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Coal Storage

The results of the tests on coal recently made by the
United States
losses in coal, while in storage, are so small that they are

Bureau of Mines show that the calorific

not worthy of consideration, and that the real problem
of coal storage is one of protecting the coal against spon-
tancous heating and slacking. This protection is more
necessary with the lower grades of soft coal used through-
out the West than with anthracite. Quite a number of
the larger utility companies in the Western territory have
evidently anticipated the results of these tests and have
built at central points large basins or coal storage pits for
storing

low-grade coals under water. In this territory at

certain periods of the year the markets are flooded with
soft coal screenings,
Screenings have been found to have great fuel

value, particularly when mixed with crushed run-of-mine,

and the price per ton drops to a
minimum,

but they are consumed at a uniform rate throughout the
year. This condition required some economical method of
storage, and the coal storage pits resulted. The practice
of storing screenings has had a tendency to increase the
but at

the same time the annual power house fuel costs are kept

average annual market value of the screenings,
more uniform. A great deal of care was exercised in
locating these pits with a view to a minimum cost of re-
handling, and in several cases special loading and convey-
ing machinery has been installed. These pits are also
found to be of great value during extended strike periods
in the mining industry, and a real economy in power pro-

duction costs has resulted.

Railway Capital Needs

The comprehensive report of the Railroad Securities
Commission, which was transmitted to Congress this week,
emphasizes the importance, in whatever attitude the gov-
ernment may take finally on this subject, of encouraging
further Thus, the
commission says, that, as a result of the present misunder-

investment in railway development.
standing, the necessary development of railroad facilities
is now endangered by the reluctance of investors to pur-
chase new issues of railroad securities in the amounts re-
quired, and that this reluctance is likely to continue until
the American public understands the essential community
of interest between shipper and investor and the folly of
attempting to protect the one by taking away the rewards
of good management from the other. It is axiomatic that
no public utility located in a developing community can
meet the increasing needs of the public without constant
addition to its facilities.
trackage is not needed, additional cars, terminal facilities

If, in the case of a railway, more
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or other improvements are required from time to time.
The bankers, the direct purchasers of bonds to whom the
railways look for capital, acquire these securities as mer-
chants, and are willing to take them only when the public
1s equally ready to absorb them in small lots without un-
reasonable delay and at a price which yields the under-
writer a profit for the risk and the use of his money.
When additional stock of a railroad is issued
struction purposes the best market is found, as a rule, with

for con-
the existing shareholders. In order that they may be
encouraged to buy, however, it is advisable that the sub-
scription price be sufficiently below the market to afford a
profit. Anything which tends to destroy the expectation
of the shareholders of a reasonable profit tends to make it
impossible to finance by the issue of stock. The only other
avenue open for financing is through the issue of bonds,
and the danger of continual resort to this class of security
is that the fixed charges of the property may, in time,
reach an amount that cannot be earned in periods of busi-
ness depression. Dividends can be cut or passed in times
of severe financial stress. If the conservative report of the
commission is effective in restoring conditions by which
capital will turn freely again to railway investment, it will
have accomplished an act of signal service to the country.

The Thirty=eighth Street Substation of the Brooklyn

Rapid Transit System

Substation design and operation have followed such set
lines within the past decade that it is almost startling to
find a variation from the fixed types. It is, therefore, rather
satisfying to present elsewhere in this issue a description of
the Brooklyn Rapid Transit System's latest substation which
does embody several noteworthy improvements in the ar-
rangement and use of the apparatus. Doubtless the most
commendable feature of the building itself is the ample
provision for natural light and ventilation. Despite the
obvious need for light and air, there are plenty of city sub-
stations which seem to have been designed for operation by
bats and moles rather than by human beings. It is hardly
needful to point out that a dark and poorly ventilated build-
ing tends to depress the men who work in it instead of
keeping them alert for emergencies. The cost of a skylight
is not too high a price for better service. In addition, the
rules for the protection of the employees and for insuring
the proper sequence of operations in starting the machinery
show that much thought also has been given in other direc-
tions toward eliminating human error in substation service.
The arrangement of equipment in so large a plant as the
Thirty-eighth Street substation was quite a problem on ac-
count of the limited space. Nevertheless, it was found pos-
sible so to install the apparatus that a man can start a
rotary converter without first rushing into the cellar or
climbing into the gallery, as is necessary in some other
stations. The ample clearances and the abundant light
insure freedom of movement, ease of inspection and general
neatness. Although no benchboard is installed, there are
various auxiliary circuit lamps on the switchbodrd to indi-
cate to the operator at a glance the condition of the more
remote apparatus. The use of a duplicate high-tension bus
is uncommon, but it is justifiable in a substation of such im-
portance as this. Another innovation is the provision for
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starting the rotaries from a main transformer in case a
starting transformer is disabled. The adoption of hinged
wire-glass .doors for the oil-switch compartments proves

. that room for betterment may exist even in thoroughly

standardized devices. The blow-up of a high-grade oil
switch of to-day is a remote possibility, but it is well to take
precautions which will insure little or no damage even if an
accident does occur.

INCREASES IN WESTERN INTERURBAN FARES

The increases in fares made on certain lines in Massa-
chusetts are familiar to most if not to all of our readers,
but it may not be so generally known that fares have also
been increased on various Western roads to furnish needed
Those described in the article published
elsewhere in this issue followed periods of experiment

larger earnings.

with lower rates of fare which were established to demon-
strate whether they would stimulate a greater density of
trafic. Larger loads at a lower rate of fare may lead to
better earnings under some conditions than lighter loads
at a higher rate of fare, but on lines of relatively small
trathic there is not sufficient business to furnish the car
loads required to justify much of a reduction in rates.
This was demonstrated by Clement C. Smith, the president
of the Wisconsin companies whose experiences are re-
ported. The experimental low rate of fare had substantially
no effect on the development of traffic. ’

As the need for greater revenue was plain, it was decided
to make an increase, but not until after a full explanation
had been given to the public of the reasons for the change.
The statement issued was much more than a declaration
that the money was needed. It showed, first, that the com-
pany had assumed additional expense as a result of an
advance in the wages of trainmen. It referred to the
doubling of taxes and the higher prices of all materials
entering into the costs of electric railways. It also directed
attention to the necessity of a provision for depreciation,
which was made emphatic by the decision of the United
The
statement was concluded with a declaration of the interest

States Supreme Court in the Knoxville water case.

of the company in the communities served and a frank
expression of willingness to open the books for inspection
at any time in order that full evidence of the necessity
of the step taken might be had by any who were interested.
It was reasonable, strong and convincing.

Partly as a result of these careful preliminary steps the
increases in rates have been maintained, and have resulted
in a greater revenue. As is shown by the figures presented,
a larger revenue was secured notwithstanding that there
was a reduction in the number of passengers carried. This
reduction is attributed to the less favorable business con-
ditions in the communities served and not to the increases
in rates. This lessening in industrial activity, without a
coincident advance in railway rates, would have had a
marked effect upon earnings.

Each of the properties described in our article, if taken
by itself, is a comparatively small system, but the manifest
condition of finances which made higher earnings impera-
tive to financial progress is just as applicable in. principle
at this time to the electric railway situation as a whole as
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if the properties had been among the largest of thc inter-
urban railways of the country. Part of the lines, at least,
had been involved in heavy loss because of their inability
under a precdecessor company to become established on a
basis of satisfactory earning capacity. In this respect also
the lines are like other interurban systems in the Central
West which include properties acquired at foreclosure or
forced sale.

For years it was the theory of promoters and others that
interurban electric railways could operatc for less than
the steam railroads. The reasons for this belief then were
not wholly illogical. They consisted of an apparently ten-
able theory that an electric railway operating one or two
trains an hour could secure greatcr revenue from the fixed
investment in the track and other main elements of the
property than a steam line operating a few trains a day.
With this hope many roads were promoted, and a number
of the properties remain in the aspiring hands of those who
built them, while others have passed to the control of those
who purchased the securities.

Time has revealed reasons for dissatisfaction. It has
shown that between active centers of population and busi-
ness there is the real public demand that was anticipated
for the hourly or two-hourly service maintained by the
interurban electric railway. But it has also shown that
this service, like other similar forms of progress, is adapted
to successful patronage when certain conditions prevail, and
that in the absence of these conditions unfortunate results
may ensue. Such conditions relate to a favorable rate of
progress of the industries of the territory; to the manner
in which business in the district is sustained through occa-
sional periods of depression; to the development of liberal
riding habits by the population; to the degree of competi-
tion from other transportation agencies, and to other like
considerations.
has hurt the interurban roads is the movement for low

In addition to these, an influence which

rate passenger fares on steam railroads. Whether the inter-
urban electric lines were subject to similar reduction or
not, the movement led to agitation for a reduction in the
rates of all railways. Such a sentiment has discouraged
the managements of some interurban lines from making the
increases in rates with which they had hoped to overcome
the higher costs of operation.

The final inimical cffect on interurban operation of some
of the conditions affecting traffic earnings might have been
anticipated if foresight had been as sure as hindsight, but
if these conditions had been as plain to the eye before con-
struction as they were after a few years of operation,
some of the roads which are now furnishing valuable
service to the community would not have becn built. Gen-
eral business throughout the country has not been as fa-
vorable as the outlook five ycars ago promised. There has
been an increasing public outcry against costs of living;
and the interurban lines have not generally believed it
possible to advance rates sufficiently to offset the greater
expenses that confront them.

Mr. Smith, by his experience with the properties de-
scribed, gives encouragement to lines whose needs of in-
creased revenues are clear to tell the facts to the public
and
acceptance of the higher charges.

rely upon the fair-minded attitude of citizens for
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SPREADING THE PEAK LOAD

The complaint about the excessive peak loads on electric
railways in industrial communities is not a ncw ounc, but
hitherto no united attempt has been made by the railways
themselves to show how rush-hour traffic could be more
effcctively distributed. It is a welcome sign, thereforc, that
this matter is one of the subjects which has been assigned
to the committee on passenger traffic of the Amcrican Elce-
The
peak-load evil is to be found at its worst not in large cities

tric Railway Transportation & Traffic Association.

with a variety of industries, but in towns with less than
half a dozen enormous manufactories, all of which open
and close their gates at the samc time. Steam railroads
usually handle situations of this kind mercly by keeping a
number of outworn passenger cars in rescrve on the fac-
tory sidings. On the other hand, the public demands bet-
ter service from an electric railway and looks askance even
at the single-truck trailer. It goes without saying that the
economic aspect of using a motor car for enly cne or two
round trips a day is distinctly unfavorable. Yet even if
the cars were available, it would be well-nigh impossible
to find crews for them unless a company could afford to
give men a day’s pay for two hours’ work.

These facts are obvious to the railway manager, but not
so to the public. All that the latter sees is cars loaded to
the guards, and complaints and sarcastic comments about
overcrowding are common. Few people realize that the
railways are not only willing but anxious to improve these
conditions but are powerless to do so. The solution is out
of their hands and, in the case which we are considering,
that of a factory town, almost entirely in the hands of
the public.

very earnestly with the factory owners in a certain

In one such case the subject was taken up

city to try to induce them to agree among themselves so
that a slight shift should be made in the working hours
of some of the factories. No attempt was made to advo-
cate a longer or a shorter day, but simply that the hands
in all of the factories should not begin and finish work at
exactly the same time.
minutes, or better, of thirty minutes, would accomplish

what was wanted, but the appeal was unsuccessful.

Even a slight shift of, say, fifteen

One reply often made to a suggestion of this kind
has been that such an arrangement would upset the balance
of inter-department production and distribution. This sort
of objection might be valid in the case of a rolling mill or
bakery, but it would hardly apply to a shoe factory or other
shop where such things as “critical temperatures™ are un-
known. There is, for example, a large establishment in
New York where one group of men work from 7 a. m. to
5 p. m., another from 7 a. m. to 6 p. m. and a third from
0 a. m. to 5 p. m., although their activities are interdepeinl-
ent. It is quite likely that the employers’ real objection to
a change in working hours is the fecling that any read-
justment will provoke labor troubles. If this is true, it
would seem that the campaign for better distribution of
rush-hour traffic should be directed toward educating the
wage-earning public rather than the employers. No sensi-
ble man is likely to be dissatisfied because his workday has
been put forward or backward for a few minutes or even

for half an hour if he should profit by the change.
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The Thirty-eighth Street Substation of the

Brooklyn Rapid

Transit System

Among the Interesting Features of This Substation Are the Simplicity of Layout, the Compact Arrangement and Accessibility

of the Equipment, the Interlocking and Indicating Devices and the Provisions for the Safety of the Employees

Since May 28, 1909, the Brooklyn Rapid Transit Systemn
has had in service a substation on Thirty-eighth Street be-
tween Fourth and Fifth Avenues. The ultimate capacity
of this station will be 10,000 kw; of this 6000 kw is now
installed in 2ooo-kw units. The station is located in the
South Brooklyn section about midway between the Brooklyn
Bridge and the beaches. [t is tied in on the side toward
New York with the d.c. generating equipment of the Central
power station and on the ocean side with the New Utrecht
and Southern substations. In common with these distrib-
uting points it supplies power to the West End, Culver
and Bay Ridge elevated lines and to the Second Avenue,
Third Avenue, Fifth Avenue, Hamilton Avenue, Fifteenth
Street and Thirty-ninth Street surface lines. The follow-
ing paragraphs will describe the constructional and oper-

the roof is the unusually large monitor skylight to insure
ample natural light and ventilation. The side and end
windows of the skylight are controlled from the floors or
gallery by means of a bevel-gear transmission. The window
system was also arranged to secure liberal lighting and
ventilation, as will be readily apparent from the view of the
intertor. Most of the side windows are 16 ft. 6 in. high
x 4 ft. wide and of four-sash construction. The upper two
sashes are pivoted. The lower sash is of sliding type. The
lower sashes as well as the lights indoors are protected by
iron grill work. All glazing throughout, including the en-
trance doors, skylight and oil-switch compartment doors, is
of Mississippi wired glass for fire protection and durability.

The cross-section shows that the station is divided into a
main section in which are installed the transformers, ro-
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Brooklyn Substation—View of the Three Rotaries and of the High-Tension Equipment on the Main and Gallery
Floors of the Thirty-eighth Street Substation

ating features which are typical of the advanced methods
originated by the engineers of this company.
BUILDING CONSTRUCTION AND LAYOUT

The building was erected on a plot 50 ft. wide x 100 ft.
deep to a height of 31 ft. 6 in. from the main floor to the
bottom of the roof girders. The general construction and
the arrangement are shown in the accompanying cross-sec-
tion, which also indicates in part the character of the build-
ing materials. The exterior is of red brick, the interior
wainscoting of enameled brick, while buff brick is used for
the rest of the inside walls and for the oil-switch and high-
tension bus structures. Concrete is employed exclusively
for all foundation walls and flooring. The roof consists of
a steel frame which carries reinforced concrete slabs with
a tar and gravel covering. The most striking feature of

taries and switchboard, and a side bay with gallery. The
main floor of the substation accommodates the high-tension
oil switches, selector switches and starting set transformers,
while on the gallery or upper level are the high-tension bus
and synchronizing transformer compartments, a front room
for employees’ toilet and lockers, and a rear room for a
storage battery. The basement under the main floor is
divided into two sections by the rotary foundation wall and
contains an air room of ample size directly under the rotary
transformers and a passageway under the rotaries. The
incoming high-tension feeders and outgoing d.c. feeders
enter or leave the building underground through vitrified
conduit to feeder pits which are constructed along the side
walls of the building. These feeder pits are covered by re-
movable slate floor slabs. The crane girders for a 25-ton
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manually operated Reading crane of 35-ft. span are carried
by the main side wall pilasters and by the latticed columns
which support the roof girders and gallery.

Ample clearances are obtained throughout the building,
as may be seen, owing to the arrangement of the equipment.
The principal dimensions are as follows: height from floor
of main section to base of crane, 24 ft.; width of main
section over all, 36 ft. 8 in.; clearance between rotary
pedestal switches and switchboard, 9 ft. 63% in.; clearance
between switchboard and pllasters, 2 ft. 11 in.; width of
bay, 10 ft. 4 in.; clear height of lower floor of bay, 11 {t,
and of upper floor, 10 ft. 6 in.

ARRANGEMENT OF CIRCUITS

Current is received, 4t the station at 66oo volts, three-
phase, 25 cycles, but tie wiring and installation in general
has been laid out for 4he eventual use of 11,000-volt lines.
The accompanying sk;tch represents a schematic wiring
diagram of a high-terision feeder and a rotary and shows
that the high-tension feeder on leaving the pothead passes
through the feeder oil switch and selector switches to the
main or auxiliary bus and then from either bus through
similar rotary selector switches and oil switches to the main
transformers and rotary. IFrom that point the current
passes to the d.c. bus and outgoing d.c. feeders.

All d.c. feeders leave the station underground to man-

—~

:2 Bottom of Roof Girder
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the rotary is made through a 4500-amp hand-operated
pedestal switch, one being located in front of cach rotary.
This arrangement gives the shortest practicable connection
from the negative bus to the machine. From the cross-
section, showing the arrangement of equipment, it will be
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Brooklyn Substation—Cross-Section, Showing Tunnels, Ducts and Location of the Principal Apparatus

holes in the street and thence are distributed by subways or
along the elevated structure, according to conditions. The
ground wires enter at the front of the building, where they
connect to the negative bus which is installed along one wall
of the passageway under the rotaries. The connection to

noted that the wiring from the potheads to the d.c. feeders
is as direct as possible, any unnecessary looping being
avoided.

Fach phase of the high-tension line, after leaving the
pothead, is carried on high-tension porcelain insulators
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through separate brick or alberene compartments to the
high-tension bus. Access to the supports and the terminal
connections in these compartments may be had through
removable alberene or sheet-iron doors. Each compart-
ment or phase is properly designated according to the phase
relation of the connection to the high-tension bus.

>

»

s

Brooklyn Substation—View Under a Rotary, Showing All
Connections, Including the Negative Busbars

The high-tension selector switches are interlocking so
that it is umpossible to close a machine or feeder on both
the main and auxiliary buses at the same time. As these
selector switches are located directly over the oil switches,
there 1s no occasion for an operator to make a mistake in
pulling the wrong selector switch while the oil switch is
closed in on the line. As an additional precaution, each
set of selector switches is designed by letter to show to
which bus it is connected.” At the rear of each set of
sclector switches are pilot switches which are operated
automatically by the shifting of the interlocking bar. The
pilot switch, in the case of a feeder equipment, picks up
the proper circuit and, by means of a green or red light
located on the high-tension feeder panel, indicates whether
the selector switches are closed on the main bus or on the
auxiliary bus, as the case may be. The object of the pilot
switches on the rear of the machine seclector switches is to
pick up a similar indicating circuit on the corresponding
d.c. rotary panel and the synchronizing circuit for the bus
to which the rotary is connected by its selector switches.

The high-tension bus compartment is located on the
gallery directly over the oil switches and selector switches.
This structure is so built that the six busbars lie in a
vertical plane. Each busbar is in a separate compartment,
and access to its supports or connectors is obtained through
the removal of sheet-iron doors. The compartments for the
high-tension fuses and synchronizing transformers which
provide for two separate and independent synchronizing
circuits are built at each end of the bus structure.

The oil switches for both the high-tension feeders and
machines are of 3o0-amp, 13,000-volt capacity each. They
are placed in brick compartments on the main station floor,
cach compartment being provided with a transparent wire-
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glass door which hinges from the top. Besides giving a
very neat appearance to the switch, these doors are light
and easily handled as compared with the usual alberene
doors; furthermore, they allow external inspection of the
switch tanks and oil levels without the removal of the doors.
The position in circuit of the oil switches is indicated by
means of lamps which are located on their respective panels.
A red lamp means that the switch is closed and a green
lamp that the switch is open.

The lead-covered, high-tension leads from the machine
oil switch terminals pass through fiber conduit to the air
chamber under the transformers. Provisions have been
made so that connections to the transformer terminals can
be readily changed from 6600-volt delta to 11,000-volt star,
by means of hard-rubber insulated connectors. The main
transformers are of the single-phase, air-cooled type of
750 kva capacity, having a transformation ratio of 6450
volts to 390 volts, with taps to provide for additional volt-
ages and thus to allow for line drop.

As the rotaries are synchronized on the high-tension side
of the transformers, the secondary connection from the
transformers is direct to the a.c. terminals of the rotary
without the use of any intermediate switches. The diamet-
rical connection is employed between transformers and
rotaries.

The rotary converters are of 2000-kw capacity, sixteen
poles, 18715 r.p.m., six-phase, shunt-wound, and operate at
530 volts or 600 volts d.c. The rotaries are synchromzed by
means of an induction starting motor which is mounted on
the extended shaft of the armature.

SWITCHBOARD
The switchboard, which is of blue Vermont marble, is

Brooklyn Substation—Monitor Roof and Side Windows as
Seen from the Gallery

arranged with panels in line along one side of building, and
consists of two sections. One section includes the panels
for control of the battery circuits and motor generator set,
the a.c. starting set and the high-tension feeders, provision
having been made for seven high-tension feeder equip-
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ments. Each high-tension feeder panel consists of three
sections. On the upper are mounted a static voltmeter, a.c.
ammeter and the red and green bus indicating lamps; on
the center section a three-pole, double-throw relay switch,
a double-pole, single-throw power switch and the oil switch
controller with red and green indicating lamps; on the
lower section a two-pole G.Ii. time-limit relay. The other
section of the switchboard includes the d.c. rotary pancls,
load panels and surface railway and elevated railway d.c.
fecder panels.

The rotary panels are arranged in the center, with the
surface feeder panel to the right and the elevated feeder
panel to the left. Power supplied to the surface and ele-
vated railway feeders is metered scparately by two load
panels, which are located between the rotary pancls and the
d.c. feeder panels. The cut illustrating the switchboard
shows a blank space, which is for the two additional d.c.
rotary panels when installed. '

The d.c. rotary panels are in three sections. On the upper
section is mounted a goco-amp circuit breaker and red and
green bus indicating lamps, which are picked up by the
selector switches, as previously noted. The middle section
contains an ammeter, power factor meter, field rheostat
face plate and hand-wheel voltmefer receptacle, two syn-
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feeder. Marble barricrs are provided betwecn the circuit
breakers on the elevated railway feedcr panels.

Two synchroscopes with synchronizing lamps on swing-
ing brackets are mounted, one at each end of the rotary
panels between a rotary pancl and the load panel. A
pilot lamp supplied from the battery circuit is placed over
each synchroscope to facilitate the synchronizing of a rotary
m cases when the regular source of light may have failed,
duc to possible interruption of service or low voltage. Be-
tween the rotary panel and the clevated load panel is also
mounted, by means of a swinging bracket, the d.c. station
voltmeter.

AUXILIARY EQUIPMENTS

Current for the operation of the oil switches, panel in-
dicating lights and synchroscope lamps is furnished by a
55-cell, type I£-7 chloride accumulator of the Electric Stor-
age Battery Company and a Western Electric charging set.
The basement contains a 10-hp National DD-4 air com-
pressor, from which pipe lines with suitably located taps are
led throughout the building to supply air for cleaning out
transformers, rotary converters, oil-switch and high-tension
bus compartments, etc.

The main transformers are cooled by two blower sets,
cach consisting of a 12-hp Northern variable-speed motor

Brooklyn Substation—View of the Switchboard

chronizing receptacles, 4500-amp positive switch and oil
switch controller with indicating lamps showing the open
or closed position of the oil switch. The lower section
carries a three-pole, single-throw induction motor starting
switch.

As the energy taken by the surface and elevated feeders
is metered separately, a Io,000-amp Thomson integrating
wattmeter and a 15,000-amp ammeter are provided for this
purpose. These meters are mounted on the center section
of each of the load panels. On the upper section of the
load panels are mounted red and green feeder-indicating
lamps. These lamps are connected in multiple with similar
lamps on the high-tension feedcr panels, previously noted
as being picked up automatically by the selector switches.
These lamps are located in this position for the convenience
of the operator. The lower section of the load panels con-
tains the switches for the station auxiliary circuits. Each
surfacc feeder panel contains one Westinghouse type “C”
circuit breaker, which controls two feeders, and a separate
ammeter and separate switch for each fceder. The clevated
railway feeder pancls differ from those for thc surface
railways in having a separate circuit breaker for each

with the D.C. Feeder Panels in the Foreground

and a Sirocco fan having a capacity of 20,000 cu. ft. a
minute. The blower installed at the rear of the air chamber
under the transformers takes eithcr air from the station or
outside atmosphere, but the one at the front of the air
chamber takes it only from the building interior. Entrance
to the air chamber is facilitated by means of an air lock,
cach door of which is fitted with a sliding pancl for equal-
izing the air pressure on each side before opening the door.

Three 73-kw oil-insulated, self-cooling transformers are
used for the induction motor starting scts. The sccondaries
of these transformers are tied by disconnecting switches
to the starting-motor bus located in the basement. Any
rotary in the station can be started from this bus. How-
cver, in case a starting transformer is disabled, emergency
connections are provided to start the rotarics from either of
two main transformer scts. As there is no intermediate
connection between the low-tension winding of the main
transformers and the rotaries, it is nccessary to raise the
a.c. brushes of a rotary in case it happens to be idle when
this emergency connection is required.

SOME OPERATING FEATURES
The following steps are carried out in starting and syn-
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chronizing a rotary converter. After having closed the
selector switches and thus connected the machine to the
proper bus, the operator closes the oil switch of the starting
set.  Then the induction-motor starting switch on the d.c.
rotary panel which sets the rotary converter in motion is
closed. As the machine comes up to speed the resistance is
cut out of the field circuit, and the potential is brought up
to the approximate d.c. bus voltage. The synchronizing
plug is then placed in its receptacle, and when the machine
is in step, as indicated by the synchroscope, the oil switch
of the main transformers is closed. The next step is to
open the oil switch of the starting set, then the induction
motor switch, and finally to close the negative switch, throw
the circuit breaker and close the positive switch of the
machine.

The rotary tenders are provided with two “hold-off”
blocks and a stick, which are used to insure their protection
when at work on an electrical circuit. One block is placed
on the blades of the positive switch of the rotary and the
other on the blades of the induction-motor starting switch.
The stick, which is of 225-in. hickory stock, is placed in the
plunger of the high-tension oil switch. Thus the starting
of the rotary is blocked at all points. The insertion and
removal of the “hold-off” blocks and stick are done only by
the man concerned. Instant dismissal is the punishment for
any tampering with these safety devices.

Alarm bell circuits are provided for all circuit breakers,
high-tension and low-tension feeder switches, etc., to notify
the attendant of the opening of a line because of overloads
or short-circuits.

ENGINEERING AND EQUIPMENT

The substation and the arrangement of all equipment,
including the switchboard, were designed, erected and in-
stalled under the direction of the engineering staff of the
Brooklyn Rapid Transit System. All of the electrical ap-
paratus, with the exceptions noted in the article, was fur-
nished by the Westinghouse Electric & Manufacturing
Company.

o

T. E. MITTEN RESIGNS AS PRESIDENT AND DIRECTOR
OF THE CHICAGO CITY RAILWAY

T. I&. Mitten has resigned as president of the Chicago
City Railway, the Calumet & South Chicago Railway and
the Southern Street Railway, effective on Dec. 30, 1911.
Mr. Mitten's resignation was announced in the following
statement issued by Ira M. Cobe, chairman of the executive
committee of the Chicago City Railway:

“NMr. Mitten takes this action because his activities in
Juffalo and Philadelphia demand all of his time. He feels
that, having carried the properties through their reor-
ganization period and the period of rehabilitation having
been passed, his work in Chicago is finished. His resigna-
tion was accepted only after every inducement had been
held out to him to remain in the service. His successor
has not yet been decided upon.”

Mr. Mitten’s letter to the board of directors of the com-
pany transmitting his resignation follows:

“At the request of the board of directors, T took charge
of the affairs of the Chicago City Railway in March, 1905,
since which time a settlement has been effected with the
city and the rehabilitation of the property thereunder has
been completed. The operation of the property is now
being conducted with that due regard to the interest of
the public and the welfare of the company's employees
which, in my opinion, is essential to the continued success
of a public service corporation.

“The character of service rendered to the public upon
the lines of this company compares favorably with that of
any other American city and is now limited during the
rush hours only by the capacity of tracks entering the loop
district.
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“The wages of trainmen have been gradually increased
from 24 cents an hour in Igo5 to the present maximum
wage of 30 cents an hour without any increase in the per
cent of gross earnings paid for the service, this being ac-
complished by the use of larger cars and the fact that the
operation of cars is more closely adjusted to the volume of
traffic.

“The physical integrity of the company’s property is
fully protected by the maintenance and depreciation re-
serves established under the terms of the settlement ordi-
nance.

“The earnings of the property applicable to its stock-
holders are now sufficient to justify the regular dividend of
1o per cent per annum upon the capital stock, in addition
to which the city will receive as its 55 per cent of the net
carnings for the current fiscal year an amount slightly
in excess of $1,000,000.

“My undertaking having been accomplished with the
aid of your wise counsels, the loyal support of the com-
pany’s employees and the encouragement received from an
appreciative public, I respectfully submit my resignation
both as president and director of the company.

“Because of my time being so fully occupied with similar
undertakings in connection with the street railway systems
at Buffalo and Philadelphia, T shall be glad to have my
resignation made effective as of Dec. 31, 1911.”

Mr. Mitten was born in Brighton, Sussex, England, on
March 31, 1865. His parents came to America in 1873 and
settled on a farm in Newton County, Ind. Mr. Mitten
studied telegraphy and obtained a position at the local
freight office of the Chicago & Eastern Illinois Railroad
at Goodland. He continued with this company for several
years and in 1893 became connected with the Denver &
Golden Railroad. He next served the Milwaukee Electric
Railway & Light Company as assistant superintendent and
as general superintendent. In 19oI he was appointed gen-
eral superintendent of the International Railway Company,
Buffalo, N. Y. Subsequently he was appointed general
manager of the company and is now vice-president and a
director of that company. Mr. Mitten was appointed prem-
dent of the Chicago City Railway in 1905. He is a diré
of the T’lnladelphn Rapid Transit Company and ohauman
of the executive committee of the company.

PHILADELPHIA NEAR-SIDE CARS

Supplementing the announcement published in last week's
issue regarding the authorization by-the board of directors
of the purchase of 500 near-side cars, the Philadelphia
Rapid Transit Company states:

“In order to correct the erroneous impression that the
near-side car is wider and heavier than the pay-within car
now in use, the following comparative figures are given:

Pay-Within Cars. Near-Side Cars.

WGt  cposesemassem s seses s pemsatssmss 42,000 1b 37,000 1b.
Seating CEPADIIY: so s s v v o xn g s mowmo g v e 40 54
Standing: CAPACTEGia o ouie o m o olelisionemt o nkelimuedstslo 15 36 36
"TotAl CAPACIYw ity sarens s bame e § a5 76 90
Length over allewm . s smme s - mmio 5wt = o 5o 41 ft. 45 ft.
Bsen g il R R e st C o aaT D ODe 0 o 8 ft. 6 in S ft. 6in.
Electric lights.e e eiiiiniiiiiiiinnenns 12 30

“The length given for the pay-within car includes the
projecting fender for which this car was designed. The
added distance between the trucks on the near-side car
as compared with that on the pay-within car almost en-
tirely overcomes the additional overhang resulting from
the added length of the car.”

V'S
4

The scheme adopted by the municipality of Pretoria
(South Africa) for extending the local tramway system at
a cost of $235,000 will, it is stated, involve the placing
of orders for passenger cars to the value of $20,000; freight
cars, $30,000; coal bunkers, $15,000, and rails, $75,000.
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Increases in Fares on Western Interurban Lines

Three Railways in Whieh Clement C. Smith Is Interested, Two in Wisconsin and One in Illinois, Ilave Advanced

Their Passenger Rates on Account of Higher Costs of Operation

Among the railways which have found it necessary to in-
crease their rates of fare on account of the higher costs of
operation are the several companies in which Clement C.
Smith, of Milwaukee, is actively interested. Mr. Smith is
the president of the Eastern Wisconsin Railway & Light
Company and the Wisconsin Electric Railway. He is also
vice-president of the Sterling, Dixon & Eastern Electric
Railway of Dixon, IIL

Careful analysis of the operations of these three prop-
erties and of the territory which they serve was made be-
fore the decision to advance fares was reached. This
analysis disclosed the inadequacy of revenue at the old
rates of fare and also the fact that the territory served and
the traffic already existing were of such character that lit-
tle relief could be expected by any other means than through
an increase in the unit rate of fare. It was revealed clear-
ly that earnings had not been sufficient from the beginning
of operation to provide for the depreciation of the proper-
ties if expenses and interest requirements were met. [ix-
perience had shown that the expectations of the manage-
ment that greater density of traffic would be developed to
meet all the financial requirements had not been realized.

The decision was therefore reached to make an advance.
This was effected on all three of the properties by a change
in the divisions of zones. The earnings of the properties
before the change and the improvement in the average
revenues per passenger are described in detail so that the
full reasons for the action of the companies may be under-
stood.

THE WISCONSIN PROPERTIES

The Wisconsin Electric Railway, the largest company
of the three named, operates 42.82 miles of track. It com-
bines interurban lines with the city lines in Oshkosh and
Neenah, Wis. Of the total mileage 22.88 is single-track in-
terurban line and 19.94 miles consists of the city lines. The
miles of single track operated in the city of Oshkosh ag-
gregate 19.15, while in the city of Neenah only 0.70 mile is
operated. The two interurban lines comprise the line from
Oshkosh to Neenah, 13.79 miles, and from Oshkosh to
Omro, 8.59 miles. At Oshkosh the lines of the Wisconsin
Electric Railway connect with the lines of the Fastern
Wisconsin Railway & Light Company, which, although a
separate company, is owned and operated by the same
interests. This company operates 24 miles of single track.
Of this, 14.76 miles of track consists of the interurban line
connecting Oshkosh and TFond du Lac, while 9.24 miles com-
prises the city system in Fond du Lac. The interurban
mileage operated by the Wisconsin Electric Railway, with
the addition of the city mileage over which the interurban
lines are run, is as follows: From High Street, Oshkosh,
to Commercial Street in Neenah, 15.58 miles; from Iigh
Street, Oshkosh, to the terminus at Omro, 11.17 miles. The
interurban line operated by the Eastern Wisconsin Railway
& Light Company extends from Forest Avenue, Fond du
Lac, to High Street, Oshkosh, 18.17 miles.

INCREASES IN WAGES OF TRAIN MEN

Added to the other factors which made necessary a
careful consideration of the financial condition of the two
companics was the increased schedule of wages paid to
trainmen, which became effective on Dec. 1, 1909. DBefore
that date there had not been uniformity in the rates paid to
trainmen on the city and interurban lines of the two sys-
tems. The rates paid on the Wisconsin Electric Railway
prior to Dec. 1, 1909, were as follows: City lines—first,
second and third years, 16 cents per hour; fourth, fifth and
sixth years, 17 cents: seventh and eighth years, 18 cents;

subsequent years, 19 cents. Neenal interurban line—first
and subsequent years, 20 cents. Omro interurban line—
first, second and third years, 18 cents; fourth, fifth, sixth
and subsequent years, 20 cents.

The new rates of wages for trainmen on the Wisconsin
Electric Railway effective Dec. 1, 1909, were: City lines—
first year, 16 cents per hour; second year, 17 cents; third
year, 18 cents; fourth and fifth years, 19 cents; sixth and
subscquent years, 20 cents. Interurban lines—first year,
18 cents; second year, 19 cents; third year, 20 cents; fourth
and fifth years, 21 cents; sixth and subsequent vears, 22
cents.

The old schedule of wages on the Eastern Wisconsin
Railway & Light Company was as follows: City line—
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first year, 15 cents per hour; second year, 16 cents; third
and subsequent years, 17 cents. Interurban line—20 cents
per hour. The new rates of wages on the Eastern Wisconsin
Railway & Light Company lines, effective Dec. 1, 1909. are
identical with those adopted for the Wisconsin [lectric
Railway on the same date. In the consideration of the new
schedule of wages information was secured from the var-
ious companies in the State as to the prevailing schedules.
The schedules obtained in this way were averaged, and the
new figures adopted for the companies are the average
wages paid in the State for service of this character.
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In connection witl: the change in wages certain ehanges
were made in the abolition of tickets for employees and the
establishment of the rule that employees may ride free on
ears only when wearing their uniform or badge. It
was also deeided that trainmen on the eity lines, if trans-
ferred to the interurban lines, should be held to be in the
same class, so far as length of service is eoncerned, as if
they had been employed from the beginning of their eon-
nection with the company on the interurban system.

Before the new schedules of fares were placed in effect
on the various lines affected a lengthy statement to patrons
was prepared by Mr. Smith and made public on behalf of
both companies at the same time. In addition formal rate
sheets were compiled in accordance with the requirements
of the Railroad Commission of \Visconsin and were dis-
played conspicuously in stations of the companies and in
all the cars. In this way full notice of the increase was
given. The formal statement issued by the companies
called particular attention to the financial condition of the
properties, the higher expenses resulting from increased
wages paid to trainmen and, as a convincing argument for
the change, to the decision of the United States Supreme
Court in the Knoxville waterworks case. An abstract of
the decision in this case was published in the Erectric
Ranway JournaL of Feb. 13, 1909, page 280. This deci-
sion stated that it is the duty of companics to make good
the effects of depreciation from carnings. The letter of
the company said in part:

LETTER OF THE COMPANY

“The fare from Oshkosh to Neenah 1s now at an average
rate of 1.28 cents per 1wile; the fare from Oshkosh to Fond
du Lac at an average of 1.37 cents per. mile, and the fare
from Oshkosh to Omro at an average of 1.35 cents per mile.

“The nccessity for increasing the fares became evident
to the management of the \WWinnebago Traction Company in
the spring of 1903, and the company at that tume raised the
fares from Oshkosh to Neenah from 2o cents to 25 cents,
and from Oshkosh to Omro from 15 eents to 20 cents. The
eompany’s records show there was a eonsiderable increase
in carnings, and they also show the number of passengers
carried did not decrease. :

“In Mareh, 1908, following the panic of 1907, whieh ma-
terially reduced all travel, the receiver of the traetion
company sought to build up earnings again by redueing the
interurban fares to the rates eharged formerly. There was
an immediate decrease in gross earnings and this decrease
has continued to the present time.

“The former bondholders of the Winnebago Traction
Company still own the greater part of the bonds of the Wis-
consin Electric Railway Company. They have suffered a
heavy loss through the reduction in the amount of honds on
the property.

“The present management of the two properties was
therefore fully aware of former eonditions when it took
charge of the properties. It was hoped, however, that by
redueing the bonded debt, by bringing the two properties
under the same management, by centralizing the work of re-
pairs and maintenance of ears, by through operation of in-
terurban cars from Fond du Lae through Oshkosh to Nee-
nah, and by other economies due to one management, the in-
crease in rates might possibly be avoided. The results of
operation have now been so clearly shown that there is no
excuse for the management to postpone an effort to obtain
sufficient revenue to give good service and maintain the
property as it should be maintained.

“The earnings of the eompanies have so far been en-
tirely inadequate to provide for depreeiation, and the man-
agement cannot longer neglect what has been prescribed by
the Supreme Court of the United States to be ‘its plain
duty.’ s

“During the last few years there has been a steady in-
crease in the price of everything going into electric rail-
way construction and operation. Our taxes have been
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doubled, and other public burdens have fallen heavily on
the eompanies.

“The eost of living has inereased, and, while our train-
men have been patient and have not made any request for
increase in wages, we feel it is only due to them to give
them sueh advance as the companies can afford on aeeount
of increased rates, and we are putting this increase in
wages into effeet beginning Dee. 1.

“It is a common thought among persons not familiar
with the operation of eleetric railways that electrie rail-
ways ought to carry passengers for less fare than steam
railroads. This idea originated in the early days of elec-
trie interurban railroads, when the managements them-
selves were unable to foreeast the future and expeeted that
lower rates would stimulate business to sueh an extent
that low rates would be justified, but they have been dis-
appointed.

“While the laws of Wisconsin permit a railroad fare of 2
cents per mile, our new sehedule does not reaeh that aver-
age fare. The management is striving to obtain the neees-
sary income without raising the rates to the limit fixed by
law.

“No one has a deeper interest in the growth and pros-
perity of the communities served than the two eompanies
themselves. Individuals and manufacturing plants may
move from one community to another, but a public service
company must continue to furnish the best service in its
power. We earnestly desire and solicit the good will and
friendship of all who do business with us, and we feel the
public will respect us more if we establish our properties
on a sound fiancial basis than if we allow them to run
down and depreciate and plainly neglect what the highest
court in the land has declared a duty to the public.

“In conclusion, we desire to say that the rates established
by the new schedules are fully justified by the valuation of
the property made by the \Wisconsin Tax Commission for
taxation purposes and do not depend upon, nor are they
made necessary by any unfortunate financial operation or
litigation in the past.

“The books of the companies will be open to the public
for inspection at any seasonable time, and their examination
will convinee any of our patrons who eare to see them that
not only is the increase in rates well warranted now, but
that it should have been made long ago.”

No general public opposition followed the announeement
of the company that an increase in rates would be neees-
sary. In one or two eases where there was individual dis-
satisfaction proceedings have Dbeen instituted before the
Railroad Commission of Wisconsin. In one of these cases
the decision of the commission upheld the position of the
company. An abstract of this decision was published in
the Erectric RaiLway JourNaL of July 29, 1911, page 193.
An important paragraph of the deeision is as follows:

“The zone system seems to be the only practieable sys-
tem of interurban rates upon the line operated by the eom-
pany. The petitioner suggested that a straight rate of 2
cents per mile, sueh as that eharged by steam railroads,
would be satisfactory and fair to everyone. It is eertain
that the respondent company does not come within the pro-
visions of the 2-cent fare law of this State so as to make
a rate of more than 2 cents per mile unlawful. Moreover,
an interurban line differs greatly from a steam railroad line
in the frequency of its stops. A system of rates under
which the fare would be 2 cents per mile between any two
points at which the respondent’s interurban ears might stop
would be exeeedingly difficult to administer. Instead of
collecting a uniform fare throughout the ear as each zone
point is passed, the conductor would have to keep track of
each passenger's trip, in addition to the burden of remem-
bering a large number of distances and fares. The duties
of a conductor upon an interurban car are so numerous that
any system of fares whieh would add to them so materially -
as the 2-eent-a-mile system might seriously overburden him
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and interfere with the safety and regularity of operation.
Then again, with the present fare in most of the zones aver-
aging something over 2 cents a mile, the respondent com-
pany seems unable to earn a fair rate of return, so that a
change to the 2-cent-a-mile system would be a reduction in
rates which is entirely unwarranted at this time.”

Another case is pending before the commission and no
decision has been reached.

To represent the feeling of patrons of the company an
‘editorial published by the Fond du Lac Reporter on Dec. 17,
1909, entitled, “Trolley Rates Tollow Other Things,” may
be quoted as follows:

NEWSPAPER COMMENT

“The reasons given by the management of the trolley
lines for increasing the interurban fares strike us as sound
and entitled to credence. This is particularly true of the
statement that the pay of the trainmen has not been in-
creased for some time, despite the fact that the cost of
living has steadily advanced. The patrons of the line can
well- afford to pay the extra nickel or dime if the men who
run the cars are to derive some of the henefit.

“Under the present system of state supervision it would
be a most difficult thing for any public corporation to raise
its rates unless they were completely justified, and, there-
fore, it is practically certain that the increase in fares an-
nounced by the trolley companies Thursday is actually ne-
cessary to produce an income sufficient to run the business
at a profit. :

“No one will question that the price of almost everything
else has gone up Why not interurban fares? Unless the
fares have been altogether too high in the past, it does not
seem unreasonable that they should climb the ladder with
everything else. The fact that interurban fares have al-
ways been away below those of the steam roads makes the
contention that they have been too high untenable.”

CHANGES IN RATES

The form of the rate sheet issued by the Wisconsin Elec-
tric Railway for interurban lines operating between Osh-
kosh and Neenah is shown in an accompanying illustration.
This states, as will be noted, that undcr the new fare ar-
rangement no transfers are issued to or received from city
lines. The former rates on the interurban lines in com-
parison with the new rates, may be shown as follows:
Oshkosh-Omro line, old rates, three-fare zones of 5 cents
each and the privilege of transfer in Oshkosh; new rates,
four zones of 5 cents each with no transfers to or from city
lines. Oshkosh-Neenah line, old rates, four zones of 5 cents
each with privilege of transfer; in Oshkosh new rates, five
zones of 5 cents each without transfer to or from city lines.
Fond du Lac-Oshkosh interurban line, old rates, five zones
of 5 cents each; new rates, seven zones of 5 cents each.
Transfers were not given on the last-named line under
either the old or the new schedule.

Other changes have been made which have had an effect
on the operation of the Wisconsin Electric Railway. In the
city of Oshkosh the plan of routing has been changed. All
cars are now routed through the central business district
and are run from one extreme end of the city to the other.
This scheme of routing takes the place of the former plan,
which involved the use of loops. The common transfer
point formerly maintained at Main and High Streets in Osh-
kosh has been abandoned. It is found that the elimination
of the loop system has avoided confusion which formerly
existed at transfer points and has given greater satisfaction
because of the elimination of delays on account of missed
connections, which, under the former system, were unavoid-
able at times. The rcvised schedule of operation affecting
the Oshkosh lines in this way was established on Sept. 19,
1909. Its effect may be shown in few figures. During
the period from Sept. 19, 1908, to Dec. 31, 1908, the num-
ber of fare passengers handled on the Oshkosh city lines
was 473,412; the number of transfer passengers was 92,048,
or 19.6 per cent of the total farc passengers carried. Dur-

ELECTRIC RAILWAY JOURNAL.

123§

ing the corresponding period of 1909, with the new mcthod
of operation, the number of fare passengers handled was
523,085; the number of transfer passengers in this period
was 90,160, or 17.2 per cent of the aggregate of fare pas-
sengers carried. Thus the traffic under the new system, al-
though greater, was handled more satisfactorily than with
the old scheme involving loops.

Nearly all of the revenues of the companies are derived
from transportation of passengers. Very little express and
mail are carried. Practically the only source, therefore,
upon which the companies have had to rely is the passenger
traffic. This, to an unusual extent, has becn composed of
through business on the various interurban divisions. An
cxamination made by George Allison, the comptroller of the

Wisconsin Electric Railway Company

OSHKQSH--NEENAH INTERURBAN LINES

RATE SHEET

Ta Take Effect January 15th, 1910
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The line of the Eastern Wisconsin Railway & Light Company terminates at the comer of Main
and High Streets in Oshkosh, and the line of the Wisconsin Electric Railway Company runs northward
from that point. Arrangement has heen made hy the Eastern Wisconsin Railway & Light Company hy
which passeagers traveling over the lines of the Eastern Wisconsin Railway & Light Company to or from
Oshkosh will be transported to or from the northerly city limits over the lines of the Wisconsin Electric
Railway Company, thus making the northerly fare point for the zoue, which includes the City of Oshkosh,
Murdock street, instead of High Street as heretofore.

By similar arrangement, the Eastern Wisconsin Railway & Light Company transports over its line
to or from the south city limits passengers traveling on interurhan cars over the lines of the Wisconsin
Electric Railway Company to or from points north of Oshkosh.

J. P. PULLIAM,
Manager Railway Dept.

No transfers will be issued to or received from city lines.

New Rate Sheet of Wisconsin Electric Railway

companies, showed that on the division which connects Osh-
kosh and Omro 77 per cent of the passengers carried were
those who traveled the entire distance from one terminal to
the other. The remaining passengers, constituting 23 per
cent of the total, traveled either to or from intermediate
stations. An examination made at the same time regarding
the results of operation on the Neenah-Oshkosh division
showed that 67 per cent of the passengers traveled from
one terminal to the other. About the same results are
shown on the Fond du Lac-Oshkosh division.
FINANCIAL RESULTS OF CHANGES
Definite financial results have followed the establishment
of the increased rates of fare. The totals of revenue pas-

TapLe 1.—CHANGES IN EARNINGS ON INTERURBAN LINES.
Eastern Wisconsin Railway & Light Company—Fond du Lac-Oshkosh
Di/ision

~ Year Ended Dec. 31. 1910. 1909.
Revenue passengers..............cov... .230,754 248,526
PASSENger CarNIIEE. o 5 1. 6508 = & » B o 8 0 405 35 4 65508 $56,15-+.43 $49,636.04
Wisconsin Electric Railway—Oshkosh-Neenah Division.
Reveniie DasseNEer S ¢ s s & & 3 S50t ¢ § § 565ads § § 5% o2 6 245,465 278,884
PaSSErgen @aTIIIIES v v o« wevkes o « 5 5uent ¥ ¢ wsvisies & v o v wses g $43,244.61 $37,923.92
Wisconsin Electric Railway—Oshkosh--Omro Division.
Revenue passengers.......ov.veeneevsnn <:ei): 55,292 160.684
Passenpor Carniings e s - s emw = 5o £ 5 5 5ee 8 5 5 Sohs 4 $24,669.29 $19,943.60

sengers carried and gross earnings received therefrom in
the calendar year 1909 and 1910 on the threc principal in-
terurban divisions of the company are shown in Table L.
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These figures show forcibly not only the effect of the
change but also the situation in which the company might
have found itself on account of the decrease in traffic which
has taken place. As a result of the previous experience
with decreased fares, placed in effect with the idea that it
might stimulate traffic in sufficient density to repay the com-
pany well for the unit decrease, Mr. Smith has concluded
that slight changes of this nature do not, at least in this
territory, affect the volume of business. On the Fond du
Lac-Oshkosh line of the Eastern Wisconsin Railway &
Light Compauny. the division which furnishes the highest
gross ecarnings of all in the two Wisconsin companies,
248,526 revenue passengers affording an aggregate revenue
of $49,646.04, were carried in the year 1909. In the year
1910, 230,754 revenue passengers were carried, yielding pas-
senger earnings of $56,154.43. The average revenue per
revenue passenger in 19og was 19.97 cents; in Iglo it was
24.34 cents.  With a decrease of 7.15 per cent in the total
of revenue passengers carried the earnings of the company
actually increased 13.13 per cent.

On the Wisconsin Electric Railway, the heavier interur-
ban line of the two operated by that company, extending be-
tween Oslhikosh and Neenah, 278884 passengers were car-
ried in-1909, vielding passenger earnings of $37.923.92, or
an average of 13.6 cents per passenger. In 1910 245,405
passengers were carried, yielding gross earnings of $43,-
244.01, or an average of 17.62 cents. The result of the
change in fares on this line was similar to that on the in-
terurban line between Fond du Lac and Oshkosh.  The com-
pany carried less passengers by 11.98 per cent in 1910 than
in 1909, due to changes in business conditions, but the traffic
vielded an increased revenue of 14.03 per cent. On the
Oshkosh-Omro division, the lightest in traffic of the three
interurban lines of the companies, somewhat similar results
were shown.  The number of revenue passengers carried in
1910 was 3.36 per cent smaller than in 1929, while the earn-
ings were 23.7 per cent greater. The earnings per revenue
passenger on this division were 12,41 cents in 19gog and
15.8¢g cents in 19Io0.

The total operating revenues on the interurban system of
the Wisconsin Electric Railway in the year 1909, including
earnings from other sources than passenger traffic, were
$61.126.79, and in 1910 they amounted to $71.748.80, an in-
crease of $10,622.01, or 17.4 per cent. The interurban car-
mile revenues averaged 23.36 cents in 1909 and 27.53 cents
in 1910, an increase of 17.9 per cent. On the city lines of
this company the total operating revenues in 1909 were $93.-
658,49, and in 1910 they amounted to $98,316.62, an increase
of $4.638.13 or 5 per cent. The car-mile earnings on the
city lines averaged 13.01 cents in 1909 and 14.54 cents in
1910, an increase of 6.8 per cent. This showing of earnings
is complicated by the fact that a change in average fares was
made on Jan. 15, 1910. On that date the sale of twenty-five
tickets for $1, good on the city lines of Oshlosh, was
discontinued. \s abundant preliminary notice of this chan e
was given to regular passengers full supplies were purchased
in advance of the withdrawal of the tickets. The value of
the tickets collected on the city lines in Oshkosh in 1929 was
$17,140.84; in 1910 the corresponding figure was $9.249..42.
leaving a decrease of $7,891.42. This does not show alone
the effect oi the withdrawal of the regular city tickets at
this rate as workingmen's tickets are sold in Oshkosh good
at certain hours.

On the system of the Eastern Wisconsin Railway &
Light Company no increase has been made in the fares on
the lines in the city of Fond du Lac. On the interurban
line operated between Fond du Lac and Oshkosh the total
operating revenues in 19og were $50,635.79. This includes
the revenue from other sources than passenger trafhc. The
corresponding total operating revenues on the line in 1910
were $57,682.17. The increase was $7,046.38, or 13.9 per
cent. The average car-mile earnings from all sources on
this line in 1929 were 22.44 cents. and in 1910 they amounted
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to 25.25 cents, an increase of 12.52 per cent. Figures may
also be given showing the results of operation by the lines
at a later date than is covered in the other statistics. These
figures relate to the gross earnings of the city and interur-
ban divisions from Jan. 1 to Oct. 27, 1911, inclusive, as
compared with the corresponding period of 1910. Earn-
ings on city lines of the Wisconsin Electric Railway were
$89,417.20 in 1911 as compared with $80,639.53 in the 1910
period. The increase was $8,777.67, or 10.9 per cent. On
the interurban lines of the Wisconsin Electric Railway the
gross earnings in the 1911 period were $61,990.58, an in-
crease of $6,404.64 as compared with the corresponding
period of the preceding year, or 11.5 per cent. The totals
for this company were $151,407.78 in the 1911 period as
compared with $136,225.47 in the 1910 period, a gain of I11.1
per cent. The total car mileage run on the lines of this
company during this period was a little less in the 19II
period than in the period for 1910 for which the figures are
given.

On the Eastern Wisconsin Railway & Light Company
passenger earnings have been decreasing as a result of
changes in business conditions affecting the territory served.
On the city lines of this company gross earnings in the
period from Jan 1 to Oct. 27, 1911, inclusive, were $42,-
205.70, a decrease of $578.89, or 0.1 per cent from the corre-
sponding period of the preceding year. On the interurban
line between Oshkosh and Fond du Lac the total revenues
for the 1911 period mentioned were $44,794.08 as compared
with $45,803.87, a decrease of $1,009.79, or 2.2 per cent.
The total revenue amounted during the 1911 period to
§R6,999.84 as compared with $88,588.52 in the previous
period, a decrease of $1,588.68, or 1.8 per cent.

OPERATIONS DURING THREE-YEAR PERIOD

Further details of the results of operation may be shown

in Table 1T published herewith in reference to the complete

TapLe 11.—WisconsIN ELECTRIC RAILWAY—RESULTS OF OPERATION.

Year Ended June 30. 1911, 1910. 1909.
Total operating revenues........... $179,362.56 $160,814.92 $153,977.60
Oper. exp. & taxes, excl. depreciation. 124,253.29 117,922.81 118,446.88

Net operating TCVeNUESi.ow .« euo. $55,109.27  $42,892.11 $35,530.72
Non-operating revenues......... 427.37 825.63 2,545.42

(iross INCOMEBL s « s siein s 5 s 50 5 5 5w s $55,536.64  $43.717.74 $38,076.14
TIEETOSE  usermarss 5 « s om0 rowss o to2ests o o nsiae 39,373.49 38,926.51 23,213.98

Net income. s s pmassinmesssamss $16,163.15 $4,791.23  $14,862.16
Total passengers car miles run..... 956,269 933,088 983,969
Fare passengers carried............ 2,562,998 2,443,098 2,404,434
Transfer passengers carried........ 431,449 432,326 421,072
Free passengers carried............ 12,041 8,656 12,133
Total passengers carried............ 3,006,488 2,884,080 2,837,639
Per cent transfers issued........... 14.3 14.9

results of operation of the Wisconsin Electric Railway
Company in the years 1909, 1910 and 1611. These figures
show a larger operating revenue in 1911 than in the pre-
ceding years. Operating expenses and taxes, excluding
depreciation, for which no provision has yet been made by
cither company except as it is included in the surplus fund,
were also greater in 1911 than in the two preceding years.
The net income, however, was larger in the last year. It will

‘also be noted, in reference to the traffic statistics shown at

the bottom of Table II, that a decrecase has been made in
the car miles run. Another point to which attention should
be called is the increase in the total number of fare pas-
sengers carried and a decrease in the transfer passengers in

TasLe III.—WiscoNsin ELECTRIC RAILWAY—EARNINGS PER PASSENGER

Car Mirg, CENTS.

Year Ended June 30. 1911. 1910. 1909.
Total operating TeVeNUES. ... coceeeeeeeeeosnenn 18.76 17.23 15.65
Operating expenses and taxes, excluding depre-

ciation ... § %8 1850 o 0 §aate s @ & oot 8 & & tsmred ol Bhetager s 12.99 12.64 12.04
Net O0perating TeVENUES. i« . wiie o oin sioiain o s sincn o 577 4.59 3.61
Non-operating TeVenUeS: u« s« rexs s ssnssssmonss .04 .09 .26
(GLOSS: ATICOME ¢y ¢+ orsi sl s 55 srelslnts intaks o ioplo b boFabinesc o 5.81 4.68 3.87
W i R 0 0 D 5 0 R G 6 © D GG D 4.12 4.17 2.36
NEE  TCOTC esoier o o 250 o oo 558 518 55 fa1e0 3 Sinfetetor 51 £ (6 RIS e israr 1.69 51 1.51
the fiscal year 1911 as compared with 1910. There has

been a slight reduction each year in the proportion of fare
passengers using transfers. In Table IIl, published here-
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with, the figures shown in Table II are reduced to a car-
mile basis. Table IV gives for the rallway departmeut only

TaBLe IV.—EasterNn WisconsiN Rarnway & LicHT CoMpaNy—Rairwavy
DEPARTMENT.

Year Ended June 30. 911. 1910. 1909-
Total operating revenues........... $109, 5’3 67 $104,616.14 $96,443.04
Oper. exp. {(excl. of dep'n) incl. taxes 68,725.42 68,502.52 67,817.75

Net operating revenues............ $40,798.25 $36,113.62 $28,625.29
Non-operating revenues.. ............ 3,135.48 3,133.47 2,423.32

Total of gross incomie............ »43 933. 73 $39,247.09 $31,048.61
Passenger car miles run....co...... 485,498 479,129 523,834
Revenue passengers carried......... 1,337,793 1,296,810 1,192,074

of the Eastern \Vlsconsm Rallway & Light Lompany the
principal operating statistics. The effects of the changes
are not shown as strongly for this company as for the Wis-
consin Electric Railway. There has been, however, an in-
crease in total operating revenues which, on account of a
very slight change in total operating expenses, has been kept
almost in its entirety as an addition to net operating rev-
enue. The gross income applicable to fixed charges shows
a material increase in both 1910 and 1911 as compared with
the preceding years. The passenger car miles run were
greater in amount in 1911 than in 1910, but smaller than in
the preceding vear of 1909. The total of revenue passen-
gers. carried shows an increase in both 1910 and 1911 as
compared with the preceding year in eacl case. Table V

TaBLE V.—EAsTERN WISCONSIN RAILWAY & LlGllr C(\\IPANY*FAR\JI\JG\
PER PASSENGER CAr MILE,

Year Ended June 30. 1911. 1910. 1909
Total operating revenue.....ee. ..y st o w e D DD 21.83 18.41
Operating expenses and taxes (exclusive “of depre

CIATIONY) 2 5 - % jacien £ £ 5 56 ¥ 5 5 Biod & 5 ¥ uniod & § B0 8 5 W05 & =15 14.29 12.98
Net operating revenue..... 8.40 7.54 5.46
Non-operating revenue.... e . 65 .65 .46
Gross IMCOMIE. «vvve ittt iie i ieae e 9.05 8.19 5,92

shows the results of operation of the railway department
of the Eastern Wisconsin Railway & Light Company re-
duced to a car-mile basis.

In addition to the changes indicated the Eastern Wiscon-
sin Railway & Light Company has placed certain special
rates in effect. One of these rates concerns a short local
trip at a rate of 5 cents. The other rates are for commuta-
tion books. The commutation books are good only on the
cars leaving Oshkosh or Fond du Lac at 6 or 7 a. m. or 5 or
6 p. m. They are used to a very small extent. The com-
mutation book is made out for individual use only and a de-
scription of the owner is furnished by punches on the cover,
indicating the sex, approximate size, height, age, color of
the hair, etc. The contract governing the use of the book
provides that the identity of the original purchaser of the
book must be established by signature on each coupon.

INCREASES ON THE STERLING, DIXON & EASTERN ROAD

The increase in fares on the Sterling, Dixon & Eastern
Electric Railway took effect on Sept. 15, 1910, the date on
which a new schedule of wages for trainmen was estab-
lished. This company operates in Dixon and Sterling, IIL.,
and connects those places. Wages of trainmen before the
change was made were 16 cents per hour on the city lines
and 18 cents per hour on the interurban line and no prom-
ises of higher rates were given, although a few of the
older men received 2 cents per hour above these figures.
The new schedule is uniform with that adopted on the
Wisconsin lines controlled by Mr. Smith.

The new schedule of rates established a rate of fare be-
tween Sterling and Dixon of 30 cents instead of 25 cents.
At the same time that the new tariff became effective all
free transportation, except that issued to employees of the
company, was withdrawn. An accompanying illustration
shows the new rate sheet, which was displayed where it
could be seen by patrons. In addition a statement issued
by Mr. Smith as vice-president of the company was dis-
tributed to patrons. This statement is in part identical
with that issued on behalf of the Wisconsin companies. A
portion of it follows:
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“Certain inequalities in the schedule of passenger fares
heretofore established by the Sterling, Dixon & [fastern
Electric Railway Company have been brought to the atten-
tion of the management, and as it is the earnest desire of
the officers and directors of this company to treat all of its
patrons on as nearly an equal basis as possible the pas-
senger rate schedule has been carefully revised with this
end in view, and also for the purpose of providing neces-
sary additional revenue.

“The present schedule makes the rate 5 cents higher be-
tween Dixon and Gap Grove and Prairieville than between
Sterling and these points, so that our patrons on the east
end of the line are required to pay more fare than those on
the west end. The present rate on the west end is so low
that it is based on a distinct loss to the company and it will,
thercefore, be put on the same basis as the rate now in force
on the east end. thus removing all discrimination.

“A new fare zone has been established at the county line
so that passengers living within that zone will receive the

Sterling, Dixon & Eastern Electric Railway Company
INTERURBAN LINE

PASSENGER RATE SHEET
To Take Effect September 15, 1910

2
)
. sl.02l8
‘g g | 8 3 18
1. |&lelElels|2
s | 2|98 s | g
1 13 o S =
Z1 2182 g 53|38
Alaloladla|0o|&8]1&
Dixon - = e = - { 10 15 15| 20| 25| 30| 30
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Electric Park - - - = \5 10 15| 15
Prairieville - - - - NS 0] 15
County Line - - = = \5‘ 10
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Children in arms (under two years of age) will be carried free.
Children between two and ten years of age or under two years occupying seats will be charged one-
haif fare. computed as follows:

Where full fareis5c - - - .  Half Fare, 3c
‘Where full fare is 10c - . - . 5¢
‘Where full fareis 15cor20c - - - * 10c
Where full fare is25c or 30¢ - - - * 15¢

In computing fares the zone sysiem will be used as beretofore, and the rates given herein will apply
only between points named.

Passengers getting on cars between fare points will be required 10 pay fare based on the lasi fare
point passed.

Passengers leaving cars between fare points will be required to pay fare 1o the next fare point.

“Transters will be issued 10 and received from city cars without extra charge. Transfers will be good
only for a continuous trip on the next car leaving the transfer pomt after the arrival of car from which
transfer is issued. This rule will he strictly enforced and transfers musi not be regarded as stop-over checks.
Transfers are not transferahle and will not he bonored if presented by other than the original holder, nor
if presented by persons entering the car al any point excepl regular transfer point.

Transfer Points in Dixon:—Galena and Fellows Streets; and Interurban Terminal a1 Waiting Room.

Transler Points in Sterling:—Powell's Corners (for Mineral Springs Park only); and lnlerurban Ter-
minal at Avenue B.

DEAN TREAT,
Superintendent.

CLEMENT C. SMIT H,
President.

New Passenger Rates of Sterling, Dixon & Eastern Electric
Railway

same rate of fare as heretofore, to which they are entitled
by distance.

“The financial situation of the company, also, makes it
necessary to increase its earnings in every way possible so
that the earnings may, at least partly, keep pace with the
great increase in the cost of all materials and supplies
which enter into the operation of an electric railway. The
public is well informed concerning the rise in the price of
everything within the last few years, and this has affected
electric railways as much as any other form of business.

“When new city cars were put on in Dixon and Sterling
and the service brought to that high state of efficiency
which distinguished the administration of Edwin 2. Downs
as general manager, the earnings of the company made a
marked increase over the previous earnings. The previous
earnings were so low as to bring the company to the
verge of financial disaster, and the improvements made at
the beginning of Mr. Downs’ administration were paid for
by financial sacrifice on the part of the bondholders and
not from earnings or surplus, as there were none. The
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management hoped the increase in earnings might continue,
so as to put the company on a sound financial basis and
permit it to maintain that good service which is now given,
but the revenue for the current year has shown no increase
over last year, while depreciation and expenses have in-
creased, and the net revenues are not now sufficient to keep
this property in that good condition which will enable the
management to comply with the reasonable demands of the
public as to service.

“The new rate schedule will establish a through farc of
30 cents instead of 25 cents, as at present, and in making
this plain statement of facts to the public the management
believes our patrons will fully approve and commend its
action as a necessary business proposition. The manage-
ment has been slow to make even this slight change in rate,
desiring to allow ample time to demonstrate whether or not
the old rate could be continued. Electric railways in other
parts of the United States have been forced to raise their
fares. In Massachusetts even city fares have in sowme
cases been made as high as 6 cents, and it has been found no
more possible to establish arbitrary rates for electric rail-
way fares than to establish a fixed price for any manufac-
tured article or for the produce of the farm.

“The company’s franchises in Dixon and Sterling an-
thorize a 3-cent fare in both cities. The distance from the
city limits of Dixon to the city limits of Sterling is 11.31
miles, so that the fare between these limits authorized by
law is 23 cents, thus permitting a total fare of 33 cents.
Transfers are given in both cities and the distance that
may be traveled on a through fare from Dixon to Sterling
is 15.8 miles, so that the new rate is below the rate author-
ized by law, both under the franchises and on a mileage
hasis.

“The management will endeavor to make every proper
economy without impairing service and thus try to avoid
any further change in passenger rates in the near future.

“In a further effort to place all the patrons of this com-
pany on an equal basis and to avoid any further changes in
the fare schedule, no free transportation will hereafter be
furnished to any person except those in the employment
of the company. A large proportion of those now holding
free transportation are undoubtedly entitled to receive it on
account of services rendered to the company, but others
have abused the privilege, and the demand for free trans-
portation by persons who base their claims on even the
smallest kind of service has become so pressing that it has
become necessary to discontinue its use entirely by all ex-
cept employees.  This ruling is in accordance with the new
laws regulating public untilities in New York, Massachu-
setts, \Visconsin and other states where it is held to be
against public policy to furnish free transportation except
to officers and employees, and either giving or accepting
such transportation is punishable by fine or imprisonment.
This subject has been discussed by the management with a
number of the present holders of free transportation and
they have not only cheerfully agreed with the new policy
but have unhesitatingly advised a firm step in this direction.

“The officers and directors of this company desire to
take this opportunity of expressing their deep appreciation
of the very kindly feeling prevailing between the company
and the citizens of Sterling, Dixon and the territory tribu-
tary to the company’s lines.”

Changes in business conditions in the territory served by
this company have reduced the traffic. However, the de-
cline in revenue, as a result of the advance in fares, has
not been nearly so great as in the number of passengers
carried. In the nine months ended Sept. 30, 1911, the
{otal operating revenue was $29,823.50, as compared with
$31,941.17 in the corresponding period of the previous year.
This is a decrease of $2,117.67 or 6.6 per cent. The total
number of fare passengers carried in the nine months
ended Sept. 30, 1911, was 146,195 as compared with 177,725
in the corresponding period of 1910. The decrease is 31,-
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530 or 17.7 per cent. Earnings per car mile were 22 cents
in the 1911 period and 23 cents in the 1910 period. The
decrease is equal to 4.3 per cent. There was a reduction
of 1.8 per cent in the number of car miles run in the 1911
period as compared with 1910. The total of car miles in
the nine months of this year was 135,762 as compared with
138,252,

&

CONVENTION OF THE PENNSYLVANIA STREET RAILWAY
ASSOCIATION

Upward of a score of representatives of the forty-two
companies holding membership in the Pennsylvania Street
Railway Association attended the annual meeting held in
the assembly room of the Harrisburg Club, Dec. 8. The
meeting opened with a business session at 11 a. m., at
which the various reports of President Charles O. Kruger,
Secretary Henry M. Stine and Treasurer W. I. Lanius
were read, showing the association to be in a healthy state
m every respect.

These officers for 1912 were elected: President, H. R.
FFehr, president Kaston Transit Company; vice-president,
W. A. Rigg, vice-president Reading Transit Company;
secretary, Dr. Henry M. Stine, Harrisburg (re-election);
treasurer, W. H. Lanius, president Hanover & McSherrys-
town Street Railway Company (re-clection); executive
committee, H. R. Fehr, W. A. Rigg, T. B. Donnelly, West
Penn Traction Company; [Edgar A. Titzel, general man-
ager Conestoga Traction Company, Lancaster; R. P.
Stevens, president Lehigh Valley Transit Company, Allen-
town; John F. Whitaker, president Lewistown, Milton &
Watsontown Passenger Railway Company. Mr. Whitaker
is a resident of Harrisburg.

Much interest was manifested in the presentation of a
paper by S. R. Hipple, of Williamsport, general manager
of the Simplex Surface Contact Company, on “The Value
and Uses of the Surface Contact System.” This paper
was afterward generally discussed by those present. An
abstract of this paper follows:

SIMPLEX SURFACE CONTACT SYSTEM

Mr. Hipple prefaced his description of the Simplex sur-
face contact system with a brief summary of the early

Contact Boxes in Straight Track

attempts to design a satisfactory type of contact switching
device. In the first experiments made by his company a
section of the Lewisburg, Milton & Watsontown Passenger
Railway was equipped with iron contact boxes containing
two movable pole pieces and a rotating armature. This
type of box was superseded by a solid brass box containing
two fixed iron pole pieces and a rotating armature carry-
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ing a brass contact piece which made contact with a fixed
carbon brush connected to the feeder cable. The experi-
mental car was equipped with two magnet bars made of
Norway iron 20 ft. long, 2 in. wide and 1 in. thick sus-
pended from the motor cases with wood insulators.
Each of these bars carried three magnet coils each com-
posed of 20 Ib. of No. 19 cotton-covered wire inclosed in
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The Lewisburg & Tyrone branch has six switches leading
into sidings over which the car must pass. In order to
prevent the loss of current whilc passing over the lead rail
of a switch an auxiliary stud is placed in the center of the
track between the adjacent contact boxes. This stud is
energized automatically when the car passes cver the switch
by means of a solenoid switch mounted in a box on a
short post at one side of the track. To prevent
a short circuit between the collecctor shoe and
the lead rail two wooden guard rails are used.
This construction is shown in one of the accom-
panying engravings.

Tests of energy consumption on the Lewishurg
& Tyrone branch show that the 8-ton car con-
sumes I kw-hour per mile on a run of 10 miles,
including eight stops.

. CONCLUDING BUSINESS

Cross-Section Through Contact Box

a sealed copper shell. The collector shoe was a long cop-
per bar attached between the magnet bars and arranged to
permit of a vertical movement of 3 in. Thc magnet coils
were connected in series with the collector shoe.

This improved equipment was installed and put in service
on April 7, 1909, and was in use until June, 1910. The
experimental line was 4 mile long and in one month as
many as 1722 trips were made over the line. In the four-
teen months of service the only failures were twenty
broken carbon contacts caused by the impact of the arma-
tures. After considerable experimenting “Le Carbone”
brushes were adopted, as they were found in perfect condi-
tion after a test of more than 300,000 contacts.

As the result of this test the Lewisburg & Tyrone branch
of the Pennsylvania Railroad, 10 miles long, was equipped
with the system early in 1911 and has been in operation
for the last six months. The contact boxes used in this
installation are made of reinforced concrete molded under
pressure. The lid is made of cast iron with a brass con-
tact piece inserted on the top surface. The boxes can be
made for less than $3 each. These boxes are bolted on
top of the ties between the rails at intervals of 10 ft. and
are connected to a copper strand, paper-insulated, lead-
covered cable inclosed in a 1¥4-in. iron pipe conduit. The
car used on this branch is equipped with the type of magnet

3
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bars and collector shoe described above. It is a single-
truck car weighing 8 tons and equipped with two GE-1000
motors. A Y4-kw hand generator is mounted on each plat-
form of the car to enable the motorman to energize an
auxiliary magnet in order to operate the contact switches
and pick up the current after it has been temporarily cut
off at the power house.

A general discussion of the work of the asso-
ciation concluded the session. It was gencrally
agreed that the change in the method of assess-
ing the members of the association had proved
beneficial. Companies holding membership now pay annual
dues according to the amount of their gross receipts, instead
of a certain equal amount per member.

The business session was followed by a lunchcon at the
Harrisburg Club, at which Mayor Royal spoke in the
absence of Governor Tener, who was prevented from
accepting the association's invitation because of pressure
of public business. The Mayor, who has held office only
a few days, stated that he was pleased to have the oppor-
tunity of getting somewhere where he was not pestered by
office-seekers.

-

HEARING ON HEATING AND VENTILATING CARS IN
NEW YORK CITY

The Public Service Commission of New York, First
District, held a hearing on Dec. 8 on a proposed order to
regulate heating and ventilation of surface, elevated and
subway cars. This is a reopening of the former case which
resulted in an order issued Nov. 24, 1910, requiring the
temperature of closed cars to be maintained between 40
deg. and 65 deg. Fahr. whenever the outside temperature
is less than 40 deg. Three witnesses complained that the
surface cars were badly ventilated and that the previous
order of thc commission with regard to heating was not
being obeyed. E. G. Connette, transportation engineer for
the commission, described the methods of ventilating cars
which had been tested in Chicago and read into the record
the city ordinance of Chicago relating to standards of ven-
titation required in all cars operated in that city. He advo-
cated a system of forced ventilation and heating of the
fresh air as it is taken into the car.

James L. Quackenbush, counsel for the receivers of the
Metropolitan Street Railway, said that on behalf of the re-
ceivers he was authorized to say that so far as the question
of ventilation was concerned it was the desire of the re-
ccivers to continue the experiments they were now making,
and it was their desire also to co-operate with the commis-
sion or its engineers for thc purpose of finding a proper
solution of the question. The Metropolitan Strcet Railway
had received no complaints about the hcating of its cars.

The hearing was adjourned to Dec. 15.

&
4

The electric railway in Rosario, Argentina, was placed
in operation in 1900, and that year 2,173,358 passengers
were carried. Since then traffic has increased considerably,
27,608,851 tickets being sold in 1910. The total number of
tickets sold from 1906 to 1910, not including 5.400,000
passengers who were furnished with passes, amounted to

87,077,042
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Report of Committee on Passenger Traffic

An Abstract of the Report Presented at the Last Quarterly Meeting of the Street Railway Association of the State of

New York

A report of the committee on passenger traffic was
presented at the meeting of the Street Railway Association
of the State of New York held at Syracuse on Dec. 6.
It contains a set of sample forms for passenger tariffs for
clectric railways, showing wvarious title pages and the
arrangement of contents for fare schedules. These were
compiled to meet the requirements of the public service
commission’s law of New York State and the supplementary
regulations issued by the New York Public Service Com-
mission, Second District, governing construction of pas-
senger fare schedules and to meet also the requirements of
the regulations of the Interstate Commerce Commission, as
set forth in tariff circular No. 18A. The report also con-
tains recommendations of the committee for unification of
certain matters relating generally to the transportation of
persons and property by electric railways.

The committee is composed of the following: J. M.
Campbell, chairman; H. C. Allen, R. M. Colt, J. W.
Nugent, C. H. Armatage, Charles R. Gowen and B. L.
Wilson, secretary.

One page gives special instructions as to paper, type,
etc., form and size of tariffs and the manner in which in-
creases and reductions in or omission of fares, charges,
rules or regulations should be indicated.

One title page is the proposed form for the first issue
of a local tariff. One form shows the title page for the
local passenger tariff canceling another tariff. The pro-
posed forms of title page for local passenger tariffs issued
on short notice under special permission from the com-
mission or commissions are reproduced. The report also
shows a title page for a special excursion tariff limited
to a designated period of not more than three days and
when the points of origin or destination do not exceed
twelve in number. This form of tariff may be established
on one day's notice. Typewritten tariffs may be accepted
for this form. Similar pages are given for special tariffs
limited to a designated period of more than three days and
not more than thirty days and when the points of origin
and destination do not exceed twelve in number. This
form of tariff may be established on three days’ notice.
Typewritten sheets will also be accepted for this form of
tariff.

A proposed form is shown for a title page of a tariff
established in compliance with an order of the commission.

The proposed form for order of arrangement of the
contents of a local tariff is divided into thirteen sections.
These, together with references to recommendations of
the committee under various sections, are as follows:

Section 1 is the table of contents which is to follow the
order outlined by the commission.

Section 2 is the alphabetical index of points to and
from which the tariff applies.

Section 3 is the explanation of reference marks and
technical abbreviations.

Section 4 is the explanatory statcment of fares and rules
governing them.

Section 5 is the statement of rules and regulations gov-
erning the tariff. A number of recommendations by the
committee are presented with this section. It is recom-
mended that a provision be included stating that fares
quoted do not allow stop-over privileges. Under general
baggage regulations it is recommended that the railway
companies assume no responsibility for the safety and
care of baggage or other property when checks are not
icsued. Under baggage rules the following are recom-
mended:

Sample Tiile Pages and Recommendations on Various Subjects

RECOMMENDED EAGGAGE RULES

“(a) Baggage will be carried only on baggage cars.

“(b) Baggage will not be checked on commutation
tickets.

“(c) Baggage will only be accepted and delivered at
stations on interurban lines where there is an agent in
charge.

“(d) Baggage will not be checked to a point short of
destination of ticket.

“(e) Baggage consists only of wearing apparel and
such personal effects as may be necessary for the use and
comfort of passengers while traveling; but sample or com-
mercial baggage, tool chests and peddlers’ packs may be
checked subject to same conditions as ordinary baggage
(see paragraph j).

“(f) No money, jewelry or other valuables, perishable
property, furniture, machinery or articles of like nature
will be received as baggage shipment,

“(g) Boxes, barrels, bundles of dry goods, castings,
machinery and articles of like nature, which are not prop-
erly ‘personal baggage,” must not be checked or carried in
baggage cars, but sent by freight or express.

“(h) Parcels, umbrellas, clothing and other articles at-
tached to baggage must be detached and delivered to
owner before baggage is checked.

“(1) 150 1b. of personal baggage will be checked free on
each whole ticket and 735 Ib. on each half ticket.

“(j) No single piece of baggage weighing in excess of
250 Ib. will be checked.

“(k) Baggage agents will require passengers to show
their tickets before checking baggage and will not under
any circumstances check to points beyond the destination
of the ticket, or by any other route than that by which
ticket reads. On passes, or combination of tickets and
passes, baggage may be checked through to destination,
except in cases where transfer is required at junction sta-
tions, then baggage should not be checked beyond such
stations.

“(1) When checking a piece of baggage the strap and
duplicate checks must match and the destination of same
must correspond with that printed on ticket held by pas-
senger.”

Careful instructions as to collection for excess baggage
are included and a full statement is made as to the baggage
liability of the company and storage of unclaimed baggage.
The committee advises a charge in all cases for parcel
checking. A reference to the redemption of unused or
partially used tickets is included.

This section also contains extracts from the law relating
to the compilation of fare tables. It says that a joint fare
may not be made which includes hotel accommodations or
admissions to entertainments. Tariffs may contain such
fares. but must show separately the carrier’s portion of
such fares and this portion of fares must be alike to all
regardless of whether or not the passenger purchases a
ticket including the other accommodations mentioned.

ONE-WAY FARES :

Section 6 includes rules and regulations governing one-
way fares. The recommendations of the committee re-
lating to children are that not to exceed three children
under five vears of age when accompanied by an adult be
carried free and that regular half fare be charged for
each additional child. Children between five and twelve
years of age should be charged one-half the one-way regu-
lar adult fare. No fare should be less than 5 cents unless
there is a franchise restriction. The issue of transfers
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should be governed by such regulations as are local to the
issuing carrier. It is recommended that for all cash
fares amounting to 11 cents or over a duplex ticket he
issued by the conductor to each passenger with an excess
of 5 cents, the excess to be refunded to the passenger at
any ticket office upon surrender of the receipt within three
months of the date of issue.

Section 7 contains rules and regulations governing
round-trip fares. The recommendations are the same as
under Section 6. ’

Section 8, relating to c011111111tatj011 ticket fares, contains
the recommendations of the committee that a forty-six-
trip school ticket be sold subject to certain protective con-
ditions and with the provision that the tickets are not to
be accepted on Saturdays, Sundays or legal holidays. The
committee recommended that a fifty-four-trip, non-trans-

P.S.C.-2N Y. No. 2
(Cancelling P. S €2 N. Y. No. 1.}

1.C. C. No. 2
(Cancelling } € €. No 1
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required for use during the lay-over time an additional
charge of $5 per hour should be made. The cars should be
chartered, the committee recommends, on the express con-
dition that not more than a certain number of passengers
be carried for the amount and that for any additional
passengers a pro rata charge should be made.

Section 11 relates to the charge for transportation of
dogs in baggage cars. It is recommended by the com-
mittee that this section state that, at the discretion of the
company, dogs on chains, when the value does not exceed
$25 and when accompanied by a carctaker, be transported
in baggage cars at a minimum charge of 15 cents for a
haul not to exceed 15 miles and of 25 cents for any greater
distances.

Section 12, applying to the charge for the transportation
of corpses, includes the recommendation of the committee

P S C.—2 N. Y. No. 1.C. C. No

Oniy ene aupploment ta this taritt’
moy e In eHoct 81 any Hme.

NEW YORK AND MEXICO RAILWAY

LOCAL PASSENGER TARIEF

APPLYING IN BOTH DIRECTIONS

BETWEEN

POINTS LOCAL TO ISSUING CARRIER

AS SHOWN WITHIN

EFFECTIVE JANUARY 1, 1912

lasuod Docember 1, 1911
Approved: 8y 4. L. SMITH
M. D. JONES, B General Paseengar Agont

Generet Manager Weshlington, N. Y.

New York Report—Title Page for Model Local Tariff,
Second Issue

ferable regular commutation ticket book be sold good for
thirty days from the date of sale.

Section g, relating to mileage books, includes a recom-
mendation of the committee that such books be sold at
all stations where ticket offices are maintained and that
the rules and regulations governing such tickets be stated.
In cases where interchangeable ticket books are accepted
a statement to that effect should be shown.

CHARTERED CAR SERVICE

Section 10 states the rules and regulations, including
recommendations of the committee, for chartered car rates.
It is recommended by the committee that the statement be
made that chartered car service is at all times subject to
the convenience of the company and that orders of agents
are not binding upon the company until accepted by the
general passenger agent. Chartered car service should be
limited to the time the car is in operation from the start
to destination and should not include lay-over time or
time Dbetween outbound and return trips. Tf the car is

Onty ane supplement to this tarltt
may be In ttact ot any time,

(NAME OF COMPANY IN FULL)

IN CONNECTION WITH

PARTICIPATING CARRIERS AS SHOWN WITHIN

JOINT PASSENGER TARIFF’

APPLYING FROM

. {Neme of Compeny).. .

STATIONS ON
TO
STATIONS ON . . .(Name of Company).

STATIONS ON ..(Name of Company).... ......con

STATIONS ON.... ..(Name of Compeny)..
OR
DESCRIBE, BY STATE NAMES, THE TERRITORY IN WHICH DESTINATIONS ARE LOCATED
AS SHOWN WITHIN

Effective .. (Dato)

lesued ......u ».(Date)..uvvss
Approved: ByscmmmivpINOme) =« s
..... LAName)... iiinae NSRS - | |
B sieee. . (Addrescs)..

New York Report—Title Page for Joint Tariff for More
Than Two Companies

that this charge be $2.50. A passenger should be in charge
and a transfer permit from the Board of Health or other
proper authority should be furnished. In case of death
from contagious diseases the corpse should be accepted
only when placed in a hermetically sealed casket.

Section 13 is devoted to the charge for the transporta-
tion of newspapers. The committee recommends that ar-
rangements be made for transportation on passenger cars,
for delivery at stations where agencies are maintained, of
packages of daily newspapers at 23 cents per 100 lb. or
fraction thercof. Advertising tracts, weekly newspapers,
maga-zines and pamphlets and similar publications will be
handled as express matter only.

A proposed form is shown for a local and joint tariff
containing local fares and including arrangements which
constitute joint rates. The committee also shows a pro-
posed form for the order of arrangement of contents of
such a tariff. Tts recommendations are in general the

same as those described for the local tariff. A\ sample
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form for a joint tariff for two companies is shown, to-
gether with a proposed form for more than two companies.
The title page of the latter is reproduced on page 1241. The
form for the order of the arrangement of contents of
such a tariff is also similar to that shown for the local
tariff. The report also gives a proposed form for an inter-
division tariff. It states that the use of such tariffs will be
optional with carriers and states the order of arrangement
of contents.

A complete model for the local tariff, seccnd issue, is
shown with a statement of the contents, together with
recommendations of the committee. The title page is re-
produced on page 124I.

re

OPINION OF COMMISSION ON WHICH NEW YORK
TRANSFER ORDER WAS BASED

Reference has been made previously in the ELECTRIC
Rairway JOURNAL to the order of the Public Service Com-
mission, First District, New York, directing the surface
railways which operate in the Borough of Manhattan to
restore free transfers at 151 points at which transfers were
issued prior to 1908, The history of the proceedings is
reviewed in the printed opinion of the commission, just
published. On July 11, 1911, the commission, after holding
public hearings, adopted an order requiring connecting or
intersecting street railways in Manhattan to establish
through routes and joint rates either by transfer or the
operation of through cars before Aug. 10, 1911. In this
connection the commission says:

“The commission directed the companies to fix the rates
and to notify the commission on or before Aug. 10, I9II,
whether the routes and rates had been established, what
the rates would be and what portion of such rate each
company or its receiver would receive. At the adjourned
hearing on Aug. 5, 1911, it appeared that the companics
were willing to establish through routes and a joint rate
of & cents for one transfer and 10 cents for two transfers,
but did not wish to establish this rate and put it into effect
if the commission was of the opinion that this rate when
established would be unsatisfactory. The commission con-
sidered the companies’ suggested rate, and the hearing was
continued to determine what were just and reasonable rates
for through transportation. * * * The suggested &-cent
and 10-cent joint rate was never established by the com-
panies.”

Continuing, the commission says in part: “This inquiry
has been mainly directed to ascertaining the results of the
transfer system in use prior to 1908, what the effect of the
curtailment of the transfer privilege has been, and what
will be the probable effect of a return to the free transfer
system properly restricted. That the curtailment of the
transfer privilege in 1908 worked a great hardship to many
and was a great inconvenience to many more is shown by
the testimony and is generally conceded. Industrially the
city had become adjusted upon the basis of a 5-cent fare
with free transfers. The failure of the public to use to
any considerable extent the 8-cent and 1o-cent joint rate
now in operation on Fifty-ninth Street convinces us that if
transfers are to be ordered between the several companies
or systems at all they should be ordered in such a manner
as to make possible transportation for a s-cent fare.

“In 1907 and 1908 receivers were appointed for nearly
all the surface lines in Manhattan and, as each line or
system was severed from the unified system, transfers were
abolished until finally there were 131 points at which pas-
sengers who had formerly received transfers were obliged
to pay an additional fare. The dismemberment of the
system was expected to place the companies upon a sounder
financial basis and the curtailment of the transfer privilege
was urged as a means of increasing the revenues of the
companies.
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“The withdrawal of transfer privileges occurred at
various dates, the most important changes having taken
place on April 11, 1908. The total number of free trans-
fers reported by the combined Manhattan surface com-
panies in each fiscal year from 1907 to 1910 follows: 1907,
104,820,920; 1908, 1906,672,167; 1909, 139,607,266; 1910,
139,011,581. The discontinuance of transfers was effected
too late in 1908 to reduce the aggregate number of trans-
fers in that year below that of 1907, but its full effect
appears in 1909, when the number of transfers was 55,000,~
000 smaller than in 1907.

“Direct comparison should be made between the fiscal
year 1907, when universal transfers were issued, and 1909,
during the greater portion of which the limited transfer
system was in full operation. The figures in Table I, which
was compiled from the sworn reports of the companies,
afford the comparison:

TaBLe I.—REsuLts 1n 1909 as CoMPARED WITH 1907.

Year Ended June 30,
1907, 19209.

Passenger car miles........ 57,676,104 55,255,497 Dec. 2,420,607
Fre@ transters: s « s o v sines ¢ 194,820,920 139,607,286 Dec. 35,213,654
Paying passengers.. ..377,017,192 362,077,663 Dec. 14,939,527
Amort of fares....... ... $18,810,457  $17,997,252 Dec. $813,205
Operating expenses (total).. 11,383,557 13,326,858 Inc. 1,943,301
Mainterranee s «ws ssmse s se $2,556,813 $4,098,627 Inc. $1,541,814
I’ower_ supply....covvenn. 1,280,760 1,188,413 Dec. 92,347
Operation of cars......... 5,045,804 5,213,126 Inc. 167,322
Géneral wwmssimnsisemsans 2,500,180 2,826,692 Inc. 326,512

DECREASE IN FARE PASSENGERS

“From this comparison, it appears that any expectation
which the receivers of the companies, or the court which
authorized the abandonment of the transfers, may have
entertained that the restriction of transfer privileges would
transform millions of free passengers into paying passen-
gers was not fulfilled. Instead of an increase of passenger
revenue there was an actual decrease of $813,205 or ap-
proximately 15,000,000 pay passengers.

“If then the roads did not increase their revenue by the
relinquishment of transfers, any financial improvement in
their operations must be looked for in a reduction of ex-
penses. The foregoing comparison between 1907 and 1909
shows, however, that there was no reduction in operating
expenses, but an increase. The causes of such increase are
numerous and involved and it is neither profitable nor
necessary to enter into a detailed analysis thereof. The
‘operation of cars, however, is in very close direct rela-
tion to the amount of car service rendered as expressed in
the number of car miles. But notwithstanding a reduction
in the car service in 1909 to the extent of 2,420,607 car
miles, as compared with 1907, there was no saving in this
group of expenses.

“So far as the question of transfers is concerned, it is
really unnecessary to discuss the causes of the increase in
operating expenses, since there is a much simpler test of the
financial consequences of changes in the transfer system.
Such changes affect expenses only through the car mileage
required to care for the traffic that offers itself. Changes
in the volume of traffic will not ordinarily affect the cost
per car or per car mile in any considerable degree. The
cost per car mile is the same whether the passengers car-
ried are transfer passengers or revenue passengers, and
any change in the car-mile cost must be a change due to
conditions that would have existed whether transfers were
or were not given as before. If any gain in net revenue is
to result from a change in the transfer system it must
result from an increase in the passenger receipts per pas-
senger car mile. The amount of fares remaining the same
or increasing, there will be an increase in the passenger
receipts per car or car mile with each reduction in the
car mileage and a corresponding increase of the net rev-
enue per car mile. No financial gain will be obtained in
any other way; and if, therefore, the abolition of transfers
benefited the street railway companies that benefit would
appear in the ratio of the passenger receipts to passenger
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car miles. DBoth of these items are absolutely definite and
not a matter of opinion that could lead to any dispute.

“In 1907, when the free transfer system was in full effect,
the companies gave 195,000,000 free transfers, collected
$18810,457 in fares, and ran 57,676,104 passenger car miles
to carry the traffic. The passenger receipts therefore
averaged 32.61 cents to the car mile. In 1909 the com-
panies gave only 140,000,000 free transfers, collected less
than $18,000,000 in fares, and operated 55,255,497 passenger
car miles. The passenger receipts in 1909 averaged 32.57
cents per car mile, showing a small decrease over 1907.

“The net passenger revenue of the companies so far as
it was affected by changes in the transfer system having
been approximately the same per car mile in 1909 as in
1907, the total net returns from passenger traffic in 1909
would be reduced in the same proportion that the total car
mileage was reduced. As 2,420,607 fewer car miles were
operated in 1909, after the reduction in the volume of
traffic effected by the restriction of transfer privileges, than
in 1907, the total loss in net would amount to approximately
$240,000. This figure is not exact, but is a sufficiently close
estimate for all practical purposes.

“But the investment, which receives its return out of net
revenue, would not be reduced in anything like the propor-
tion in which car service was reduced. “Fixed charges”
are incapable of such close control as wages, fuel and sup-
plies. A large portion of the taxes and even of operating
expenses likewise remain constant. This fact explains
why the owners of these properties suffered an actual loss
as a result of the decrease in net revenue that followed the
reduction in the volume of traffic when passengers who
had formerly ridden on transfers refused to pay two fares.
The majority of such passengers either walked to their

TaBLE II.—MANHATTAN

Fiscal year ending June 30— 1907.
Passenger car miles. .. 57,676,104
Revenue car miles. . 57,908,873
ETETHS ((GEE000 0050 0 DR S B 194,820,920

(a)377,017,192
$18,810,457.44
18,860,382.23
8,826,744.60
11,383,557.28
$945,747.45
1,611,065.23
1,280,760.51
5,045,803.68
2,500,180.41

Revenue passengers...
Amount of f£ares .- st ey
Revenue from transportation
Operating expenses, exclusive of maintenance...........
Operating expenses: (total) s« vw wwossoumenss s osssss

Maintenance of way Aandistreett e R R
Maintenance of equipment..........oeeveueeeennnennnn. (c)
Operatior of POWeET DIaNt: ;- ws s o s w5 s smmrs 3 5 siaies s 5 s wis (d)
O PETatiONINOF FCATS. olecvireia - 5 <wuie ¢ 50aie 1evs1 3 5115 560 o 415 5 ihest 7 & 5 (52 <
General eXPenses........eeiiiittcitenneteieaeienanen

(a) Reports show “passengers carried, including transfers,”

operation of cars as in former years (total amount $311,649).
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and in many cases has turned operating deficits into sur-
pluses.
REGULATION TO REDUCE ABUSES

“No order of the commission’ should hamper the com-
panies in their efforts to collect a fare for each separate
journey, There is no valid reason whatever why a pas-
senger should expect the establishment of such a loose
and unrestricted system of transfers as will permit a round
trip to be made for a single fare, and we are confident that
the management of the several companies, by proper regu-
lation, can greatly reduce the abuses which existed in 1907.
We believe the convenience of the public will be served and
that practically all parts of the borough can be reached if
the passenger is allowed one transfer to a foreign system
and a re-transfer to another line of that foreign system
or to another line of the company or system from which
he obtained his first transfer. A transfer privilege that
will permit of a journey consisting of three separate rides
and yet involve only two railroad systems in the division
of the g-cent fare will in our opinion serve the public con-
venience, facilitate an equitable division of the fare of
5 cents, and in some measure make it easier to prevent an
abuse of the transfer privilege. Owing to the fact that
transfers are now given from crosstown lines of one sys-
tem to north and south lines of the same system at points
of intersection, the addition of one foreign transfer, by
which is meant a transfer to the lines of an independent
system, will enable passengers for 5 cents to make a trip
to almost any part of the borough. The lines of the same
system under the limitation of the transfer privilege out-
lined above may be used for any two rides of a three-ride
journey, and the passenger will be entitled to all transfers
now required by law or by agrecments of the companies.

STREET SURFACE RAiLways—OPERATIONs 1907-10.

1908. 1909. 1910.
60,605,040 55,255,497 55,425,835
60,719,724 55,257,284 55,426,013
196,672,167 139,607,266 139,011,581

366,690,345 362,077,665 375,888,469

$18,677,788.07
18,678,033.07
8.,876,933.67
12,840,596.65

(b) $2,369,397.94

$18,228,979.04
18,266,160.39
9,468,620.20
13,817,673.34

$1,476,035.89

$17,997,252.35
17,999.309.11
9,228,231.50
13,326,858.06

$1,813,015.12

2,873.017.25 2,285,611.44 4,365.04
1,328,858.94 1,188,413.52 1,130,701.62
5,591,127.36 5,213:125.74 (b) 5 300,073.81
2,549,633.90 2,826,692.24 2,446,158.24

of an aggregate number of 571,838,112.
(b) The items cleaning and sanding track and removal of snow and ice reported under maintenance of way

and structures are here included in

(c) Includes renewal of horses; other power expenses, variously classified in the returns, are included in operation of power plant.

(d) Less power sold (see also precedmg note).

destination from the former transfer point, or took a more
roundabout journey (making a longer haul for the street
railways), or were driven to the subway or elevated lines.

“The economic principle upon which railroad traffic man-
agers have erected the existing structure of freight rates
in the United States is to the effect that all traffic is profit-
able which reimburses the carriers for the direct costs of
movement and leaves a surplus to apply toward the heavy
fixed charges of all classes, including maintenance and
administration as well as interest. Essentially the same
principle underlies the movement in the direction of con-
solidating the traction companies in New York County
and promoting traffic by the establishment of a universal
5-cent fare for a single continuous trip in one general
direction. The principle is still followed in Brooklyn, where
the net revenues of the companies have steadily increased.
It it still followed in the Borough of the Bronx and has
brought to the carriers large increases in traffic that are
admittedly profitable. The through trip for a single fare
has become universal in Chicago quite recently and has
contributed to the prosperity of the companies. It has
been introduced on the Twenty-eighth & Twenty-ninth
Street Crosstown Railroad in the Borough of Manhattan
and other lines on which Third Avenue cars are operated,

“We believe that with this limitation transfers should be
ordered at the 151 points shown in the schedules attached
to the order of July 11, 1911, at the maximum rate of 5
cents for a continuous trip in one general direction. The
order should take effect Jan. 1, 1912, and should remain in
force one year from the time the said joint rate is actually
in operation, and the companies should be directed to agree
upon the division of the joint rate and to notify the com-
mission of their agreement not later than Feb. 10, 1912.”

The opinion of the commission contains a summary of
operation of the street railways in Manhattan for 1907,
1908, 1909 and 1910, shown in Table II.

The Metropolitan Street Railway, Third Avenue Rail-
road, Second Avenue Railroad and Central Park, North &
East River Railroad have all applied to the commission for
a rehearing of the case on the grounds that the order is
unjust and unwarranted and was made without having duc
regard to a reasonable return upon the value of the prop-
erty or the necessity of keeping a réserve fund for re-
newals and contingencies; also, that enforcement of the
order would make it impossible to earn an adequate return
on the property or to provide a proper reserve.

On Dec. 13 the commission denied these applications of
the companies for a rehearing.
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New Detroit Ordiijance x

Details %’f the Pending Iranchise Contract—Lower Rates of Fare and Relief from Costs of Maintenance of Paving and
: from Special Forms of Taxation

The new Detroit United Railway ordinance which is now
under consideration by the committee on franchises of the
Detroit City Council was submitted to the Council on Nov.
28, 1911.  As explained in the ELECTRIC RATLWAY JOURNAL
of Oct. 28, 1911, this ordinance is supplemental to the
Detroit railway ordinance, which was approved on Dec.
4. 1804

Section 1 of the new ordinance declares that the present
measure is supplemental and subject to every provision of
the ordinance of 1894 and the amendments thereto, except
as modified by the new measure, Permission is granted to
the Detroit United Railway to construct, own and operate
street railways on the streets, avenues and public places in
the city now occupied with street railway tracks and on
such others as may from time to time be designated by the
City Council, and to operate thereon street and interurban
passenger and mercantile express cars. :

Section 2 says that, except as modified by the new
measure, the ordinance of 1894 and amendments continue
in full force, and, as so modified, shall determine the rights
and obligations of both the city and the grantee under the
ordinance.

Section 3 provides that all franchise rights to construct,
own and operate strect railways within the limits of the
city as of 1911, whether perpetual or claimed to be per-
petual, indefinite as to termination or in any manner ex-
tending beyond 1924, whether held by the grantee or others,
shall terminate at midnight on Dec. 4. 1923. All of the fran-
chise rights are otherwise modified as provided in the or-
dinance. The grantee assumes and guarantees the fulfil-
ment of the obligations of this section.

Section 4 provides that the fare for a single ride shall
be 5 cents or a ticket which shall be sold on the cars in
strips of six for 25 cents, or, between the hours of 5 a. m.
and 8 p. m. or such time as may be adopted by the city, a
ticket sold on the cars in strips of eight for 25 cents. A
passenger, upon the presentation of a fare, may demand a
non-transferable transfer good for a continuous ride over
any other route if presented at the first intersecting or
established transfer point for the other route within fifteen
minutes. The grantee may enforce rules so that no trans-
fer shall entitle the passenger to a return trip.

FARE AND TRANSFER LIMITS

Section 3 stipulates that the fare and transfer provisions
are limited to the routes operated by the grantee within
the city hmits as of the vear 19r11; routes hereafter con-
structed and operated within the city limits; routes to and
from the present log cabin entrance to Palmer Park, and
so much of all routes extending beyond the limits as have
now city service cars regularly operated thereon for a
single city fare.

Section 6 states that the fare for a single ride over any
route or part thereof on any car designated as an inter-
urban car and operating for more than 3 miles beyond
the city limits on any regular interurban route shall be 3
cents, and transfer slips to and from such cars shall be
given.

In Section 7 it is stipulated that the city shall lay and
maintain the pavement and foundations as specified in the
ordinance to which this is supplemental, or annually con-
tract therefor, or may require the grantee to lay and main-
tain the pavement and foundations at the actual cost of
labor and material plus 10 per cent for the use of tools and
equipment. Should the city neither do the work nor con-
tract with another to do it nor require the grantee to do it,
and the necessity for it be admitted by the Department of

Public Works of the city, the grantee under certain condi-
tions may proceed to do the work and its bill shall be paid
at the actual cost of labor and material plus 10 per cent for
the use of tools and equipment. The city shall from time
to time specify the character of the materials and the de-
sign and supervise the construction. Should any emer-
gency arise requiring the repair of a foundation and the
necessity for it be admitted by the Department of Public
Works, if the city does not do the work or require the
grantee to do it, the grantee may proceed to do the work
and its bill shall be paid at the same rate.

Right to the City Council is reserved under Section 8 to
make by ordinance such reasonable rules as may from time
to time be deemed necessary to protect the interests,
safety, welfare or accommodation and running of cars for
the public, provided that the cars on each route shall be
run not farther apart than ten minutes except between 10
p. m. and 5 a. m., and provided also that such additional
service may be required as the Common Council may or-
dain and the volume of traffic demand.

For the convenience of the public Section g gives the
grantee the right to rearrange or change the existing
routes, provided that the old routing shall be restored on
demand of the Common Council.

CONDITIONS OF CITY PURCHASE

In Section 10 the conditions under which the city is
given the right to purchase and the grantee binds itself to
sell are set forth. \Whenever the city shall be authorized
to acquire, own and operate a street railway it shall, after
six months’ written notice, have the right to purchase as
a single system all the railway property existing at the
time of purchase necessarily required for the maintenance
and operation of all the lines theretofore constructed within
the city limits as of 1911, at a price and on terms which
shall be agreed upon between the city and grantee or deter- -
mined by appraisal. The grantee agrees to give a good
and marketable title to the railway property. If an agree-
ment upon the purchase price and way of payment has not
been reached during the six months following the notice
given by the city, a board of appraisal to determine the
same shall be appointed, consisting of two members ap-
pointed by the grantee, two by the Common Council on
the nomination of the Mayor, and one member by the four
thus selected. In case of neglect or failure to secure these
members, the appointments to the board shall be completed
by the Circuit Court of Waync County.

The conditions by which the board is to be bound in its
determination of the purchase price are set forth in Sec-
tion 11. The date taken for the determination of value
shall coincide with the date upon which the purchase price
is fixed. It shall not allow any value for any franchise
right created by this ordinance. It shall not allow any

value for foundations and pavements and change of grade

work heretofore constructed or paid for by the grantee or
its predecessor other than that value which shall have been
fixed by the board of valuation. It shall not allow -any
value for foundations and pavements and change of grade
work to be constructed or paid for by the grantee other
than the value agreed upon in the ordinance. It shall value
every valid and lawful franchise right obtained prior to
and existing at the date of passage of this ordinance, but
in no case to a date beyond Dec. 4, 1924. It shall allow
for land included in the railway property its fair market
value. It shall allow for all other property, including build-
ings, its fair value for street railway purposes, taking
into consideration cest and natural depreciation.
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The board shall require the city to pay the purchase
price as follows: (a) In cash, or (b) partly by assuming
mortgage lien less than purchase price and remainder in
cash, or (¢) by assuming a mortgage lien equal to purchase
price, or (d) by assuming of a mortgage lien greater than
purchase price so much as will equal the purchase price
when the grantee assumes the remainder and gives security
to the satisfaction of the board for the city’s protection
against the remainder. The grantee has the right to elect
which of these ways of payment will be required. The pur-
chase price and terms agreed upon shall be binding on both
parties and shall be submitted to a referendum vote. If
this vote disapproves the terms, the right to purchase shall
continue as if no action had been taken. If the award is
approved by the vote, the board shall reconvene and sur-
vey the property to adjust the price in accordance with
changes made in the interval. If the grantee refuses to
comply with these provisions or to proceed with the ap-
praisal of the railway property it is agreed that the Circuit
Court of Wayne County, sitting as appraisers upon ap-
plication of the city, may determine the value and the way
of payment. Certain conditions are named which will be
effective in case the city should acquire and hold the prop-
erty for a while and then restore it to the grantee. The
grantee, within six months after approval of the ordinance,
shall file with the city comptroller a bond to run until
Dec. 4, 1924, to the city of Detroit in the sum of $1,000,000
on the condition that this sum shall be paid to the city as
damages if, upon default in making tender, as provided,
possession of the property is not given on demand to the
city or if, the city being in possession either under terms
of purchase or because of the failure of the grantee to
make a tender, and the city not being in default on the
terms of purchase, possession by the city shall be lost by
reason of the failure of the grantee to protect the posses-
sion of the city from any mortgage lien on railway prop-
erty not assumed by the city. A

It is further stipulated that the grantee shall pay to the
city $5,000 as damages for each day that the city, after
payment, is prevested from possessing itself of the
property. :

In Section 12 it is stipulated that the right to purchase
and the agreement to sell are continuing, and that if by
Dec. 4, 1924, the city has not purchased the property, the
right to do so shall continue so long as the city permits
the grantee to operate its cars in the city.

Section 13 provides that the right to purchase shall not
be construed as giving to the city any present right in the
property.

PAVEMENT A CAPITAL INVESTMENT

In Section 14 it is stated that the pavements and founda-
tions and change of grade.work existing in 1911 and here-
tofore constructed or paid for by the grantee or its prede-
cessors, and such as may be hereafter constructed or paid
for by the grantee, shall be considered as a capital invest-
ment by the grantee, and if the railway property is pur-
chased by the city the grantee shall be retmbursed for that
investment. The city's obligation to maintain and repair
foundations and pavements when this ordinance goes into
effect immediately applies to all existing foundations and
pavements. '

Section 15 states that within one year after the adoption
of the ordinance the city and the grantee shall determine
by a board of valuation the present value of the founda-
tions, pavements and change of grade work within the city
limits heretofore constructed or paid for by the grantee or
its predecessors. This value shall be the capital invest-
ment therefor.

In Section 16 the membership of this board of valuation
is described. One member shall be appointed by the Com-
mon Council on the nomination of the Mayor, one by the
grantee, and the third by the two thus chosen. Tailure to
make appointments or fill the place of the third member
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shall call for action by the Circuit Court of Wayne County.

Section 17 states that if the city purchases the property
the purchase price shall, with interest, include the actual
cost of labor and material, plus 10 per cent for the use of
tools and equipment, for foundations and pavement here-
after constructed at the expense of the grantee under its
legal obligation or under the terms of the ordinance to
which this is supplemental, or under the terms of the agree-
ment made for additional tracks in 19I1.

Section 18 says that the grantee may construct all neces-
sary switches or single track lines, cross-overs, etc., neces-
sary or proper for the operation of its lines or to connect
the tracks with carhouses, shops, etc. It may connect at
points of intersection with suitable curves all tracks con-
structed, maintained and operated by it.

The terms on which interurban passenger and mercantile
express cars from interurban lines of the grantee shall be
permitted to enter and leave over the city lines, in case
of city purchase, are given in Section 19. This right
extends until Dec. 4, 1924. The city shall, while the in-
terurban passenger cars are operated over its lines, man
them, collect and retain the fares for passage on its lines
and pay to the grantece a rental of 2)% cents per car mile
for use of the cars. The grantee shall, at its own expense,
man the express cars, conduct the express business and pay
the city a rental of 135 cents a car mile for the right to
operate over the city lines.

Section 20 provides that the grantee shall at its own ex-
pense change the grade of its right of way wherever the
Common Council shall direct a separation of grades. It
shall perform the work of removing tracks and trolley
wires and of the reconstruction thereof, includihg pave-
ment between the outer rails of the tracks, and shall also
bear its equal proportion, based upon the number of rail-
way companies engaged in the work, of the cost of sub-
drainage and sub-work and laying and relaying of any pipes
made necessary by the change of grade. If the city pur-
chases the railway property, the price shall, without inter-
est, include the actual outlay therefor, if done by contract,
or the actual cost of labor and material plus 10 per cent
for the use of tools and equipment of all work hereafter
occasioned by such change of grade, whether done under
this ordinance or under the contract for a general separa-
tion of grades entered into between the parties on or about
June 30, 1903.

Section 21 states that all work performed by the grantee
in streets, avenues and public places shall be under the
supervision of the Department of Public Works.

RESTRICTIONS AS TO TAXES

Section 22 says that the grantee shall pay taxes on its
real estate and personal property, including rolling stock,
tracks, wires, poles and motors, the same as an individual,
provided, however, that in consideration of the reduced
rate of fare fixed by the ordinance and the right to pur-
cliase and the agreement to sell and other valuable consid-
erations the franchise granted by the ordinance or any
existing franchise, earnings, foundations and pavements of
the railway shall in no manner be subject to taxation by
the city; nor shall any license fee, express car or inter-
urban car fee, rental fee or other tax to which the real and
personal property of individuals is not subjected be laid
by the city.

Section 23 provides that the grantee shall complete in
1912 certain additions agreed upon in 1911 and construct
certain other lines. Thereafter the grantee shall construct
and operate within the limits of the city, as of the year
1911, such lines of railway on other streets and such exten-
sions of or connections with existing lines as the Com-
mon Council may demand on a two-thirds vote, and which
as to engineering practicability shall be certified by the
city engineer, provided the demand in miles shall not ex-
ceed an average of 5 per cent per annum of the then exist-
ing city street railway system.
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Section 24 provides that the grantee shall do the paving
on certain streets in I9I2 at its own expense. If the city
purchases the property, the purchase price shall, without
interest, include the actual cost of labor and material for
this work plus 10 per cent for the use of tools and
equipment.

Provision for street railway facilities to and from the
new Michigan Central Railroad station is authorized by
Section 23.

LITIGATION TO BE DISCONTINUED

By Section 26 all claims in dispute between the parties
are, in consideration of the agreement, canceled. All
litigation between the parties shall be discontinued and the
grantee is obligated under the agreement to obtain discon-
tinuance within ninety days of the suit instituted by the
Guaranty Trust Company of New York against the city of
Detroit and other defendants,

Section 27 states that the grantee shall have no property
right in foundations and pavements hereafter constructed
at the city’s expense beyond that expressly stated.

It is stipulated in Section 28 that if the city acquires the
railway in any manner other than as provided in the or-
dinance no value shall be placed on this grant, but the
grantee shall be entitled to the value of any existing and
previously obtained grant to the same extent as if this
grant had not been made.

Sections 29 to 32 relate to the exercise of the powers and
duties by city officers or boards substituted by law for those
now existing, the right of the grantee to transfer privileges
to successors, the protection of the rights of the city if
any present disabilities shall be removed hereafter, and the
right of either party to record the ordinance.

Section 33 makes punishable upon conviction by a fine
of not to exceed $300 and costs any violation of the re-
quirements of the ordinance.

In Section 34 it is stipulated that the agreement is in-
divisible.

The ordinance, according to Section 3I, is to take effect
thirty days after approval by a referendum vote, if the
grantee, within ten days, files its written acceptance and
delivers a bond of $100,000.

&
v

PROGRESS BULLETIN ON THE KEOKUK DAM

The Mississippi River Power Company, Keokuk, Ia., has
just issued its Bulletin No. 4. It shows in a very compre-
hensive way the progress that has been made on the great
undertaking of this company up to Nov. 15, 1911, and con-
tains thirty-two pages of photographs and descriptive mat-
ter. One interesting fact noted is that the construction
work on both the Illinois and Iowa divisions of the water-
power is proceeding rapidly, although the river is higher
at this time of year than it has been since October, 188I.
This high stage of water was anticipated on the Iowa
division, where the cofferdam surrounding the power house
and lock site was built to withstand all ordinary floods.
The cofferdams on the Illinois division are much smaller,
with a full expectation that the ordinary rise in the river
will overflow them and temporarily interrupt the progress
of the work. The construction of the piers and arches of
the dam is so far advanced that these interruptions cannot
delay the completion of the entire plant. Already sixty-
nine of the 119 arches have been completed. The construc-
tion of the power house substructure on the Iowa division
is progressing up to expectation, and about one-half of the
foundation is now complete.

oo ——

Notwithstanding the strike, which is estimated to have
entailed the loss of $15,000, the receipts of the municipal
tramways of Johannesburg, S. A., for 1g9Io-11 totaled
$1,560,000. Passengers increased from 5,707,588 to 6,840,-
518, and the miles run from 582,687 to 711,120.
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REPORT OF THE RAILROAD SECURITIES COMMISSION

J'he report of the Railroad Securities Commission, ap-
pointed in August, 1910, to investigate questions pertaining
to the issuance of stocks and bonds by railroad corpora-
tions, was transmitted to Congress on Dec. 11. In his letter
of transmittal to Congress President Taft states that he
heartily concurs in the recommendations it contains and
urges that appropriate action be taken to carry these recom-
mendations into effect. The commission was composed of
Arthur T. Iadley, chairman; Frederick N. Judson, Fred-
erick Strauss, Walter L. I'isher, Balthasar H. Meyer and
William E. S. Griswold, secretary.

In the letter transmitting the report to the President,
Chairman Hadley states that the commission has not con-
sidered the comparative merits of governmental ownership
of railroads and private ownership under governmental
regulation, nor has it attempted to enter into the discussion
regarding control of railroad rates, except as to their rela-
tion to the issue of securities. The report of the commis-
sion is brief. An abstract follows:

“While for brevity the language of the report is confined
largely to railroads, the discussion and recommendations
apply generally to the other agencies of communication and
transportation enumerated in the act to regulate commerce.

“As far as concerns the immediate action of Congress,
we believe that stringent provisions regarding publicity of
stock and bond issues, which will show how far the laws
are obeyed and will enable the federal government to hold
the railroad officials responsible for the consequence of not
obeying them, will be more salutary and more effective than
any new statutory demands. We also believe, however,
that the time is near when the difficulties of the present
system of dual control by federal and state governments
and the conflict of state laws will become so manifest that
further legislation on the subject will be imperative.

“If the owner of stock, having a certain share in the
ownership of the property, acted unwisely and fared badly,
he has no claim that the public should indemnify him. If
he did well, the public cannot either rightly or wisely fail
to recognize and reward his foresight, so long as his road
is managed with proper regard to the interest of the com-
munity and for the development of the traffic which it
carries. The tendency to ignore the conditions under which
stock is issued has led lawmakers to lay too much stress
on keeping down the nominal amount of stock and too little
upon getting the actual amount of capital needed and hav-
ing it properly used.

“Evasion of the letter or spirit of the law regarding
capital stock has been frequent where the strictness of the
law has interfered with the construction of railroads in
new communities. The liability of evasion of a federal
law requiring full payment of all stock issues, without
special machinery to enforce it, might be greater than in
the past, because in some parts of the country a statutory
requirement of this kind imposed by the federal govern-
ment would be regarded as an interference with the rights
of the several states; and local companies attempting to
build new lines with stock not fully paid might have the
support of local public sentiment in so doing.

“As a mere matter of expediency, the time is not ripe
for any immediate or forcible transfer of jurisdiction from
the several states to a national authority. In place of any
added federal requirements concerning payment for capital
stock, the commission recommends the adoption of pro-
visions regarding publicity which will show the actual facts
regarding stock and bond issues in the several states and
the consideration received therefor. The companies must
make it plain to the investor to-day and to the public to-
morrow how much of their liability was represented by
cash assets contributed and how much consisted of what is
called in English balance sheets ‘nominal additions to
capital.’
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“In an effort to secure publicity regarding railroad securi-
ties, two courses lie open: Either to require the express
sanction of some administrative body, presumably the In-
terstate Commerce Commission, before such securities are
issued, or to rely on general statutory provisions uuder
which the directors may issue such securities and be held
responsible for their proper use. Either alternative would
involve the valuation of property and services whenever
such valuation may become necessary in establishing the
integrity of the financial transactions involved. Author-
ization in advance would tend to create an impression on
the part of the investing public of a guarantee or official
recognition of values which no administrative authority
can safely give. The absence of such recommendation by
this commission is intended to make it clear that no such
guarantee should be given.

“If a valuation of railroads is made, an attempt to scale
down old securities is clearly out of the question. Apart
from the obvious constitutional difficulties of such a course,
considerations of public expediency of themselves forbid it.
The direct loss from the unsettlement of legal and equi-
table relations would be very great. The indirect loss from
the withdrawal of confidence.in American railroad invest-
ments would be immeasurable.

“One of the evils has been that bondholders were at
times deluded into the belief that there was a security
behind their bonds which did not exist and that the railroad
company was mortgaging a piece of property when it was
only capitalizing an expectation.

“Tt is essential that the stock should be what it purports
to be. That is to say, if it purports to represent $100 paid
in on every share, $100 should be actually paid in. If it
purports only to be a participation certificate giving a pro-
portionate interest in any profits that may be earned, it
must be understood that this is its essential character, and
that if it claims any further rights than this, it must prove
them by specific evidence.

“The most important advantages arising from a permis-
sive federal incorporation act would be: (1) The right to
construct lines needed for interstate commerce, under
proper regard for local needs, but without the agency of
local corporate organizations; (2) the right to have rates
supervised by a single authority which could pay proper
regard to the mutual relations of local traffic and interstate
traffic, instead of two separate authorities dealing with the
two things independently; (3) an equitable system of taxa-
tion which would distribute to the several states their pro-
portionate parts of taxes levied on both the tangible and
intangible property of the railroad by a harmonious plan.

“We do not believe that the retention of the $100 mark,
or any other dollar mark, upon the face of the share of
stock is of essential importance. The issue of stock without
par value offers special facilities for consolidation and
reorganization.

“No attempt should be made by statute to limit railroad
profits to a fixed percentage or to treat a high cash divi-
dend as necessarily indicating extortion. Railroad charges
must be reasonable; but to try to control rates by arbitrarily
limiting profits is to put the manager who makes his profit
by efficiency and economy on the same level as the one who
tries to accomplish the same result through extortionate
charges. Scrip, bond and stock dividends should be pro-
hibited.

“The evils of fraudulent promotion are among those which
publicity would do much to check. Where there is no
fraud the promoter renders a service for which he is en-
titled to fair remuneration.

“It is possible that the building of additional railroad
mileage will be far less rapid in the future than in the past,
but the capital needed for the development and improve-
ment of the mileage already existing is enormous. The
thousands of millions of dollars needed for these purposes
must be raised by the sale of securities.
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“Neither the rate of return actually received on the par
value of American railroad bonds and stocks to-day nor
the security which can be offered for additional railroad
investments in the future will’make it casy to raise the
needed amount of capital. The substitution of electricity
for steam is but a type of the many changes which rail-
roads may be compelled to make, any one of which might
involve large additions to their cost without the assuraunce
of corresponding additions to their return.

“A reasonable return is one which, under honest account-
ing and responsible management, will attract the amount
of investors’ money needed for the development of railroad
facilities.”

FRANCHISE SETTLEMENT PROPOSAL SUBMITTED TO
CITY OF TOLEDO BY COMPANY

The Toledo Railways & Light Company, Toledo, Ohio,
presented a plan for the settlement of the franchise ques-
tion to the city of Toledo on Monday, Dec. 11. The com-
pany proposes a sliding scale of fares ranging from a cash
fare of 5 ceunts, or six tickets for 23 cents, and universal
transfers to a straight fare of 3 cents within the present
city limits, depending upon the profits realized from opera-
tion. The valuation of the property is placed at $8,000,000,
and the company is to be entitled to net earnings on this
sum at the rate of 8 per cent a year. All surplus which
exceeds the amount necessary to meet the operating ex-
penses and the guaranteed return to the company is to be
placed in a special fund, and when this fund amounts to
$250,000 a reduction in fare is to be made to seven tickets
for 25 cents and universal transfers. If after this reduc-
tion in fares the net earnings still exceed the operating ex-
penses and the amount necessary to return 8 per cent on
the $8,000,000 valuation, eight tickets are to be sold for
25 cents, with universal transfers. Wheuever the net earn-
ings are not sufficient to return 8 per cent on the valuation
the special fund is to be reduced to $50,000 and the next
higher rate of fare is to be put into force.

A feature of the valuation is that it includes only tracl\s
cars, trolley wires and poles, carhouses and shops. If
the figures proposed by the company do not meet with the
approval of the city officials it is suggested that the value
be determined by a board of appraisers to consist of two
members, the city to name one member and the company
the other, with Judge John M. Killits as umpire. The find-
ing of this board is to be binding upon both the city and
the company. In this matter the company has yielded to
the wishes of the city that Judge Killits act as a member
The Council will consider the
communication from the company on Dec. 15,

The letter of the company to the city follows:

“Pursuant to the request of your special committee, that
the Toledo Railways & Light Company make a proposition
to the city relative to an extension or renewal of the street
railway grants of the company, the company submits:

“(a) That it is for the great interest of the community
that every person should be carried to his destination,
within the city limits, at one fare, without extra charge for
transfer, by one company owning and operating all street
railway lines in the city, subject to the regulation and under
the control of the city.

(b) That the street car riders, who really pay the cost of
operation, should not be burdened with any obligation in
addition to the ordinary cost of transportation, such as
street improvements, maintenance and cleaning of streets,
bridge tolls, etc.

“(c) That the company is entitled to net earnings, from
the operation of its street railway within the city limits,
equivalent to 8 per cent per annum on the cost of reproduc-
tion of such street railway.

“The company proposes as follows:
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“(a) That the company put into effect a rate of fare,
within the present city limits, of a 3-cent cash fare and six
tickets for 25 cents, with universal transfers.

“(b) That the company, its successors and assigns, be
granted the right, under the terms of this proposal, to
operate its street railways for twenty-five years.

“(c) That the company will surrender all its present
grants for the operation of its street railways within the
city.

“(d) That the valuation of the property used for street
railway operation be fixed at $8,000,000, such street rail-
way property to consist of tracks, cars, trolley wires and
poles, carhouses and shops, but shall not include any power
house, substation, underground conduits, feeders, park
property, etc.

“(e) That if said valuation of $8,000,000 is not acceptable
to the city the grant shall contain a provision for determin-
ing the reproduction cost of such railway, to the effect that
il the company and the city authorities do not agree upon
such reproduction cost within ninety days from the time
such grant goes into effect, then a board of appraisers shall
be appointed to determine such reproduction cost, said
hoard of appraisers to consist of one appraiser to be named
by the city, one appraiser to be named by the company, and
the third to be John M, Killits, judge of the United States
District Court; the appraisal, in writing, of this board, or
any two of them, to be binding upon the city and upon the
company as determining the amount on which the company
shall be entitled to net earnings at the rate of 8 per cent
per annuni.

“(f) That the city shall at all times have the right to
inspect-the books of the company. The items to be charged
respectively to operation and to capital account shall be
determined by standard systems now in use, subject to such
modification as may be agreed upon from time to time by
the city and the company.

“(g) That all net earnings of the company, derived from
the operation of its street railways within the city limits,
over and above an amount equal to 8 per cent per annum
on $8,000,000, or on the valuation determined as above and
such additional capital expenditures as may be made from
time to time, as hereinafter provided, shall be held as a
special fund to be used only as hereinafter provided. and
when and if said fund shall reach the sum of $230,000 the
company shall immediately put into effect a lower rate of
fare of 5 cents cash fare and seven tickets for 23 cents,
with universal transfers.

“If the net earnings, after such reduction in fares, shall
still amount to more than 8 per cent per annum on the
valuation and capital expenditures as above, then the com-
pany shall immediately put into effect a lower rate of fare
of 5 cents cash fare and eight tickets for 235 cents, with
universal transfers.

“If the net earnings, after such reduction in fare, still
amount to more than & per cent per annum on the valua-
tion and capital expenditures as above, then the company
shall immediately put into effect a lower rate of fare of
5 cents cash fare and five tickets for 15 cents, with uni-
versal transfers.

“In the event that at any time any rate of fare (then in
effect) does not produce net earnings equal to 8 per cent
per annum on the valuation and capital expenditures as
above, the deficiency shall be taken by the company out of
said special fund until such special fund shall have been
reduced to $30,000, when the company shall then have the
right to put into effect forthwith the next highest rate of
fare which will produce net earnings equal to 8 per cent
per annum on the valuation and capital expenditures as
aforesaid, and such fare may be increased from time to
time when and if necessary to produce the net earnings as
above provided; provided, however, that such rate of fare
shall not in any event exceed a 3-cent cash fare and six
tickets for 25 cents, with universal transfers.
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“(h) That in and by the grant the company shall not be
required to pay for bridge tolls, separation of grades at
railroad intersections, paving or repaving of streets, street
cleaning and sprinkling licenses or other special taxes.

“(i) The city shall at all times have the right to regulate
the character of the service, provided, however, that no
regulation shall be such as to cause the net earnings of the
company with the maximum rate of fare in force allowed
for herein to be reduced to an amount less than 8 per cent
per annum on the valuation and capital expenditures as
aforesaid.

“(j) That the city shall have the right at all times during
the term of the grant, on six months’ notice, to purchase
the railway properties of the company as above defined, at
the valuation as agreed upon or determined plus the capital
expenditures as aforesaid.

“(k) That the company shall make such improvements
and build such extensions, within the city limits, as may
be required by the city, the cost thereof to be added to the
valuation as herein provided; provided, however, that the
company shall not be required to make such improvements
or build such extensions within ten years of the expiration
of the grant to operate its street railways, or if thereby
the net earnings of the company will, with the maximum
rate of fare allowed for herein, be reduced to less than 8
per cent per annum on the valuation and capital expendi-
tures as aforesaid.

“(1) That the company shall make such arrangements as
to re-routing as the city may authorize, tending to better
the service and decrease operating expenses.

“(m) That capital expenditures required, ordered, author-
ized or approved by the city shall be capitalized to the ex-
tent of 8o per cent of their cost, the balance of such cost to
be charged to current operating expenses.

“(n) That the company and the city agree as to the price
to be paid for electric power for the operation of the rail-
ways, and in event of the city and the company not being
able to agree as to such price, the price shall be fixed by
the above-mentioned board of appraisers, subject to read-
justment at the end of each five years.

“(0) That if the city shall not within fifteen years from
the taking effect of the grant exercise its option to purchase
the railway, the city may renew the grant or make a new
grant to the company for a period of twenty-five years on
the same terms, which the company shall agree to accept.
[n event that the grant to the company to operate such rail-
way shall at any time have less than ten years to run, the
company shall thereafter have the right to charge, until
such renewal or new grant is made, or until the termination
of its grant, a 3-cent fare, with universal transfers; pro-
vided, however, that during such time all net earnings of
the company, over and above the 8 per cent of the valuation
and capital ex