agrees to
let the Governor name the third arbi-
trator, but with the expressed condition
that any further increase in wages can
only be effective when a further in-
crease in fares is granted. President
Tulley says the men are receiving the
same scale of wages as in Rochester
and Syracuse where living conditions
are comparable. Henry W. Killeen, of
counsel for the International, says no
further wage increases will be granted
until after the state utilities board acts
favorably upon a higher fare for the
Buffalo traction lines.

Kansas City Railway’s Champions

Looked at from the standpoint of
promoting good fellowship among the
employees and a spirit of co-operation
thé new ball park of the Kansas
City (Mo.) Railways at Thirty-first and
Askew Streets has already paid for
itself twice over. The games are played
Tuesdays, Thursdays and Saturdays in
the Railways League, made up of six
teams from the employees. On Sun-
days the “Tramways,” the railway team
in the Inter-City League, has challenged
all comers with great success, leading
the league now with six games won and
one lost. E. B. Sanders of the company
said:

The majority of our employees are young
men and much interested in baseball and
the results have been wonderful for the

company. The crowds on Sundays run
between 500 and 1,000, The receipts go



514

ELECTRIC RAILWAY JOURNAL

Vol. 56, No. 11

to the league. 1In addition to this the
Employees’ Brotherhood publishes a weekly
newspaper known as the Railway Athlete,
which gives the news of all the games as
well as the standings of teams and batting
averages. We feel that the very great suc-
cess that has attended the undertaking
more than compensates for the amount of
money expended to put it on its fest and
makes it a practical investment, paying
weekly dividends in increased efficiency and
interest.

The “Yankees,” composed of em-
ployees from the Ninth and Brighton
roundhouse, are leading the Railways
League at present. There is a shop
team and 4 power plant team in the
league. The entrance of men from
these fields engenders a considerable
amount of healthy competition.

D. U. R. Denied Injunction

Railway Company May Carry Appeal
Against City to the Supreme
Court

Two suits brought by the Detroit
(Mich.) United Railway to determine to
what extent the city can legally use
taxpayers’ money in the construction of
street railway lines have been dismissed
by Judge Mandell in the Circuit Court.
The Judge declined to issue injunctions
asked by the D. U. R. restraining the
city from using the Sinking Fund Com-
mission’s funds for purchasing muniec-
ipal railway bonds, and restraining John
A. Mercier, contractor for the Charle-
voix Avenue line foundations, from
building with the money obtained from
the sale of the bonds thus sold.

In dismissing the suits Judge Mandell
upheld the city’s actions and sustained
the opinion of Corporation Counsel Wil-
cox that it was not only the Sinking
Fund Commission’s right but its duty
to buy such bonds, adding that if it
had not been the proper course to
follow, such action relative to the buy-
ing of Water Board bonds for the
past fourteen years would have been
stopped long ago. It is reported that
the company will appeal the case to the
higher courts.

The company contends that the Sink-
ing Fund and the unexpended balances
kave not been the only funds used by
the city to pay the bills of the municipal
ownership project. It is stated that
back in 1919 there was an appropriation
of $100,000 out of the taxes for the use
of the Street Railway Commission, then
engaged in investigating the local trac-
tion problem, making appraisals of the
company’s property, studying subway
possibilities, etc. On the witness stand
the Comptroller testified that more than
$8,000 of this appropriation collected in
the July, 1919, taxes, was available for
the present plans of the commission.

Corporation Counsel Wilcox has fur-
nished the commission with an opinion
that the City Council or the commission
cannot change the routings of the mun-
icipal system from those voted on when
the $15,000,000 bond issue was passed.
At the same time he declared that the
commission could bulld the Elizabeth-
Witheral loop on the theory that it
would be a turnout for the Woodward
line also mentioned in the bonding prop-
osition although the loop itself is not
specified.

My. McCulloch Exonerated

Charges Against United Railways
Head Growing Out of Loss of Ref-
erendum Petitions Dismissed

Richard McCulloch, president of the
United Railways of St. Louis and first
vice-president of the American Electric
Raiiway Association, has been exon-
erated of all charges growing out of
the loss more than two years ago of
referendum petitions on a city ordi-
nance affecting the United Railways.
The case of Bruce Cameron, formerly
superintendent of transportation of the
company, has not yet been called, but
it is understood that the Circuit Attor-
ney will ask that it be dismissed.

HisTORY OF CASE

The case against Mr. McCulloch was
sent to Springfield, Mo., for trial. On
Aug. 30 it was called and, a severance
being taken, the Circuit Attorney
elected to try Mr. McCulloch first. The
State put in all its evidence, and on
Sept. 7 the Judge sustained a demurrer
and ordered the jury to bring in a
verdict for the defendant. All the
better element of the city of St. Louis
has been with Mr. McCulloch in what
they considered persecution by corpo-
ration baiters, and since his vindication
he has been in receipt of hundreds of
letters, telegrams and messages of
congratulation.

In June, 1918, referendum petitions
on an ordinance affecting the United
Railways were stolen from a safe in
the Cigarmakers’ Union, where they
were temporarily stored before being
filed. The theft was traced to a former
employee of the company by the name
of Jackson, who had worked as special
agent under the superintendent of
transportation. After about two weeks,
Jackson returned to St. Louis, gave
himself up, and offered to turn State’s
evidence on a promise of immunity
from prosecution. He stated that he
had been instructed to steal the
referendum petitions by Mr. Cameron,
under whom he had formerly worked,
and on his testimony and that of an-
other special agent by the name of
Brady, and under strong pressure from
newspapers hostile to the company, Mr.
Cameron was indicted for burglary in
July, 1918.

MR. CAMERON’S CASE STILL PENDING

It was thought at the time that the
theft of the petitions was due to over-
zealousness on the part of Jackson in
his capacity as special agent, but it
has since been pretty thoroughly
proved that the theft was a scheme of
Jackson and others to extort money
from the officials of the railway. Con-
ditions were further accentuated by the
fact that the Mayor and the Board of
Aldermen who had passed the ordi-
nance were Republican in politics,
while the Circuit Attorney was a
Democrat and was backed by two
newspapers which had bitterly opposed
the passage of the new franchise ordi-
nance.

Mr. Cameron’s case was sent out of
the city on a change of venue and
was still pending when the United
Railways went into the hands of a
receiver on April 11, 1919. In testi-
mony before the Special Master in the
receivership case in June, 1919, one of
the attorneys used Jackson and Brady
as witnesses to prove mismanagement,
and this time a year after their former
statements, Jackson and Brady testi-
fied that Mr. McCulloch, as well as
Mr. Cameron, had told them to get the
petitions at any cost. This testimony
created great public excitement and
although it was well known that the
testimony of Jackson and Brady dif-
fered from that given a year previous,
the Circuit Attorney, with the help of
hostile newspapers, was able to pro-
cure an indictment for burglary
against Mr. McCulloch. He also took
advantage of the opportunity to re-
indict Mr. Cameron. :

In order not to embarass the re-
ceiver, Mr. McCulloch immediately
resigned as manager for the receiver,
but has continued to serve as president
of the company, as the board of di-
rectors refused to accept his resigna-
tion.

Place of Bus Recognized

Public Service Commissioner Returning
from Abroad Believes Buses May
Replace Some Railways

Lewis Nixon, Public Service Commis-
sioner for the First District of New
York, is convinced that buses are a
good thing, but that they should not
be run on highways already occupied
by electric railways. Mr. Nixon has
recently returned from abroad where
he went to inquire into the question of
Lus transportation and to acquire first
hand information relative to the advis-
ability of such service in New York
City.

Buses A Goop THING

His ideas with respect to buses
were expressed to the ELECTRIC RAIL-
WAY JOURNAL through confirmation by
him of general statements made by the
daily newspapers on Mr. Nixon’s re-
turn. He said:

One of the strongest
got abroad is that hit or miss legisla-
tion must be avoided. I am convinced that
buses are a good thing, but they should
not be run on highways already occupied
by street railways. In many ways buses
can do good work. But if they are to be
permitted to enter seriously as a factor of
transportation, it should be under the most
definite regulations and not under a gueril-
la system as they are running now.
bus drivers in this city are doing about as
they please.

Recently there was a report on traffic
made in the House of Commons. I read it
carefully and noted that the very flexibil-
ity which permits omnibuses to run out
from stopping places out of their proper
order and to meander and move sideways
on the roads and to be driven two abreast,
is in many cases a material element in
road congestion. Flexibility implies taking
advantage of chances of passing other
vehicles, and though it may be an advan-
tage for speed as against other competitors
it is not without its element of danger.

However, T am not and never have been
against buses, and I believe they may
eventually take the places of some street
railways. But we cannot scrap a street
railway line because some one considers
a bus service superior.

impressions I

The .
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Financial and Corporate

Rhode Island Securities Sold

New Haven Railroad’s Investment of
$24,000,000 Brought $2,200 Under
the Hammer

Stock of the Rhode Island Company,
Providence, R. I.,, and the stock and
bonds of the Sea View Railroad were
sold at public auction on Sept. 3 under
orders of the Federal receivers by
authority of a decree of the United
States District Court for the Southern
District of New York. Harry Parsons
Cross bought all the stock of the Rhode
Island Company, 96,855 shares, for
$2,200. Mr. Cross also bid in for $200
the 7,000 shares of stock of the Sea
View Railroad. Nathaniel Terry Bacon
of Peace Dale, president of the Narra-
gansett Pier Railroad, bought the
$600,000 gold bonds of the Sea View for
$1,400. It is understood that after the
auction Mr. Bacon purchased from Mr.
Cross the Sea View stock he had bid in
for "$200,

MR. SHERMAN A PURCHASER

Duff F. Sherman bought the Provi-
dence & Danielson Railway at private
sale for $100,000. By agreement, the
receivers will operate the road until
Oct. 2, Mr. Sherman guaranteeing any
deficit.

The 96,855 shares of Rhode Island
Company stock which Mr. Cross bought
for $2,200 represent an original invest-
ment by the New York, New Haven &
Hartford Railroad of $19,000,000, which
was further increased to $24,000,000.
In addition the New Haven loaned $4,-
000,000 to the Rhode Island Company
for improvements and other require-
ments, against which it took notes of
the Rhode Island Company. These
notes are still held by the New Haven
Company.

RHODE ISLAND ASSETS STATED

Among the assets of the Rhode Island
Company are the Woonsocket and Bur-
rillville roads, which with other prop-
erty holdings are in the hands of re-
ceivers. Another asset is over $2,000,-
000 stock of the United Traction Com-
pany, which stock was pledged by the
Rhode Island Company to secure bank
loans. There are also parcels of real
estate, cars and other items, the value
of all its physical assets being esti-
mated at about $5,000,000. Against all
assets are claims said to aggregate
$10,000,000, which accounts for the
nominal price brought at the sale of
the stock.

No information as to the outlook of
the Sea View, the Danielson and the
Chepachet lines could be obtained from
the successful bidders, except that Mr.
Sherman expects to run his properties
until Oct. 2 by agreement with the re-
ceivers, a guarantee covering deficits

being given. As to the Sea View, the
purchasers have nothing whatever to
say.

The properties sold are subject to
liens, which are in some instances
problematical and must be adjudicated
by the courts.

The stock and bonds of the roads in-
volved were sold, and not the physical
properties. The sale in no way affects
the several lines leased by the Rhode
Island Company, including the Rhode
Island Suburban, Union Railroad lines
in this city, Pawtucket, East Providence,
Buttonwoods, East Greenwich, Paw-
tucket Valley, Cumberland Hill and
lines to Attleboro.

Philadelphia Appraisal to
Continue

An order to continue the appraisal of
the property of the Philadelphia Rapid
Transit Company has been made by the
Public Service Commission meeting in
special executive session at the City
Hall. The commission allowed the
withdrawal of the no-transfer higher
fare tariff presented by the company
on June 1 and in doing so reaffirmed
its order of July 26, that there could
be no fare increase until the company
had completed the valuation of its prop-
erty and presented it to the city and
commission.

Evidence produced at hearings in
July failed to convince the commission
that the proposed increase was war-
ranted and the order declared impera-
tive until a valuation had been submit-
ted by the company. Recently the com-
pany asked the commission for permis-
sion to withdraw the no-transfer tariff.
The city, while assenting to the with-
drawal plan, asked the commission to
order the valuation proceedings con-
tinued. 'An appropriation of $50,000
was voted by Council for the employ-
ment of experts by the city, to check
up the appraisal when it should be pre-
sented to the commission.

The text of the order drawn by James
S. Benn, Philadelphia member of the
commission, follows:

The petition of the Philadelphia Rapid
Transit Company to withdraw Tariff P. S.
C. Pa. No. 68, and the petition of the city
of Philadelphia waiving objection to the
withdrawal of said tariff are hereby granted.
This permission is without prejudice to the
pending complaints of the Cliveden Im-
provement Association et al. against the
rates and service of the respondent com-
pany, which were in part merged with the
complaint against said tariff schedule, and
the same are hereby restored to their for-
mer status on the docket of the com-
mission.

The order of the commission of July
26, 1920, in so far as it relates to the prepa-
ration and submission of an inventory and
appraisal of the respondent is hereby af-
firmed, a copy of said inventory and ap-
praisal to be furnished to the city of Phila-
delphia and every opportunity given it to
check up the same and present such evi-
dence in relation thereto as it may deem
proper.

Another Buffalo Committee

Appeal to Security Holders to Oppose
Plan of Committee Headed by
McDougal Interests

Bondholders of the International
Traction Company, Buffalo, N. Y., have
organized a new committee in opposi-
tion to the proposed plan of reorganiza-
tion of the Buffalo traction system
submitted last month by Elliott C. Mec-
Dougal, chairman of the bondholders’
protective committee. The protesting
bondholders charge the arrangement is
not equitable. Before the objections to
the adoption of the reorganization
agreement can become effective, proxies
or co-operation of persons owning 30
per cent or about $17,000,000 in securi-
ties must be obtained. To date the com-
mittee represents $1,534,000 in de-
posited bonds.

PHILADELPHIANS ON COMMITTEE

Three Philadelphia men who organ-
ized the committee are George K.
Reilly, a banker; J. M. Johnston and
R. M. Stinson, dealers in investment
bonds. One of the reasons enumerated
why holders of the certificates of de-
posit for collateral 4 per cent trust
bonds of the International Railway
should object to the plan promulgated
by Mr. MceDougal s that the voting
trust proposed would perpetuate for its
term of five years ‘“the management
which declined to put in operation a
fare increase from 5 to 7 cents for five
months after it was granted to the com-
pany.” It also is claimed that the com-
pany has $1,500,000 in its treasury and
that the protective committee has $400,-
000 on hand. The objecting boldhold-
ers say:

The $1,800,000 cash planned to be raised
by forcing you to purchase 9% shares of
voting trust certificates to provide for cap-
ital expenditures over 1921 is extremely
drastic and premature.

It also is charged that the Interna-
tional Railway is not at present on the
verge of bankruptey, “but we are ad-
vised,” the committee says, ‘“the com-
pany will earn during 1920 over and

_above all fixed charges at the rate of

$400,000 a year, and such figures are
arrived at after setting aside $2,700,000
for maintenance and accident claims.”
The Guaranty Trust Company, New
York, N. Y., is the depository for the
bonds of the protesting committee.

REASONS FOR OBJECTIONS SUMMARIZED

The committee, of which George K.
Reilly, of Reilly, Brock & Company,
Philadelphia, is a member, in address-
ing the security holders, has summa-
rized its reasons why holders should
object to the plan of Aug. 17 as
follows:

1. The company has $1,500,000 cash in
its treasury. The protective committee has
$400,000 cash on hand. .

2. The bonds of the International Rail-
way bought in for you have an estimated
value of nearly $2,700,000.

3. You are asked to give up title and
rights in $640,500 of underlying bonds, and
$200,000 of 7 per cent notes (including the
values mentioned in paragraph 2).

. The International Railway common
stock is your property.

5. The T7-cent fare

put in operation
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April-May, 1920, should continue to yield
additional revenues.

6. The §1,800,000 cash planned to be
raised by forcing you to purchase 93 shares
of voting trust certificates to provide for
capital expenditures over 1921 is extremely
drastic and premature.

7. A voting trust such as is proposed
would perpetuate for its term the man-
agement which declined to put in operation
a fare increase from 5 cents to 7 cents for
five months after it was granted the com-
pany.

8. The plan is unjust to bondholders
who are unable or unwilling to subscribe,
since they lose their entire investment.

Experts Criticise P. R. T.
Depreciation Plan

Lybrand, Ross Brothers & Mont-
gomery, public accountants, have re-
ported for 1919 to the city of Philadel-
phia on the finances of the Philadelphia
Rapid Transit Company under the
terms of the operating agreement of
1907. Unofficial summaries of the re-
port indicate that the company on Jan.
1, 1919, abandoned its practice of de-
ducting annually from its gross rev-
enues 15 per cent for renewals and up-
keep.

As of Jan. 1, 1920, the renewal
reserve appears to have dwindled to
$574,470. Out of the surplus in the
reserve renewal fund of $1,127,320, the
company applied $552,200 for mainte-
nance of way and structures and for
equipment and cars. In commenting on
the report the Philadelphia Record
says that “had proper deductions been
made from gross earnings by the Rapid
Transit Company for renewals during
1919, the company would not have been
able to show a net profit sufficient to
pay the annual dividend of 5 per cent
or $1,500,000 on its $30,000,000 capital.
Not until June of this year did the com-
pany pass up a dividend, and that was
for the first six months of 1920.”

The report comments as follows:

Previous to Jan. 1, 1919, the accounting
officers of the company maintained that
the charge against operation of 15 per
cent of the gross revenues was sufficient
to cover current maintenance and to pro-
vide a reserve from which replacements,
necessitated by depreciation and obso-
lescence, could be made. The officers now
state that the company has entered upon
an era of operation, by which the property
is maintained at a high standard of effi-
ciency, which makes unnecessary,
cycle of vears, any provisions for deprecia-
tion or obsolescence.

It is our opinion that the cost of renew-
als, which are inevitable, should be pro-
vided for from the operations of the years
during which the property is in use, and
not be borne by the years subsequent to
its retirement or replacement. Further-
more, the policy adopted by the company
is liable to abuse and is only defensible if
the principle of keeping the road up to its
greatest efficiency is rigidly adhered to.

Washington Lines Go Behind

It is reported that the rate of 8 cents
for cash fares or four tickets for 30 cents
which was put into effect last May on
the lines of the Washington Railway &
Electric Company, Washington, D. C.,
is not providing a fair return on the
valuation of the company. Indications
are now that on the current year the
revenues of the company will fall short
by $450,000 of the amount necessary to
allow a 6 per cent return on the prop-
erty. The higher rate was authorized
by the Public Utilities Commission of
the District of Columbia.

in a ’

Glasgow Has First Deficit
Previous Years of Profit, Which Allowed $997,238 to Be Paid to the
Common Good, Now Changed to Deficit

After having completed the repayment of its capital in 1917, thereby elim-
inating interest and sinking fund charges, the accounts of the Glasgow Corpora-
tion Tramway for the year ended May 31, 1920, show a deficit—the first in the

history of the tramway under municipal control.

The working -expenses have

been continually rising and this year overtook the receipts, leaving a deficit of

£108,531.

One of the reasons for this decrease in the last two years has been

the increase in 1919 from £400 to £700 per mile of single track in the rate of
depreciation of the permanent way. This railway is noted for its ability to allow
such a large percentage of its passengers to travel for the equivalent of 1 cent.

HE results for the year show that

I the ordinary income amounted to
£1,721,578 and the working ex-
penses, including payments to depen-

dents of employees serving with his
Majesty’s forces, to £1,558,161, thus
leaving a net revenue of £163,417. The

ordinary income of the previous year
was £1,531,320 and the working ex-
penses £1,249,989, leaving a net revenue

of £281,331. The decrease of 1920 over
1919 was £117,914, or 42 per cent. After
paying the Paisley District Tramways
Company, Ltd., income tax, parliamen-
tary expenses, interest and sinking
fund, and carrying a definite amount to
the depreciation and permanent way re-
newals fund, there was a deficit for the
year of £108,531. It will be noticed from
the income statement that the gross

INCOME STATEMENT—GLASGOW CORPORATION

Year ended May 31:

Révenue from transportation. ... ..........
Revenuc fromn other railway operations. . .....

Total railway revenue. .. ..............
Traffic expenses. .. .........
CGeneral eXpPenses. s - erc vt oontimmanz s s

General repairs and maintenance. .. ...............

Power expenses.........

Clydebank bridges. ...... I
Total railway cxpenses (excluding depreciation) .

Net operating revenue. . ............ o m AR wp g % e
Payment to dependents of employees serving with his Majesty’s
 {5) (o o PO

Balance carried to net revenue account.........

Non-operating income. ..

Gross income ;
Deductions from gross

Proportion of traffic receipts due Paisley District Tramway

Company, Ltd.......
Interest on eapital ........... ... ..
Sinking fund
Property and income tax. .........

Parliamentary expenses..........coeuneeeennnns
Depreciation fund.... o. -5« csumee st s swaeazs
Permanent way renewals fund. . ......... ... ..

Total deductions from gross income. .. ..........

Net income transferred to profitandloss. ............

* Deficit.

TRAMWAYS
Percentage
1920 1919 Change
........... £1,716,490 £1,527,487 +12.4
......... . 5,087 3,832 +32.8
£1,721,577 £1,531,319 +12.4
856,111 674,167 . +26.0
225,872 175,005 =129
........... 317,521 219,509 +44.7
........... 152,742 106,686 +43.2
........... 2,314 1,752 +32.1
vy isemng  £1:554,560] £1,177,109 +32.¢
£167,017 £354,200 —52.8
........... 3,601 72,869 —95.0
........... £163,416 £281,331 —42.0
........... 13,345 10,565 +26.3
£176,761 £291,896 —39.5
e I10,09% 9,755
i, 1,715 1
81,296 83,702
........ 1,056 - 123
...... 48,943 46,149
........... 137,299 137,394
.......... £285,293 £277,123
.......... *£108,531 £14,772

Year ended May 31:

Nliles of single track, ioxuecevsesesssmmmensiasmmaag

Total revenue car-miles. .
Total revenue car-hours.......
Ratio C.M. to C.H. (speed m

Revenue passengers, total. .
Trafficrevenue. ... .....oovvvniennnn.-
Average fare paid per passenger (pence) .
Traffic revenue per mile of single track. .. ..

Kw.-hr. (traction load and car lighting). . ...........
Estimated population served (city and suburbs)...........

Population served per mile of single track

Average distance paid for per passenger (miles) .. ...
Average traffic revenue per passenger (pence).......

Statistics per car-mile:

Average traffic revenue (pence)..................
Average total working expenses (pence) ..........

Average number of passengers............
Kw.-hr. (traction and;car-lighting)
Car-miles per revenue passengers. ..........

Car-miles per mile of single track............. S e

Statistics per car-hour:

Average traffic revenue (shillings)...............
Average total working expenses.................
Average number of passengers. ..................
Operating ratio—percent. . ........ooovvrvinnnen

Rolling stock:
Top covered cars.
Standard cars.......
Converted horse cars.
TEAINING CAT: ¢« » 5 s @ i3 sl s et

Total cars/in StOCk, . .. s« ioimis o i sln = s o= s
Average number of carsin use perday..............

STATISTICAL INFORMATION—GLASGOW CORPORATION TRAMWAYS

Percentage
1920 1919 Change
.......... 198.12 198.25
26,459,015 25,581,547 + 3.4
3,528,207 3,413,371 3.4
7.47 7.49 LS
509,339,886 464,246,677 + 9.7
£1,716,491 £1,527,488 +12. 4
0.809 0.790 + 1.4
£8,664 - £7,704 +12.5
...... 42,942,868 39,984,597 + 7.4
1,338,811 1,150,000 +16.4
........... 6,757 5,800 +16.5
........... 1.839 1.795 =2
........... 0.81 0.479. + 2.5
........... 15.57 14.33 + 8.7
........... 15.71 11.40 +37.8
19.25 18.15 + 6.1
1.62 1.56 + 3.8
0.05 0.055 — 5.4
........... 133,547 129,030 355
........... 9. 72 8.96 + 8.5
........... 8.82 6.90 +27.8&
.......... 144.0 136.0 + 5.9
.......... 90.3 76.8 585
.......... 865 828 + 4.5
30 30 a0
1 v/ —86.0
1 1
.......... 897 866 + 3.6
.......... 741.53 667.98 +11.0
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SIX CHARTS SHOWING STATISTICA
BETWEEN YEARS 189

L INFORMATION OF
5 TO 1920 INCLUSIVE

SEVEN ITEMS

~~— Passengers Carried ——

——— Traffic Receipts ——

Fare Number Per Cent Amount Per Cent

S 0 6 w0 0 ot 60000 SR RS 304,865,756 59.86 £635,137 37.00
i 55 5 s & it § ¥ 5 5 3 6 WG 4 5§ 142,076,326 27.89 591.985 34.49
13d. 37,989,011 7.46 237,431 13.83
2 12,394,898 2.43 103,291 6.02
23 5,596,692 1.10 58,299 3.40
3d.and upwards. . .......oiiiiiiii 6,417,203 1.26 90,047 5.24
NUNATIeS . N s et o R  WEESEhEEE  EEaies 301 0.02
TotalS. o ovieiiiieere e 509,339,886 100.00 £1,716,491 100.00

revenue for the year shows an increase
of £193,038 compared with 1919, and
that the average traffic revenue per
car-mile increased from 14.33 pence to
15.57 pence. This is very high con-
sidering that about 60 per cent of the
total passengers carried pay only 1 cent
per ride. The working expenses, eX-
cluding expenditure incurred on account
of the war, showed an increase of £377,-
441, or 32 per cent.

TRAMWAY DEBT PAID

The total tramway debt of the com-
pany was paid off in 1917. Since that
date new capital expenditure amounting
to £45,143 has been incurred. The
amount at the credit of the depreciation
and permanent way renewals fund on
May 31, 1919, was £449,006. A sum of
£163,663 was deducted during the year
to be expended on track renewal, ete.
The amount added to the fund was
£186,242, leaving the balance standing
at £471,585.

Rates of depreciation and permanent
way renewal as they now stand are:
Permanent way allowed £700 per mile
of single track, or £137,299; power
station and substations plant, 3 per
cent; cars, 5 per cent; electric equip-
ment of cars, 5 per cent; other rolling
stock, 15 per cent; Clydebank bridge, 5
per cent.

The total rolllng stock for 1920 was
897 cars, as compared with 866 in 1919.
Of this number, 429 are now fitted with
vestibules. The work of building new
cars is being pushed. During the year
thirty-seven new cars were put into ser-
vice.

LARGE PERCENTAGE PAY ONE CENT

As noted before, the company charges
about 3 penny (1 cent) as the fare of
about 60 per cent of the passengers.
The accompanying table gives the num-
ber of passengers carried during the

year at each fare and the revenue from
each fare, with percentages in each
case. There were 304,865,756 passen-
gers paying only % penny and the traffic
receipts from this group amounted to
37 per cent of the total receipts.

On an eighth of a mile less of track
and with a thirteen-hour day instead of
fourteen hours both the car-miles and
the car-hours increased 3.4 per cent.

The company has to pay taxes the

TRAFFIC REVENUE

same as a private corporation and gives
its profits to the common good. The
total number of employees was 7,195
in 1920, an increase over 1919 of 540.
Of this total for 1920, there were 1,784
motormen, 1,464 conductors and 467
conductresses. The change back from
women to men operators may be noted
by the fact that the conductors in 1919
were 800, while the conductresses were
1,087. The total payroll for the year
1920 was £1,129,909.

In the accompanying charts every-
thing seems to be advancing at a tre-
mendous pace. The operating expenses
are nearly overtaking the total receipts,
as seen by the fact that the operating
ratio is now more than 90 per cent.
But at the same time the passengers
carried have increased, as has the traffic
revenue per passenger. Car mileage,
although decreased in 1919 by 679,684
over the previous year, shows an in-
crease in 1920 over 1918 of 197,784,
making the total car-miles 26,459,015
for the year. Traffic revenue per car-
mile has increased uniformly since
1917. The average passengers per car-
mile since 1895 were 13.35, but the last
few years the number has been higher,
reaching 19.25 in 1920. The average
fare per passenger had a drop between
1911 and 1915, but is gradually gaining
again. The maximum average on this
curve was in 1910 with .96 pence and
the minimum was in 1915 with .76
pence. For 1920 the average was .81
pence. At the same time the average
working expenses per passenger are
increasing at a more rapid rate. For
1920, the average working expenses per
passenger was .73 pence.

PASSENGERS CARRIED

1.00

FARE pep pASSENGER ————~
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Ocean Shore Ceases Operation

The Ocean Shore Railroad, San Fran-
cisco, Cal., has ceased to operate. The
road was never completed, there being
a gap in the middle almost as long as
the completed part of the road. Con-
struction of the road was very expen-
sive. The traffic was never sufficient to
make the road pay, and recently the
automobile and motor truck have cut
into the road’s revenues. Finally the
100 employees made demands for an
increase in wages. At this point the
officials threw up their hands in despair
and discontinued operation.

Ten million dollars was spent in the
effort to build and operate the road.
After the stockholders had been wiped
out a committee of bondholders strug-
gled unvailingly for nine years to make
the road pay. Yet the situation is
not entirely without hope. The San
Francisco terminals of the company are
electrically operated. Rapid general de-
velopment of the territory through
which the road runs and the extension
of electric propulsion to the entire line
may possibly afford a way out.

Financial Plan Declared Operative

The protective committee represent-
ing the holders of the 4-6 per cent
bonds of the National Properties Com-
pany, Philadelphia, Pa., of which Evan
Randolph is chairman, has declared the
amended plan operative. The time for
the deposit of bonds, which expired on
Aug. 16, has been extended to Sept. 20.

A second protective committee with
V. Gilpin Robinson as chairman has
taken this position:

1. That full information as to all opera-
tions of the American Railways and the
National Properties Company since Jan.
1, 1916,cshall be given to all bondholders.

2., That the present condition of their
property as to resources and earning power
shall be made clear. )

3. That the provisions in the deed of
trust securing the bondholders shall faith-
fully be carried out.

4. That all claims that may be justly
found to lie against the National Properties
Company, any other company, or any indi-
viduals shall be prosecuted to the full ex-
tent of the law for the benefit of the Na-
tional Properties-American Railways bond-
holders.

5. That the plan which is finally pre-
sented to the bondholders be a plan that
gives those bondholders who pay any as-
sessment that may be necessary, the best
possible security for their money, and a
plan whereby those bondholders who can-
not pay an assessment get a square deal.

Bondholders are requested to deposit
their bonds with the Provident Life &
Trust Company, Philadelphia, on or be-
fore Sept. 8. If deposited with the
original protective committee, holders
are asked, if they so wish, to withdraw
their bonds and redeposit them.

The plan as originally proposed was
intended to supply the company with
additional cash and to take care of ob-
ligations which are in default." It was
devised principally because it had be-
come impossible satisfactorily to market
the securities of the subsidiaries owing
to the changed money conditions, espe-
cially as to interest rates. The details
were referred to in the ELECTRIC RAIL-
wAY JOURNAL for July 17, page 147,
and Aug. 14, page 334.

City Opposes Renewal Fund Use

The special traction counsel for the
city of Chicago, Chester E. Cleveland,
has notified the Board of Supervising
Engineers that it should not approve
any certificates of expenditure for new
equipment, which are to be covered by
surplus money in the 1907 contract
ordinance renewal fund. The use of
such money for buying new cars was
authorized by the Illinois Public Utili-
ties Commission as explained in full in
ELECTRIC RAILWAY JOURNAL of Aug. 14,
page 337, and commented on editorially
in the issue of Aug. 21, page 348. The
city, in its notice, reminds the board
members that they are bound by a con-
tract between the traction companies
and the city and that the use of the re-
newal fund money for buying new cars
would be contrary to the provision of
that contract. There is also an intima-
tion that the city will resort to court
action if the fund should be used in
this manner.

|
| Financial
| News Notes

Receiver’s  Certificates Retired. —
Judge Faris in the United States Dis-
trict Court has issued an order permit-
ting Rolla Wells, receiver of the United
Railways, St. Louis, Mo., to pay out
$2,300,000 of the company’s general
funds to retire $2,300,000 of 6 per cent
receiver’s certificates which fell due on
Sept. 2, 1920. The order disclosed that
the receiver had been unable to sell
any of the $4,200,000 of receiver’s cer-
tificates authorized by the court about
six weeks ago, because the bids were
too low.

Car Trust Certificates Offered.—Ham-
bleton & Company and the Fidelity
Trust Company of Baltimore, Md., re-
cently offered at prices to yield 8 per
cent $280,000 of 8 per cent car trust
gold certificates, Series of 1920, of the
Dallas (Tex.) Railway. The certificates
are dated Sept. 1, 1920, and are due
serially March 1, 1921, to Sept. 1, 1923.
They are in the denomination of $1,000.
Interest is payable May and September
at the office of the Fidelity Trust Com-
pany, trustee. The certificates are re-
deemable as a whole on thirty days’
notice at 1013 and interest. They are
secured by fifty specially equipped new
Birney safety cars built by the J. G.
Prill Comipany, upon which the company
will make an initial payment of about
20 per cent of the total cost.

Vote on Reorganization on Oct. 18.—
With a view to consummating the
amended plan of reorganization of the
United Railroads, San Francisco, the
stockholders of the Market Street Rail-
way will vote on Oct. 18 on authorizing
the new stock and bonds called for by

the plan, thus increasing the total cap-
ital stock to $32,150,000 and the author-
ized debt to $22,700,000. The capital
stock will be advanced from $18,750,000,
all common, to $32,150,000, consisting
of $11,750,000 of prior preference stock;
$5,000,000 of preferred stock; $4,700,-
000 of second preferred stock and $10,-
700,000 of common stock. The stock-
holders will also vote on increasing the
authorized bonded debt from $17,-
500,000 to $22,700,000 by authorizing
the issuance of $5,200,000 of five year
6 per cent notes to be secured among
other ways, by pledge of $5,200,000 of
the present authorized bonds. . The
meeting will also-act on increasing the
number of directors of the corporation
from five to eleven.

Dallas Still Far Behind.—The Dallas
(Texas) Railway carried fewer passen-
gers during July under the 6-cent fare
than during May under the 5-cent fare,
according to statistics given out re-
cently by Richard Meriwether, vice-
president and general manager of the
compary., During May 5,682,705 pas-
sengers were carried while during July
only 4,976,398 passengers rode on the
cars, a decrease of 706,307. The com-
pany, even with the 6-cent fare, is not
earning the return authorized under the
terms of the franchise granted on April
3, 1917. The shortage for the month
of July amounted to $19,566. Mr. Meri-
wether’s report shows a total valua-
tion of $8,863,005 on which a return of
7 per cent is authorized by the fran-
chise, thus giving a net return of $51,-
700." The gross income from all sources
for July was $275,391, and the operat-
ing expenses $243,257, leaving net earn-
ings of $32,134, This gives an accumu-
lated shortage for the thirty-four
months’ operation under this franchise
amounting to $566,790.

Receiver Named for Hamburg Rail-
way.—John F. Burke, Buffalo, N. Y.,
was named receiver on Aug. 31 by Jus-
tice Alonzo Hinkley in Supreme Court
for the Hamburg Railway Company,
Buffalo, under $10,000 bond. The re-
ceivership order requires that the Pub-
lic Service Commission be asked to de-
termine what sum the company will be
required to pay for power to operate its
cars to the Buffalo & Lake Erie Trac-
tion Company’s terminal at Bay View,
N. Y., and what sum the Buffalo & Lake
Erie Traction Company shall be re-
quired to pay for the use of 2 miles of
the Hamburg line’s tracks. Mr. Burke
was the choice of the majority bond-
holders for receiver. . He is a large
bondholder. With the appointment of a
receiver for the Hamburg Railway,
which has been operated as part of the
Buffalo & Lake Erie Traction Company
system, the Buffalo & Lake Erie Trac-
tion Company was compelled on Sept. 1
to suspend local service over the Ham-
burg line. The receiver for the Ham-
burg line prohibits the Buffalo & Lake
Erie Traction Company from making
local stops between Buffalo and Bay
View. The Buffalo & Lake Erie Trac-
tion Company operates between Buf-
falo and Erie, Pa.
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Traffic and Transportation

Iowa Lines Raise Fares

Cedar Rapids and Masm'l City Com-
panies Raise Rates Under Terms
of Supreme Court Decision

Acting under the terms of a recent
decision of the Iowa Supreme Court,
two electric railways operating within
the State have raised their fares. They
are the Cedar Rapids & Marion City
Railway, Cedar Rapids, whose rates are
now 8 cents, and the Mason City &
Clear Lake Railroad, Mason City, which
is also charging an 8-cent cash fare.

The opinion of the Supreme Court
was rendered in the case of the appeal
of the Ottumwa Railway & Light Com-
pany, Ottumwa, from a ruling of the
lower court which denied the company
an injunction restraining the City of
Ottumwa from reducing the fare from
6 cents to 5 cents. The higher court
ruled that a contract between a city
and a railway which fixes a permanent
fare has never been sanctioned by the
Legislature of Iowa, and that, there-
fore, rates fixed in such a contract may
be changed. The court further held
that it is against public policy to con-
tract for unchanging rates and that
there must be no such contract because
its enforcement might fasten an exorbi-
tant charge on the patrons, or on the
other hand a rate that will confiscate
the property of the utility.

COMPANIES QUICK TO ACT

This ruling of the court has been in-
terpreted by the managements of
several Iowa properties to mean that
inasmuch as the rate of fare specified
in a franchise is not binding, the com-
panies have the right to put in force a
rate of fare which is not unreasonably
high. The order is further interpreted
to mean that the rate of fare need not
be one which just misses being con-
fisecatory, but one which is reasonable,
taking into account the cost of money
to utilities. The decision is therefore
regarded as of considerable importance
to the electric railways of the State,
since it apparently means that the com-
panies will be able to maintain their
properties and render adequate service.

The rate increases at Cedar Rapids
and Mason City were made upon the
companies’ own initiative. It is re-
ported that the higher fare went into
effect in both cities without any frietion
or complaint from the public. The
Cedar Rapids company announced that
the wages of its 200 employees would
immediately be advanced. The Iowa
Railway & Light Company, which oper-
ates a few cars in local service in Cedar
Rapids, also increased the fare to 8
cents.

A feature of the new Mason City rate
is the sale by the company of a monthly
ticket by the use of which it is possible

to make each ride at a cost of as low
as 6 cents. The tickets, or passes, are
sold for $1 each and each is good for
one month only. The plan is designed
to take care of the steady rider. Each

time the holder of a pass boards a car-

he shows the card and gives the con-
ductor a nickel. Af forty rides a month
his fare is 7% cents; at fifty rides, 7
cents; at sixty rides, 6% cents; at
seventy rides, 6.4 cents; at eighty rides,
6.2 cents; at ninety rides, 6.1 cents, and
at 100 rides, 6 cents. The cards are
issued to individuals and are not trans-
ferable. They are not issued to com-
panies. Each card is stamped with the
date of issuance and the holder’s name.

Seven Cents in Oklahoma City

A T-cent fare with four tickets for
25 cents took effect on the local lines
of the Oklahoma Railway, Oklahoma
City, Okla., on Sept. 10. The fare was
formerly 5 cents. The new rates were
authorized by the State Corporation
Conmmission.

Some four or five months ago the of-
ficers of the Oklahoma (Okla.) Rail-
way took up with the Mayor and City
Commission of Oklahoma City in an in-
formal way the matter of increased
fares on the city lines. The situation
was explained fully and about the
middle of June a formal petition was
presented to the commission asking for
a T-cent fare, four tickets for 25 cents.

The Mayor suggested that a commit-
tee of five men be appointed and an
independent auditor be retained at the
expense of the railway to investigate
the finances of the company and report
to the commission. This plan was
agreed to by the railway and the com-
mittee and the auditor were appointed
by the Mayor. The auditor went into
the affairs of the railway very thor-
oughly and submitted a report early
in August to the committee to the ef-
feet that the company was unable to
function properly under the 5-cent fare
with the universal transfers in effect
since the company was organized.

After a thorough study of the re-
port the committee voted to recom-
mend the increase which had been re-
quested. On the committee was a rep-
resentative of the labor unions. This
member voted under instructions from
the labor council and was the only
member of the committee to go on rec-
ord against the increase. The Mayor
and the City Commission, after going
over the report, passed an ordinance
permitting the provisions of the fran-
chise which requires a 5-cent fare to
be waived for three years and decided
in favor of an increase in fares in aec-
cordance with the recommendations of
the committee subject to the approval
of the State Corporation Commission.

Losing $2,772 Daily

Kansas City Railways Tells Municipal
Authorities It Must Have More
Revenue—Asks Higher Rate

Service is being furnished by the
Kansas City (Mo.) Railways at a daily
loss of $2,772. This fact is brought
out by the company in a letter which
it has addressed to Mayor Cowgill and
other municipal officials as well as to
the Chamber of Commerce and the
daily newspapers. In this communica-
tion the railway management outlines
the reasons for its recent application
to the State Public Service Commis-
sion for authority to raise its fare.

FLEXIBLE FARE PROPOSED

To meet the present situation the
company proposes to install a flexible-
fare system wunder which the rate,
based on present prices, would advance
from 8 cents to 9 cents, with six tickets
for 50 cents. This would mean a rate
of approximately 8.5 cents a passenger.
The average fare is now 7.42 cents,
while the cost of furnishing service is
8.23 cents for each revenue passenger.

Increases in wages and in the cost
of fuel have been largely responsible for
its present predicament, says the com-
pany. During the past year wages
have risen by approximately $1,000,000,
while the price of coal has advanced
from $3.43 to $4.46 a ton. The com-
pany points out that for the period
of March, April and May it operated
at a loss of $255,056.

The company’s letter follows in part:

The street railway business is bottomed
upon the theory that it will have a mo-
nopoly of the community’s transportation.
Upon this theory it is regulated and con-
trolled by law, both as to its operation and
its earnings. Upon this theory it is re-
quired to operate development service upon
lines and in -districts where present traffic
does not pay the actual cost of operation.
It is required to operate owl cars which
are non-paying ; to maintain certain service
standards regardless of whether they pay.

JITNEYS ADD TO COST

We, of course, feel that the best interests
ot the Kansas Cities are not served by
permitting the operation of jitneys. We do
feel that the transportation of a city cover-
ing eighty-nine square miles, with a popula-
tion of 450,000, and now served by 315
miles of street railway, can never be ad-
equately furnished by this form of trans-
portation. In the first place, if automobile
transportation should attempt to furnish
the service now given by the Kansas City
Railways it would be an economic im-
possibility. . @

DiviDENDS NoOT ASKED

In view of the facts as above set forth,
and which are established by exhibits, or
which can readily be ascertained from the
city’'s representative on the Board of Con-
trol, we are asking for a fare that will
make possible the present high grade of
service; to pay adequate wages to our
employees; and to pay a legal rate of re-
turn to those whose money is invested in
Kansas City’s strcet railway facilities. We
are not asking for profits or dividends, nor
do we expect them. )

We regret the necessity for this step and
would welcome any condition that would
make possible a reduction in car fares.
We submit for your consideration the fact
that the removal of jitney competition and
the reestablishment of the transportation
business of Kansas City upon the proper
basis would make possible a reduction
under what will otherwise have to be
charged. Wo do not believe that it is just
or for the best interests of Kansas City
that the 350,000 people who daily avail
themsclves of our service should be re-
quired to pay a penalty of approximately
1 cent a car ride in order to supply jitney
service to a small minority.
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Bridgeport Cars to Runi Again

Connecticut Company Plans to Restore Service on Its Lines There on
Sept. 20, Following Council’s Action in Restricting Buses

Bridgeport’s electric cars are “coming back.”

Service will be restored by the

Connecticut Company on its Bridgeport city division on Sept. 20. Announcement
to this effect was made by Lucius S. Storrs, president of the railway, on Sept.
8 following the action of the Bridgeport Common Council the evening before
in passing a new ordinance ruling motor buses off the principal streets served

by the railway.

The resumption of trolley operation will end a ‘“vacation”

lasting nearly two months, during which Bridgeporters have been dependent
for transportation upon jitneys or private automobiles.

cil on Sept. 7 restricts jitney

operation to certain designated
streets and to districts for the most
part entirely without electric railway
facilities. Bus competition with the
railway is halted through the elimina-
tion of the “jits” from the central sec-
tion of the city. There is, however, no
attempt to do away with the buses en-
tirely. In the future the jitneys are to
furnish a service complementary to the
railway. '

FFIIE measure passed by the Coun-

Enps EiGHT WEEKS TIEUP

The resumption of trolley service in
Bridgeport will come just eight weeks
after the cars were taken off the streets
because of the Council’s failure to reg-
ulate the buses. A previous ordinance,
which would have meant the elimination
of all jitney operation, was declared
invalid by Judge Banks on July 22 be-
cause it delegated the Council’s power
to fix routes to the board of police
commissioners. The Council took no
action to enact a new ordinance along
the lines indicated by Judge Banks.
The company therefore ceased opera-
tion on Aug. 2.

Under the provisions of the new law
five routes are specified which the buses
will be requirved to follow. Several of
these routes traverse the city from east
to west, largely through streets not hav-
ing trolley tracks. A penalty of $100
is provided for each violation of the
ordinance. Those sections of the meas-
ure with “teeth” follow:

Section 2: No person, firm or corpora-
tion shall operate a public service motor
vehicle along any other streets than those
established and fixed in this ordinance as
traffic routes.

)

Section 3: Any person, firm or corpora-
tion violating any of the provisions of this
ordinance shall pay a fine of not more than
$100 for each offense.

This ordinance shall take effect Septem-
ber 20, 1920.

PRESIDENT STORRS SATISFIED

After studying the ordinance as
passed, President Storrs announced that
it was satisfactory to the company and
that the company would resume oper-
ation in Bridgeport on Sept. 20, the
day on which the new statute will take
effect. In a letter to Mayor Wilson of
Bridgeport cn Sept. 8 Mr. Storrs out-
lined the railway’s position as follows:

I have before me a copy of an ordinance
passed by the Common Council last night

regulating the jitneys within the city of
Bridgeport, under which the operation of

the buses is confined to certain specific .

streets. 'The most important of these routes
are limited to areas within the ecity not
supplied with any other means of public
trensportation and in two cases along
& ‘-ets where we have been unable to com-

ply with the desires of the city for an ex-
tension of tracks due to our inability to
obtain the necessary funds. Other routes
have been defined operating from the city
line on the west to the city line on the east,
largely through streets not having rail-
way tracks, * * *

Now that the city of Bridgeport has
expressed its preference for the electric
railway operation with buses mainly regu-
lated to a complementary service, we will
be prepar-d to resume service on Sept. 20,
and will give the people of Bridgeport the
best service that can be produced with the
facilities which the company controls. We
feel confident that we will be able to sat-
isfy the public in this regard and trust that
in the future the relations betwezn the city
and the company may always be upon a
co-operative hasis,

Mayor Wilson, speaking in behalf of
the Bridgeport public, expressed satis-
faction with the Council’s action. The
Mayor issued a statement on Sept. 7,
prior to the passage of the measure, in
which he said:

The conclusion reached by the Ordi-
nance Committee of the Common Council,
in their consideration of the problems of
bus and trolley traffic, and which have been
embodied in the ordinance reported to the
Council this evening, will, in my opinion,
receive the cordial endorsement of the pub-
lic as they are based upon a full knowledge
of the situation.

Throughout the hearings and conferences

with both the bus and trolley interests there
has at all times been evident the utmost
harmony, and it is gratifying to note that
in the final outcome the interests involved

“have gracefully concurred with the Ordi-
nance Committee in their efforts to pro-
vide transportation facilities which will
meet the requirements of the community as
a whole

The bus routes have been planned with a
view of providing adequate service of that
nature without undue interference or com-
petition with the operation of cars over the
established routes while, at the same time,
providing free choice and opportunity for
the use of either or both by the riding pub-
lie, and at the same time to provide trans-
portation facilities to many sections of the
city not now enjoying the same.

The jitney drivers, while dissatisfied
with the regulations, are prepared to
continue operation over the designated
routes pending a thorough trial of the
vew plan. A formal statement issued
on Sept. 8 in behalf of the jitneymen’s
association said in part:

Jitney officials feel that the ordinance
passed last night by the Board of Aldermen
will prove wholly unsatisfactory to the pub-
lie. = With this particular factor in view
we could not reasonably agree with the
ordinance as indicated. The report of the
Mayor’s commission met with our approval,
but for some reason or other which has not
yet been explained to us, this same com-
mittee, after working for weeks to com-
plete the work assigned to it, over night
seems to evince a complete change of
attitude. Those on the committee who
might possibly have taken our view of the
situation were wholly eliminiated from the
joint discussions. *

An ordinance similar to that approved
in Bridgeport has been recommended
to the Board of Aldermen of New
Haven and probably will be passed at
the meeting of the board next Monday
night. New Haven had been notified

that trolley service probably would be
suspended there as in Bridgeport if
ruinous jitney competition was not
restricted.

Indiana Lines Urge Raise

Charles L. Henrif and R. I. Todd
Appear in Interests of Inter-
urban Railways

Declaring that Indiana must take
steps to prevent confiscation of coal by
railroads in times of emergency,
Charles L. Henry, president of the In-
dianapolis & Cincinnati Traction Com-
pany, appeared before the Public Serv-
ice Commission on Aug. 31 in behalf of
that company’s petition for increases in
freight and passenger rates.

Mr. Henry stated to the commission
that during the recent serious coal
shortage, when the company was daily
facing curtailment of service through
lack of fuel, the railroads held several
carloads of coal, bought in the open
market at a high price, and gave the
traction company no information as to
the whereabouts of the coal until the
crisis had passed. This coal, he said,
was valued at $15,899, bought at a
price of from $8.75 to $10.75 a ton.

SLIGHT RISE IN REVENUE

Mr. Henry presented figures to the
commission showing that for the first
twenty-six days in August of the pres-
ent year, revenue from passenger serv-
ice increased 6.96 per cent over the
corresponding period in 1919. Pas-
senger business increased 1.3 per cent
in a corresponding period, he said,
making an average increase of 38% pas-
sengers hauled a day. The business of
the company in July of this year in-
creased 17.5 per -cent over July, 1919,
his figures showed. .

Mr. Henry said the company is now
facing the necessity of paying about
$4.85 a ton for contract coal, as against
the price of $3.20 under its last con-
tract. The company was unable to lay
in a reserve supply of coal, and was
forced to buy most of its coal on the
open market.

A hearing on the petitions of the
Union Traction Company of Indiana
and the Gary & Southern Railway were
to be held in the afternoon.

Requesting that if the Public Service
Commission sees fit to deny an increase
of rates for the Terre Haute, Indianap-
olis & Eastern Traction Company, the
order be held in abeyance pending the
granting of increased rates to steam
roads, representatives of that company
presented a petition to the commission
to increase rates to 3.6 cents a mile for
passenger service and a 40 per cent
increase for freight rates. R. I. Todd,
president of the company, testified that
at present the company is merely meet-
ing operating expenses, but a deficit
appears when the interest on borrowed
money is paid. Based on a 3.6-cent
fare and a 40 per cent increase in
freight rates to ¢over the increased
cost of coal and other items, the net
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income for the ensuing twelve months
would amount to $872,000, or approxi-
mately 6.77 per cent on the original
investment, on a valuation basis of
$32,000 a mile for the road.

Mail Pay Advanced

I. C. C. Hands Down Long-Expected
Finding, Defining “Fair and Rea-
sonable” Rates and Condition