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The "Journal" Favors \ close a view of the situation; it is necessary to study 

Steam Road Interchange i-. it in perspective to see the true proportions of the 
, ,~ ,,. ' picture. The opening of a new year is an appropriate 

A HURRIED reading of the second paragraph of our 11) t· f h t d I k" ·t th th , ,; 1me or sue a s u y. n ma mg 1 ere are ree 
editorial "The Industry Assumes a New Outlook If t h" h b •a d ·t 1 I th fi t I · ~- ~ ac s w 1c may e cons1 ere v1 a . n e rs p ace 

and Responsibility," in the Dec. 15 is~ue, might cause ~ · urban and interurban transportation on rails is a fun-
a misinterpretation of the position the , J0URNAL takes d t 1 d t· • ·t f th t amen a an con mumg necess1 y o e coun ry. 
and always has taken in regard to the interchange of Second, rapid strides will continue to be made in the 
freight between the electric and steam railways. The 
editorial is correct as it stands, but it has been called 
to our attention in the above light, and we ,desire to 
make it clear that the JOURNAL very strongly advocates 
practical interchange with the steam roads. What it 
was intended to point out as undesirable was the appa
rent assumption of some electric railway men that they 
could expect the steam roads to haul a shipment a short 
distance to interconnect two electric lines not them
selves connected, thus making an interchange necessary 
from electric to steam and another from steam to elec
tric lines, when the steam road involved also reached 
direct the destination of the shipment and could there
fore avoid one transfer. If the steam road did not serve 
the destination town direct, then the second transfer 
could as logically be made to an electric as to another 
steam line. It was also intended to point out that any 
co-operation with the steam lines which involved the 
use of their terminal facilities was not good, to speak 
generally, because terminals are the most congested 
points, and the electric railways are to find their real 
place in the nation's transportation system by the 
measure of their ability to relieve the steam road con
gestion. This means that terminals and other partic
ularly congested points of the steam roads must be 
avoided t o make interchange with the electric lines 
effective. 

Intelligent Optimism Is 
a Vital Need of the Hour 

DURING the period covered by the fifty volumes of 
this paper, completed with the present issue, horse, 

cable and electric railway managers have been called 
upon to solve many technical and operating problems. 
Those which confront them to-day are, however, more 
difficult than the problems of the past because more 
elements are involved. Automobile competition, in
creasing street traffic congestion, high costs and 
scarcity of labor and materials, increasing tax burdens 
and impaired credit are some of the things which have 
become more and more important in recent years. In 
spite of all these service must be maintained and im
proved. One might well be discouraged by taking too 

improvement of equipment and operating methods. 
Third, the most economical service can, in general, be 
furnished under private rather than under public 
ownership and management, and in due course the pub
lic will permit earnings to be made that are com
mensurate with the service given. But the industry 
will need men of wide vision, rich experience, sound 
principle and indomitable courage. Moreover, the rail
ways must pull together as they have only just begun 
to show signs of doing, and they must, while admitting 
their limitations and shortcomings, demand justice at 
the hands of the commissions on behalf. of those • who, 
in good faith, have invested th~ir . savings in his h usi-

~ r, \'..J , 
ness. '\' '.) -~- l 

\·' ~ //:' 
! \ t::,..1'~ '-~ ' 

Should the Government ~.! ,.) "' ' ~-

Take Over the Electric · Roads ? 

UNDER the urgency of a great national necessity, 
President Wilson has taken over the steam rail-

roads of this country. In this critical period what 
pleases him pleases us. The new plan, as far as it has 
been developed, seems fair, reasonable and workable, 
and if wisely administered by the government and en
thusiastically supported by all parties concerned it 
should prove helpful in meeting the nation 's needs. 

But what of electric railways? They are specifically 
excluded from the proclamation of Dec. 26, but just 
as specifically they are declared to be subject to a sub
sequent proclamation "if and when it shall be found 
necessary or desirable" t o take over possession, control 
or operation. If the government should so act its move 
could hardly be for the same immediate purpose as in 
the case of the steam railroads. In the latter case the 
government is primarily interested in gaining an im
mense increase of efficiency in the conduct of the war 
and the innumerable activities upon which its success
ful conduct depends. The maximum of unified efficient 
operation is the goal of steam-railroad control. 

The operation of electric railways is to a much more 
limited extent concerned in the direct pro:iecution of 
the war, but such transportation agencies are important 
in connection with general low-cost production and 
are essential to community and general domestk vigor. 
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Were such carriers to be taken over by the government, 
the end in view would undoubtedly be the preserYation 
of property and service. Is this likely to be necessary? 
Not if liberal fare increases are secured and all pos
sible economies effected when needed. That is the crux 
of the question-will sufficient relief be obtained in 
time? 

There are some who say, "No." In their opinion 
it would be better to have the electric railways oper
ated on government account during the war, a fair 
return being guaranteed. Under such a system oper
a ting economies would be initiated under government 
orders, possibly through the commissions, in a nation
wide manner. New construction and refinancing needs 
would be certified by such bodies up to the Treasury 
Department. Thus competition with government finan
cial needs would be avoided and great savings made. 
The present financing problem is certainly serious, 
and some way of solving it must be developed. The 
whole plan of government operation, however, _hardly 
seems necessary, provided commissions and railways 
alike act with broadmindedness and a spirit of unfail
ing co-operation. 

But the preservation of the electric railway indus
try is imperative for the nation's welfare. If the vari
ous measures under way fail to secure the proper re
sults, the government will not be able, nor should it try, 
to abstain from taking the necessary action. 

How Much Should Fares 
Vary with Cost of Service? 

SHOULD an electric railway ahvays be considered as 
a unit in a rate-making case'! This question is of 

current importance, but it should not be :mswerecl with 
a hasty generalization which might embody a retro
gressive st ep in rate-making or a dangerous attack 
upon the integrity of existing systems. Nor should the 
subject be dismissed after one cursory glance; there 
are many angles from which it needs to be viewed. 

There is, of course, not an atom of sense in the fre
quent contention of city representatives that every part 

is so acting at the moment. Is it to be seriously asserted 
that the mere union of financial control of two lines, or 
their existence within a certain distance of _each other, 
should always necessitate a disregard of local costs? 

Furthermore, there is the case of unprofitable lines in 
urban service. If the generalization were accepted that 
an electric railway must without restriction be con
sidered as a unit in rate-making, a company would have 
no ground upon which to ask to abandon a losing line. 
.This is not a theoretical matter; we have in the last 
few months published report after report of lines being 
given up. Had the companies concerned considered 
themselves entirely as units, they would have been 
estopped from asking for the relief granted. But it 
may be argued the concept of unity applies to only the 
integral parts of a system, and undesirable tag ends 
here and there may therefore be eliminated. This is 
probably true, but the generalization thus proves de
fective in universality of application. 

Similarly the generalization can hardly apply to a 
company doing a strictly urban and also a strictly in
terurban business. Between urban and suburban traffic 
the varying cost elements are not so readily distinguish
able, but even these sorts of services s}J.puld not be 
simply combined in one's thoughts and tlifreupon dis
missed. Regulatory bodies, it is true, b'.~ve held that 
few suburban extensions are paying at the start and 
the reasonableness of making additions must be de
termined largely by the profitableness of urban traffic; 
and also that suburban revenues and expenses, when 
closely connected with city operation, can seldom be 
considered as absolute criteria for the adjustment of 
fares. On the other hand, the United States Supreme 
Court, in the North Dakota lignite coal case of 1915, 
ruled that each class of traffic must pay its own costs 
and a reasonable return to the carrier. This doctrine 
might have a distinct bearing upon the establishment 
of electric railway fares to suburban points. 

But to what extent could suburban operation meet 
its share of the cost of transportation? In the present 
state of development, this would seem to depend upon 

of an electric railway system-even portions of each the fare system in use. A flat fare for urban and 
line- must be cons idered as an independent unit 
when the return on operation is considered. Existing 
systems have not been built up under such a rule. Even 
the later franchises, requiring certain revenue nssur
ances for new lines, do not go so far, for they :recognize 
the equity of general aid for extensions under develop
ment. But is it wise to go to the other ext reme, ar;d 
say that every company should consider all its lines as 
a whole? 

Manifestly such a statement has its exceptions. For 
example, it is not at all certain that varying flat rates 
of fare, based on different costs of service, could not 
justly be fixed for some lines operating in separate 
cities but under one management. If the railways were 
separately owned, their managements would expect each 
fare case to be decided upon its merits. The Public 
Service Commission for the Second· District of New 
York, in granting some 6-cent and some 7-cent fares, 

suburban operation does not permit adjustment to 
cover the cost of increasing long-haul traffic. As long as 
a company and the communities desire to use such a 
fare system, the demand is justified that urban and 
suburban territory be considered as a unit in estab
lishing rates. If individual lines were operated on a 
flat-fare basis, the result would be discriminatory dis
tortions of service and the destruction of various out
lying unprofitable lines, integral parts of the system 
though they might be. In this general connection it 
is worth while to note that the Massachusetts Supreme 
Court has just denied a preferential fare to the city of 
Fall River below the general 6-cent fare authorized for 
urban and suburban territories of the Bay State Street 
Railway. 

If a company and its public desire to introduce the 
distance factor-by means of central and outlying 
zones-each zone should be required to make its unit 
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contribution toward the tota l of termina l and move
ment charges. The r espective contributions for urban 
and suburban traffic might not be absolutely propor
tionate to the cost of service, for even if t hese were ac
curately determinable expediency might require only a 
partial covering of t he cost s in the outermost zones, 
the inner area making up t he deficits. To the extent 
t hat the suburban traffic did bring in additional rev
enue, however, there would be a recognition, a8 far as 
local electric railway operat ion might permit, of t he 
principle of self-support ing classes of service enunci
at ed by the highest court in the land. 

What fare system a company should use is not the 
question here. As we have before st at ed, this is a 
matter which demands a more scientific investigat ion 
and a g reat er experimentation than heretofore. But 
note this : Whether or n:ot an electric railway should 
be considered as a unit in rate-making depends on the 
fare system used, the classes of service offered, the lo
cation of the properties, the existence of unbearably 
costly sections of line, and other similarly relevant mat
ters. Use sound judgment in interpreting local needs 
on this point, and don't rush into some uncalled-for gen
eralization. 

Just a Hint About What 
Bankers Are Beginning to Think 

THE other day we were talking with the representa
tive of a banking house which has a reputation for 

handling only the most conservative issues. We had 
been surprised to see among the issues offered by it the 
securities of an electric railway system about which 
there had been more or less concern. "Why are you 
selling such securities?" we asked. The answer was 
frank. "Well, we made the usual investigation, but 
there were certain features in the management which 
the engineering, banking and ac-counting examinations 
failed t o disclose. One of them was the matter of 
public relations. They were not good, and the security 
sales suffered," And then the whole story came out. 
The bankers ceased to play-up the securities of this 
company, but they did not give up the case as hopeless. 
A member of the firm was elected to the railway direc
torate, and this man did all that he could to correct 
previous sins of omission and commission. In one in
stance, at considerable personal sacrifice, he helped to 
clear up a strike situation and otherwise assisted in 
bettering the condition of the company. Now things 
are much better than they were, hut the bankers have 
learned a lesson. Never again will this house have any
thing to do with a financing proposition where the 
public r elat ions are not of the best . Let us hope that 
the t ime is not fa r dist ant when the circulars of all 
banking houses will cover the point of public relations . 
What does it profit a man to purchase securities appa
rent ly satisfactory from the st andpoint of the present 
earning power of a company, if he is not reasonably 
sure that the management has la id a good foundation 
fo r future harmonious r elations with the public served ? 
A dissatisfied public is no friend of the investor. 

Ante-Rush-H our H omeward 
Trips a Patriotic Service 

ELECTRIC railway patrons who can be induced dur
ing the next few months to return homeward be

fore the afternoon rush hour gets well under way will 
perform a real patriotic service in so doing. There is 
a close connection between a country-wide efficiency of 
urban transportation agencies at this time and the war 
tasks of the nation on this side of the ocean. This con
nection should be made clear to the general public by 
appropriate posters or other notices; it might well be 
the subject of publicity by some of the committees of 
civilians doing such good work in eliminat ing wast e 
of resources. Of course, it is clear that the great m a
jority of electric railway pat rons are unable to choose 
t he time of their home-going, but on the other hand 
there is in every city a class of shopping pat ronage 
from which not a little constructive assist ance ought 
thus to be secured from patriotic motives. 

It requires no extended a rgument to pr ove that any
thing which spreads a stated volume of travel over 
longer periods enables a company to handle it at a lower 
cost, not only to itself, but to the community. This r e
duced cost is expressed, not only in a smoother time 
card and in a platform working schedule of more regu
larity and less extreme peaks, and in reduced fuel con
sumption at the power plant, but also in a freer opera
tion of cars, better punctuality of ser vice and mor e 
efficient movement of population. 

Every electric railway operator , beyond all doubt, 
knows well enough that early home -going brings its 
reward t o the tired shopper in more comfortable trans
portation t han is possible under the stress of rush
hour conditions, but this appeal in the pas t has not had 
the pat r iotic bas is which should now be recognized and 
brought to the attention of the public. Every woman, 
for instance, who rides homeward before 4.30 p. m . 
does her bit in saving some of the fuel and labor re
quired otherwise to transport herself and her sister 
shoppers in the peak hours . Paradoxical as it may ap
pear to a layman, it is a fact that if the shopping load 
is distributed over the mid-afternoon hours rather than 
concentrated in the evening rush, less fuel will be re
quired on a given system to handle the traffic and more 
men can be released for other service. The public does 
not realize that it is the peak which plays the mischief 
with economical operation on many systems, but this 
can be explained sufficiently to encourage the layman t o 
try t o form the helpful habit of early home-going if the 
manager cares t o do it. It _should not be forgot ten that 
a large extra investment is entailed by rush-hour de
mands and that t his increases the over-all cost of pro-
viding service. ' 

It would require t he format ion of a general habit 
of early home-going materially to affect service cost 
from the investment standpoint, and this is hardly to 
be expected just yet ; but if patrons the country over 
with free time co-operat e along the line suggested, a 
real ga in of patriotic import will certainly be sus
cept ible of atta inment. 
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Savona-Ceva (Italy) Mountain Railway 
Electrification 

Operating Difficulties on This Road, Which I s of Great Economic Importance, Have Been 
Largely Overcome with Three-Phase Locomotives, Including the Use of 

P ushers-The Line Has an Average of One Tunnel per Mile 

By W . LESNIEWSKI 
Electrical Engineer, P etrograd, Russia 

E
LECTRIC traction is widely utilized in Italy, more 
than 435 miles of the State Railways being elec
trified. This figure, however, conveys but a faint 

idea of the significance of electric traction in t hat coun
try, for the electrified sections are in general of dif
ficult profile, with steep gradients and numerous t un
nels, and have heavy freight and passenger traffic . On 
these sections about 200 locomotives are used, most of 
which have a one-hour rating of 2200 hp. and the ma
jority of the remainder 2600 hp. The three-phase sys
tem is almost universal throughout Italy, and as a 
consequence it has attained a high degree of perfection. 
Moreover, owing to the practicability of changing loco
motives and other electrical equipment, as well as opera
tors, working conditions are very satisfactory. 

This article describes the Savona-Ceva Railway, the 
electrification of which is typical of most of the Italian 
electric railways. Notwithstanding its technical suc
cess, practically no literature pertaining to this elec
trification has been written, except a little in the Italian 
language. This neglect by the foreign press must be 
ascribed to the fact that the year of its completion 
marked the commencement of the war, when many 
technical matters on the continent were overshadowed. 
The Savona-Ceva line extends northwest from Savona, 
which it joins with the richest part of Piedmont, form
ing a long-distance line from Savona through Turin to 
France and Switzerland. About 70 per cent of the 
imports, consisting chiefly of coal destined for the 
northwest of Italy, Piedmont and Lombardy, as well as 
France and Switzerland, are carried by this road. The 

goods imported at Savona during 1913 totaled 1,620,000 
tons. 

The whole of t he electrified section, 28 miles long, is 
single t rack and has numerous tunnels, and about 60 per 
cent of its t otal length consists of curves. The least 
curve radius is about 1300 ft., and the maximum gra
dient 2½ per cent . The road traverses several moun
tains, as indicat ed by the accompanying profile, 
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MAP OF THE SAVONA-CEVA ELECTIFIED LINE 

and attains an elevation of 1600 ft. Between Sa
vona and Ferrania is a very di fficult section, in which 
the elevation of the t rack varies more t han 1000 ft. 
within a distance of 10 miles. A tunnel 1½ miles in 
length is located on a curve at the end of this section. 
It hindered the t raffic considerably during operation 
with steam, as did also the Belbo tunnel, which is 2½ 
miles long. Almost the entire capacity of t he line was 

ITALIAN THREE-PHASE ELECTRIC LOCOMOTIVES. "GIOVI " TYPE, 22OO-HP. , FOR 3 1 M.P.H., AND TYPE 1-3-1, 2 6 OO-HP. , FOR 62 
M.P.H.-TYPICAL 1OO,OOO-VOLT, 225O-KVA. PORTABLE SUBSTATION ON ITALIAN STATE RAILWAYS 
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60,000/3700-VOLT, 2250-KVA. SUBSTATION ON SAVONA-CEVA RAILWAY AND SWITCHING POST AT SALICETO STATION 

utilized under steam operation, and the problem of 
handling the ever-increasing freight trafficf coupled 
with the desire for higher speeds, led to the electrifica
tion of the road. The demands of traffic have been met 
successfully with electric traction. 

The three-phase system was selected with 3700 volts 
for the contact line and a frequency of 16.7 cycles. As 
mentioned above, the capacity of the road was consid
erably augmented after electrification, when the longest 
two tunnels ceased acting as "bottle necks," and even 
without forced ventilation there is now no essential dif
ference between traffic conditions in the tunnels and out 
in the open. The schedule speed has been approxi
mately doubled, the speed now maintained on the steep
est ascent being 31 m.p.h., whereas especially powerful 
mountain locomotives of the "Dekapode" type were 
unable to exceed a speed of 15 m.p.h. 

With a view to increasing the speed of express trains 
to 47 m.p.h., which was possible on the down grades 
by the use of regeneration, forty high-speed electric 
locomotives were ordered for this and other electric 
railways. In 1915, when the data contained in this 
article were collated, only sixteen of these locomotives 
were completed, all of which were appropriated for 
other lines. The express trains were consequently lim
ited to a speed of 31 m.p.h. Drawn by electric freight 
locomotives of the "Giovi" type and making all the 
former stops, they reduced the time of the 28-mile trip 
by twenty minutes. On the Mont Cenis line, another 
Italian three-phase electric railway with curves of about 
900-ft. radius, described in the ELECTRIC RAILWAY 

JOURNAL for Sept. 1, page 344, express trains attained 
a speed of 47 m.p.h. on an up grade of 3 per cent. 

I 2.5 L2 2.1 .3 2.0 .3 2. 1 

Therefore, from the technical standpoint, the attain
ment of such a speed is not exactly new. 

The 1-3-1 type, 73-ton locomotives, made by the 
Societa Italiana Westinghouse,. when running at 47 
m.p.h. develop a tractive effort of about 21,000 lb. 
From a calculation of train resistance on a curve of 
1200-ft. radius and gradient of 2½ per cent, it is found 
that the train can have a weight of about 210 tons. By 
using a pusher locomotive, 400-ton trains can be hauled 
along the profile assumed. This system of double trac
tion-that is, a locomotive at each end of the train
was adopted for the Savona-Ceva line. One point 
worthy of mention is that the possibility of using 
double traction on a three-phase electric railway was 
formerly disputed, owing to the shunt or constant
speed characteristic of the three-phase motor. The 
experience gained in the operation of the Savona-Ceva 
line has gone much further than the results gained on 
other railways in disproving this contention. It has 
demonstrated conclusively that on a varying profile 
over undulating ground, and particularly with very 
steep gradients, a train can be handled successfully by 
two or more locomotives with shunt characteristics and 
quite safely at high speed. 

The limitation on the make-up of trains negotiating 
gradients as set by the strength of the rolling stock 
couplings applies particularly to Italian railroads, where 
the tractive effort exerted normally must not exceed 10 
tons and on steep gradients advisably not more than 
7½ tons. In the event of a locomotive developing a 
tractive effort nearly equal to the durability allowance 
of the couplings, the full tractive effort of a second loco
motive at the head of the train cannot, of course, be 
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PROFILE AND CURVES OF SAVONA-CEVA RAILWAY-GRADIENTS INDICATED 1N PER CENT 
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exerted. The weight of a t rain on the maximum gra
dient of the Savona-Ceva line under s ingle traction can 
be 230 metric tons. With two leading locomotives the 
weight can be 260 metric tons. With a pusher locomo
tive, however, the weight of the train can be doubled, 
thr owing upon each locomotive the same weight as 
under single traction, or 230 tons. 

The Italian mountain electric rai lways go beyond 
t hi s, however. The fact that a train permits "com-

b 

SOFT IRON RAIL BONDS APPLIED BY AUTOGENOUS WELDI NG, 
SAVONA- CEVA RAILWAY 

pression" considerably in excess of the permissible 
strain in tension has led naturally to the placing of two 
locomotives at its rear on grades. Thus a triple trac
t ion i s obt a ined. One objection, however, to the use 
of one locomotive at the head and two at the tail of the 
train on track of varying profile and where regenera
tion is in use is that the strain exerted by the rear two 
locomotives may, on a gradient, prove too great . Con
sequently triple traction is sometimes used on the 
Savona-Ceva line, but double traction has been more 
generally adopted, with single t raction for trains of 
light weight. Since the freight cars on Italian rail
ways do not have automatic brakes, the use of pusher 

ser vice decreases the possibility of accidents from the 
train dividing, as no part is left out of control. 

As already pointed out, it is due to the shunt charac
t eristic of the induction motor and its energy regen
erating f eature that such high speed is attainable and 
that the successfu l utilization of double traction is 
possible. With three-phase locomotives a train can 
traverse the whole distance at a speed wh ich remains 
practically constant without being controlled by the 
driver. The power is automatically distributed propor
tionat ely between the locomotives whi le "motoring" on 
ascents, and on reaching a down grade the locomot ives 
in turn automatically regenerate. Thus the t rain tra
verses the changes of profile smoothly and a t high spe!ld 
without pulling apart, even in the case of. a heavy train, 
and without braking. A watt-meter on the locomotive 
indicat es t he power being used and shows when the 
locomot ives change from "motoring" to "generating," 
or the reverse. Thus a constant speed of 31 m.p.h. was 
attained with most successful results, and it is intended 
to increase thi s lat er t o 46 m.p.h. The use of regenera
tion has considerably r educed the en,ergy consumption, 
but of not less importance is the greater degree of 
safety assured and t he smoothness on the down grades 
as well as the r eduction in the wear of the line, super
structure, rolling st ock, ti res and brakes. 

E lectric energy is purchased from the Negry & Maira 
Company. A large part of t he energy is supplied from 
the St. Dalmazzo hydroelectric central station, situated 
nearly 100 miles from Savona. This station has a 
40,000-hp. output, which will be increased in the near 
future to 60,000 hp. A steam central station stands as 
reserve. The power company constructed and owns the 
substations, of which there are five in all and located as 
shown on t he accompanying map. E ach substation con
tains four single-phase, 750-kva. transformers, contin
uous rating, and a corresponding switch-gear set. 

VIEW S OF CONTACT LINE FROM TUN NEL AND CONTACT LI NE SUSPENSION AT SAVONA STATION, SAVONA-CEVA RAILWAY 
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Three transformers are connected in delta, and the 
fourth is held as reserve. Upon occasions the substa
tions have worked successfully with only two trans
formers operating. The · switch-gear arrangement 
can be made to fulfill the function of a switching post 
for the 60,000-volt transmission line. To insure con
tinuity of service each section of line is provided with 
a portable substation capable of replacing any of the 
stationary substations. These portable substations con
stitute one of the most remarkable features of Italian 
electric railway engineering. 

The contact line is connected with the substation 
through special switching posts in charge of attend
ants. These switching posts are provided with oil 
switches, lightning arresters and power-measuring in
struments for all outgoing feeders. They are placed at 
all ·the stations in order to disconnect the circuit at the 
station or any other adjoining section without inter
rupting the feeding of the other sections. The switch-

ing posts are connected with each other and with neigh
boring substations and the huts of the flagmen by tele
phone. 

The contact line consists of two circular wires of 
hard-drawn copper having a diameter of 0.315 in., mak
ing the copper section per phase 200,000 circ. mil. No 
parallel feeders are provided either for the overhead 
contact wires or for the third phase, the so-called "re
turn" rails, as the high voltage and the distance 
between the substations do not necessitate higher 
conductivity. This lends evidence to the fact that, 
owing to the small section of copper, the overhead sys
tem, the most complicated part of a three-phase rail
way, is often cheaper than that of other types. 

The construction of the rail bonds on thi s railway is 
interesting and of a kind seldom used in these days. 
They are made of soft iron, and while amply meeting the 
needs in conductivity, their great solidity and cheap
ness render them valueless to thieves. 

Quick Service Derhands More Pay 
Connecticut Commission Rules That Character of Electric Railway Freight Service Justifies 

Classification in Substantial Conformity with Express Company Classification 
-New Rates, However, Are Moved Down a Notch 

T
HE Connecticut Public Utilities Commission re
cently handed down a decision that is of marked 
importance in connection with the handling of 

freight by electric railways. The tenor of the decision 
is that the character of the expedited service rendered 
in handling station-service freight is such as to justify 
the use of substantially the classification legally es
tablished for express companies. The shipper of heavy 
and slow freight in less-than~arload lots should pay 
for the more prompt service rendered by the electric 
railway-in other words, he should not demand a 
special low rate by reason of steam railroad classifica
tion. 

How THE QUESTION AROSE 

The decision was rendered in the case of various 
petitioners against the Connecticut Company, New Ha
ven, Conn. (Docket No. 2402.) In addition to its busi
ness of passenger transportation, this company has for 
some time been conducting a general freight and ex
press business. For the purposes of the case under dis
cussion this branch of the company's activities was sub
divided into (1) carload freight, (2) station-service 
freight; and (3) pick-up and delivery express. The car
load rates were not involved, the petition being directed 
against new station-service freight rates and new ex
press rates. When the matter came to a hearing the 
petitioners did not press their objection to the express 
rates (a minimum charge of 25 cents and a flat rate of 
50 cents per 100 lb.), and these were not specially con
sidered. 

As for the station-service freight rates, it appears 
that prior to May 21, 1917, the Connecticut Company 
had rates in effect applicable to goods shipped in less
than-carload lots from one station to another on its 
line and subject to a classification of commodities which 
was based roughly, but quite definitely, upon the freight 

classification then in force upon the steam railroad lines 
operating in the same territory. This included four 
general classes, the rates applicable to the second, third 
and fourth classes grading down from the first-class 
rates. On May 21, 1917, the company cancelled the for
mer tariffs and classification and published a new class
ification modeled after the official Interstate Commerce . -

Commission classification for express companies doing 
business upon steam railroad lines. 

The effect of this new classification was virtually to 
abolish the former second, third and fourth classes, most 
of the commodities formerly grouped therein being 
transferred into the first class. This continued to carry 
the rates previously applied to first-class commodities. 
A few light and bulky articles and livestock received 
rates higher than first class. 

The petitioners asserted that the new schedule 
showed practically no classification at all, 90 per cent 
of the goods handled being included in one class. Fur
thermore, they said that the abolishment of the three 
lower classes with their corresponding lower rates re
sulted in an inequitable and excessive burden upon ship
pers of certain commodities formerly grouped in the 
lower classes. 

COMPANY'S CLASSIFICATION Is DEEMED EQUITABLE 

In supporting the reasonableness of its new classi
fication the Connecticut Company claimed that the char
acter of its expedited service justified a classi fication in 
substantial conformity with the legally established ex
press-company classification. In ruling upon this point 
the commission said: 

"There has gradually developed an apparent demand 
and an actual existence of a substantial volume of busi
ness, first in the handling of crushed stone and other 
carload shipments, and later in the carrying of sundry 
commercial and industrial products in less-than~arload 
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sh ipments for quick delivery, generally within a radius 
of from 10 to 50 miles. F r equent a nd unlimited slow 
freight transportation of heavy and bulky commodities 
which would natura lly be t ransported on steam railroads 
is incons ist ent with the use of public streets and the 
reasonable accommodation of passenger traffic in elec
tric railway service. 

"The ac tual service rendered by the electr ic railway 
in the handling of less-than--<:a rload shipments is a n 
expedited service in t he in terest of the public in the 
quick delivery of perishable and other daily required 
commodit ies, and corresponds more closely w ith express
compan y service than with steam-railroad freight busi
ness. If a shipper des ires to use this ser vice, on ac
count of it s expedi t ion, for the t ransport ation of heavy 
fre ight which would normally move by st eam railroad, 
he should pay for the more prompt service r endered. 

"The actual cost of handling heavy fre ight formerly 
carried under t he lower classifications is substantially 
t he same in this type of service as the cost of handl ing 
the so-called first-class shipments, and such heavy 
freight naturally increases t he liability t o damage 
of the lighter or more fragile shipments when moved 
in the same car. A special low rat e by reason of 
classification should not be given to heavy and nat
urally slow freight at the expense, if not t he entire 
abolishment, of the expedited service natu ral to electric 
rai lway operation. The commission finds that t he class
ification established by the company along t he li nes of 
t he official express company classification is reasonable 
and equitable." 

DIFFICULT TO DETERMINE INCOME AND I NVESTMENT 

To the contention of the petitioners, however, th at the 
abolition of the second, third and fourth classes with 
their lower rates and the general adopt ion of t he fi rst
class rate resulted in an undue burden upon shippers, 
t he commission gave partial assent. In discussing t he 
reasonableness of the new rate, the commission said 
t hat it must be recognized that t here was no present 
basis for determining accurately, or even with a ny fair 
approximation, eit her the gross return to be secured 
under t he new rate structure or the value of t he com
pany's property used for station-service fre ight and 
entitled to a reasonable a nd fa ir net return fro m such 
employment. 

According to the comm ission, it had been admitted by 
petitioners that since May 21 certain former pat rons of 
t he fre ight service had generally sent t heir short-d is
tance shipments by automobile trucks in an endeavor to 
save on transportation charges, and poss ibly, by boycot t, 
to induce the company to resume t he former class ifica
tion. The company had frankly admitted also that the 
new arrangement was designed to some extent t o divert 
from the electric lines to the st eam ra il roads heavy and 
bulky shipments conceived to be legitimate steam-ra il
road fre ight. 

It m ight be claimed, the commission remarked, that 
the new rate structu re, in so far as it increased by large 
percentages t he ' charges on certa in classes of commodi
ties, would so r est r ict and discourage electric railway 
'-hipment of such commodities as t o result in a serious 
failing off in revenue from this fre ight business. On 
the other hand, it might develop that the present limi
tations of the fre ight-handling fac ilities of the steam 
carriers a t a time when expedited service is more than 

ever demanded by both peace and war industries would 
di vert to the electric r a ilways a n unusual amount of all 
kinds of intra-state freight. In the commission's opin
ion, therefore, the amount and kind of freight carried 
by the Connecticut Company under the old classification 
and graded r ates could be used safely only as a very 
general indication of what might be expected to result 
under the new conditions. 

Mo reover, the commission said that it was perhaps 
fu tile t o assume that a ny figures available could be 
taken as a trustworthy guide for the value of the sta
t ion-freight equipment a nd facilities. The Connecticut 
Company is a composite of a larg e number of original 
companies pur chased and . combined at prices which 
2hould not, in t he commission's opinion, be taken as in
dicating to-day the fa ir value for rate-making purposes. 
On the basis of book values, however, a painstaking ef
fort was made t o segregate and allocate the portions 
applicable to the service in question. 

NEW RATES CUT TO O LD S ECOND-C LASS FIGURES 

According to the company's fig ures about $44,000 ad
ditional annual revenue would be needed to assure an 
8 per cent return from the station-service freight and 
express business combined ( the investment for these 
two classes of service not being separable-) . If the ex
press business could be r elied upon to produce $15,000, 
the station-service fre ight must y ield $29,000, or a 10 
per cent increase. In this connection the commission 
added that if the company was allowed to earn a net 
return of at least 8 per cent on the investment, no addi
tional a llowance out of curr ent income for what were 
properly capital expenditures would be necessary. That 
is to say, if the company secured an additional 10 per 
cent net revenue from the station-service freight busi
ness it would be earning as much as it could justly 
claim t o be a reasonable r eturn. 

The new rates, as they were increased by the com
pany, would, t o the commiss ion's mind, give an average 
rate increase of 33 per cent, which would probably 
yield very much more of a revenue increase than the 
10 per cent needed for a fair return. If the company, 
however, had used the old second-class rates rather 
t ha n the first-class as the basis for the new rates and 
had aboli shed all except such second-class rates, the 
aver age rat e increase would be approximately 14 per 
cent. Even on this bas is, the commission stated, there 
would be a possibility of something more than the neces
sary 10 per cent revenue increase. In view of con
stantly mounting expenses, the additional taxes which 
would accompany increased revenue and the uncertainty 
as t o the quantity of freight which would be offered 
under higher rat es, however, there would be perhaps 
no excess marg in between the 14 per cent estimated 
increase in ra tes and the 10 per cent increase in the 
company's revenue. 

The commi ssion decided, therefore: that the new rates 
of t he Connecticut Company on station-service freight 
were unreasonable, and it ordered the company to make 
effective on a nd after Jan. 1, 1918, a new schedule of 
fi r st-class rates based upon, and in no case to exceed 
between any two points, the former second--<:lass rates 
The company 's official classification effective May 21.. 
1917, must not, without approval of the commission, 
be modified so as to bring about by means of reclassi
fica tion additional rates or charges upon any com-
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modity. The order, however, does not prohibit the 
company from charging rates in excess of the maximum 
first-class rates prescribed, if such excess charges result 
solely from the application of the rules contained in the 
official classification of May 21. 

Proper Uniform for Women Workers 
Chester B. Lord, general superintendent Wagner Elec

t ric Manufacturing Company, St. Louis, Mo., declared 
a t the recent New York convention of the American So
ciety of Mechanical Engineers that overalls for women 
workers are not only unnecessary but the women who 
consent to wear them are of the masculine t ype and 

lacking in sex consc iousness. H e believes, however, 
that a ll women workers in a plant should dress alike, 
and has fo und from his experience that the best dress is 
a dark ski r t with a fadeless blue linen waist and 
a pron, bot h of st anda rd design. The women ar e usually 
willing to obey such rules about their clothing, pro
vided the rules apply to them all. 

Mr. Lord said f urther that the successfu l employ
ment of women depends on ma ny little th ings wh ich 
contribute to t heir contentment of niind, wi thout which 
they are inefficient. In the Wagner plant a ll the ma
chines are paint ed white in t he shops employing women, 
and special att ention is given t o cheerfulness and clean
liness t hroughout. 

When the Mark Twains Become B uffalo Bills 
BY THOMAS DREIER 

Assis t a nt to 'President Bay State Street Ra ilway 

Mark Twain loved to tell thi s s t ory: 
"I knew you as soon as I saw you," 

said a little girl who ran up to him as 
he walked up Fifth A venue, h'er eyes 
shining with joy. · 

Flattered, delighted by the compli
ment paid by the child, Mark asked, 
"And who am I?" 

"Why," answered the little girl, "you 
-you are Buffalo Bill." 

I could not help think about th is story the 
other day when I heard a street r a ilway presi
dent complaining about the people of his city. 
"They don't understand," he said. " Here I have 
been talking to them whenever I got a chance, 
telling them about my problems. But look at 
them. Their ignorance astonishes me." 

What I wanted to say to him (but didn ' t ) was 
this: "Do you expect all the citizens of your 
city to be professional mind readers? Mark 
Twain, one of the most advertised men of his 
time, with his pictures printed hundreds of 
thousands of times, was not Mark Twain but 
Buffalo Bill to the little girl on Fifth Avenue, 
and there were millions of men and women who 
never heard his name. 

"You have talked your little talk, have button
holed a few bankers and prominent citizens, 
have had a few scattering articles printed in 
the local papers. But what have you done day 
after day and week after week to educate your 
car riders? What have you done to educate your 
own employees? How much, as a matter of fact, 
do the people in your own offices know about your 
problems? Can half of them answer questions 
intelligently? 

"If your own employees, if those in your own 
offices cannot tell your story convincingly, what 
right have you to blame the thousands of car 
riders who have no personal interest in you and 
your affairs beyond getting the best service for 
the least money?" 

It is a fine thing for street railway men to get 
together and tell one another how bad every-

t hing is, and how t he roads are going to th e 
demnition bow-wows. But when they do that 
they remind me of t he young fe llow who told 
h is fr iends he feared that he could not win the 
hand of a certain maiden. " H ave you asked 
her ?" quest ioned t he fr iend. "No," mumbled t h e 
love-sick yo uth, " I sort of h ad a n idea she ought 
to fe el it without maki ng m,e t ell it." 

Str eet railway men must under stand that they 
cannot get results unless they get p ublic opinion 
on thei r s ide. The fo lks who make up the mass 
of car r iders are ordinar y men and women, 
amenable t o suggestion, open-minded to t hose 
ideas t hat are p r esented intelligently, and are 
disposed to do the fair thing at least n inety-e ight 
times out of a hundred. 

F avor able p ub li c opinion cannot be won in a 
day or a month . The big national advertisers 
have di scover ed tha t fact . These "Assyrian 
came down like a wolf on the fo ld" campaigns, 
these hip-hip-hurray-let-us-do-a -fas t-job adver
tising stunts are fine things-fo r the printers 
and the advertising men. 

But the hundreds of thousands of ca r riders 
are in no hurry . They take their time. They 
ha ve other things to think about besides street 
railways and their t r oubles . Ideas must be p ut 
into their minds as painlessly as possible. Ideas 
must be dropped on these people like the snow
each flake is sma ll, a lmost insignificant. At firs t 
no impression is made. Soon little patches of 
the ground a r e covered. After a while the ear t h 
is covered with a white blanket. E ventually 
heavy loads may be hauled over it. 

So is it with ideas dropped on the public mind. 
Plan a head. Give yourself time. Tell the 

truth. And always and forever r emember to be 
s incer e. What is in your heart will write itself 
into yo ur copy a nd make itself heard in your 
speech . 

Do these things and your Mark T wain prob
lem w ill not be a Buffalo Bill. 
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Getting Employees to M8.ke Sllgge~tions 
How the Denver Tramway Through its Suggestion 
Campaign with Prize Awards Has Stimulated the 
Co-operation of its Men in Solving Various Problems 

T
HE Denver (Col.) Tramway has launched among 
employees a "suggestion campaign," which has 
every indication of being a marked success. The 

idea of the campaign was taken from a system used 
by the Chalmers Motor Company in awarding prizes 
for good ideas. A few other companies were also con
sulted with regard to the results secured by them in 
using suggestion campaigns. After making a study of 
what had been found to be either the snags or the 
strong points of such campaigns, the Denver company 
evolved the detailed plan described herewith. 

ANNOUNCING THE CAMPAIGN BY POSTERS 

The general outline of the campaign was announced 
in large posters which were put up in convenient and 
conspicuous places on the company's property and build
ings, so that all employees could see them. The posters. 

The Denver Tramway Company 

SUGGESTION BLANK 
Be aure to flll out each ltttion of thi1 blank and to sqrn .and dale it. 

.Put in 1unestion box. 

I. What is the present condition a~out which yon are making yom recommendation l 

2 What ii the reason for the above condition/ . 
3 • What is your suggestion l 

Sketches should be made 
o n bac k of th is , hc-c-t 
if P=iblc. 

Date ______ _ 

Signe,c1... ___________ _ 

D~partmen1,:__ ________ _ 

SUGGESTION CAMPAIGN-FIG, 2-BLANK FORM USED BY 
EMPLOYEES lN MAKING SUGGESTIONS 

one of which is shown in Fig. 2, stated that the company 
intended to give prizes for the best ideas advanced by 
employees. The rewards would be divided into two 
classes- grand annual prizes and monthly prizes. In 
t he first group the leading prize was one month's extra 
wages ; the second prize, two weeks' extra wages, and 
the third prize, one week's extra wages. The monthly 
prizes consisted of $20, $15 and $5 in gold for first, sec
ond and third prizes respectively. The poster also 
promised that 50 cents would be paid for every sugges
tion that was judged worthy and practical. 

According to the poster, the sort of idea desired by 
the company was as follows: 

1. Where can expenses be reduced or eliminated? 
2. Where can a reduction in cost be made? 
3. What improvements can be made in existing me

chanical devices used on construction and maintenance 
work? 

4. What improvements can be made in general ar
rangement of machinery facilities in shops, power-plant, 
tool-room and car houses? 

5. What improvements can be made in methods of 
handling materials, so as to increase the efficiency of 
workmen and facilitate the completion of jobs? 

6. What precautionary measures can be taken to pre
vent, error, fire and accident? 

7. What improvements can be made in light, heat, 
ventilation, sanitation and all other matters which will 
promote the health, safety and comfort of employees? 
(Wash-room and toilet facilities, lunch and rest rooms 
for women, etc.). 

8. What economy can be practised in electric light, 
steam, power and use of material? 

9. What improvements can be made to any part of 
the street car coaster savings? 

10. What new features can be introduced tending to 
improve street cars? 

11. How can the shop, track, bridges and buildings, 
power plant, overhead and bonding be better planned? 

12. What improvements can be made in employees' 
record system, statistical records, correspondence 
filing, cost system, piece-work and time-keeping system? 

13. What reduction can be secured in the cost of 
transportation of company employees, materials, ex
press and mail? 

14. What new or novel advertising ideas can be in
troduced? 

15. How can the sale of street car service be in-
creased? 

16. How can co-operation be increased? 
17. How can the service to the public be improved? 
18. Where is unnecessary work being done and where 

is work being duplicated? 
19. What improvements can be made in blank forms? 
20. What instances can be cited where expensive tools 

or operations are being used on work which might be 
done as well with cheaper tools or operation? 

The poster stated that all employees of the company 
might compete, with the exception of officers, depart
ment heads, division superintendents, assistants in 
charge of power, line, bridge and buildings, and track; 
the mechanical engineer, the field engineer, the superin
tendent of planning and the office engineer or draughts
men. Draughtsmen, however, might make recommenda
tions that had to do with matters not pertaining di
rectly to their work. 

How SUGGESTIONS ARE HANDLED 

The suggestions made by employees may be sent to 
the company by placing them in the regular tramway 
mail or United States mail or by dropping them into 
suggestion boxes put up in the various buildings. These 
boxes are locked, and the secretary of the committee on
suggestions is the only person having a key to them. 
This committee, which receives all suggestions, is com
posed of seven officials of the company. 
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On top of each suggestion box is a rack, in which is 
kept a supply of blank forms used by the employees. 
The employee writes his suggestion, dated and signed, 
on the blank shown in Fig. 1. On this, it will be noticed, 
there are general questions asked, as follows: "What 
is the present condition about which you are making 
your recommendation? What is the reason for this 
condition? What is your suggestion?" These questions 
are aimed to help the men reason systematically and 
also to standardize to some extent the suggestion pro
cedure. 

When the employee has written out his suggestion, he 
places the form in a prepared envelope addressed to the. 
secretary of the committee on suggestions. This en
velope is marked personal and also bears the following 
statement in the upper left-hand corner: "The secretary 
is the only person permitted to see original suggestion 
with name attached. Others please do not open." On 
receiving the suggestion the secretary acknowledges it 
with the 's"tatement shown in Fig. 3. He then gives the 
suggestion a number and makes an entry corresponding 
upon the employee's record card ( 4 in. x 6 ' in.). This 
shows at the top the name and the department of the 
employee, and has five columns for the following: Num
ber, date, filing subject, points, and action taken. 

After the suggestion is thus entered, the secretary 
copies it without signature on a yellow letter-size sheet 
which bears only the date and the suggestion number. 
He then files the original suggestion in his private file, 
and no one else has access to it. Thus, when the sugges
tion is taken up by the committee the members do not 
know who submitted it. The committee goes over all of 
the suggestions on the fifth day of each month and re
ports on each one, either favorably or unfavorably. 

If any of the suggestions is not accepted, the re
port shown in Fig. 4 is sent to the employee, a full nota
tion being made thereon as to why the suggestion was 
not found suitable. With 
it is sent a certificate of 

SUGGESTIONS 4 

~ WANTED 
FROM TRAMWAY EMPLOYEES 

BIC PRIZES FOR COOD IDEAS 
GRAND ANNUAL PRIZES 

FIRST PRIZE 

A MONTH'S EXTRA WAGES 
SECOND PRIZE 

TWO WEEKS' EXTRA WAGES 
THIRD PRIZE 

A WEEK'S EXTRA WAGES 
MONTHLY PRIZES 

lat $20 In Gold 2nd $10 In Gold 3rd $5 In Gold 

Also soc for every suggestion that is judged worthy 
and practical. Open to Tramway employes only 

£ ·1 1 HOW SUGGESTIONS ARE HANDLED IN THE COMPETITION; PRIZES I 1 ~ 

~.:£5~cS~:~ ....:.;~-=:~~ .. ~~~ .. ~, ... - ~=9!.~-=.::i~~:=i,-~ 

___ ._ __ ,_..,.u, -=:;4-; "' '-•_-:.:::=:;~_:'..~ =----~~~;;.=: 
A 11 Nature al td••• De■lrM 11£ 

SUGGESTION CAMPAIGN-FIG. 2-POSTER ANNOUNCING DETAILS 
AND RULES OF PRIZE AW ARDS 

gestion, but the reward is so small that there is no 
chance of his winning a big prize through mere rejec
tions. Reinvestigation of a rejected suggestion will be 
made if the employee requests such action. 

If the committee ac

acknowledgment (Fig. 6), 
which states that the em
ployee has been awarded 
a one-half credit for a 
suggestion made "for the 
betterment of service, op
eration or efficiency in a 

~ The Denver Tramway Company 

cepts a suggestion, it so 
reports by means of the 
blank shown in Fig. 5. 
This states that the sug
gestions, including the one 
in question, which were 
accepted that day will be 

ACKNOWLEDGMENT 

We are pleased to acknowledge receipt of your suggestion 

considered within the next 
department of the com
pany." This gives the 
employee s o m e reward 
for his effort in spite of 
the rejection of the sug-

h will be copied without signature, and referred to the Committee on Sugger 
tions, and if your idea is accepted you will be notified. 

thirty days and the 
monthly p r i z e s for the 
best adopted suggestions 
will be awarded at the end 
of that period. With this 

We thank you for this suggestion, and hope you will send in others. 

SECRETARY COMMITTEE ON SUGGESTIONS. 

The Denver Tramway Company 

REP9RT ON SUGGESTION No .. 

Regarding ____________________ _ 

Dat"--------
Wc revet to report that we arc uoablc to accept the above suggestion for the following reasons: 

If the abo"c is not perfectly clear, drop us another note or come in to the office and talk it over. 
Thank rou for the spirit of yOur suggestion. Please try again. Enclosed is your Certificate of 
Acltnowlcd gmcnt awardir1g you one-half Credit. 
"-"•·Tl COMM ITTEE ON SUGGESTIO NS. 

The Denver Tramway Company 

REPORT ON SUGGESTION No __ _ 

Regarding ___________ _________ _ 

Date._ _______ _ 

We wish to thank yoo again for the abon suggestion aod arc glad to tell you that we have 

reported b.vorably on it for further investigation. 

Enclosed you will 6nd an order on the Trenurcr for fi fry cents, ind a Certi ficate of Credit 

awarding you two credits. 

The suggestioos, iocluding your$, which have been :acccprcd today, will ~ considered within 

the next thirty days, 2nd the monthly prizes for the best aw2rdcd at the end of that period. 

Keep it up ; we hope to receive m2ny more v2lu2blc suggest ions from you. 

COMMITTEE ON SllGG l STI O NS 

SUGGESTION CAMPAIGN-FIG. 3-ACKNOWLEDGMENT SENT UPON RECEIPT OF SUGGESTION FROM EMPLOYEE. FIG. 4-REPORT 
SENT UPON REJECTION OF SUGGESTION. FIG. 6-REPORT SENT UPON ACCEPTANCE OF SUGGESTION 
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report is inclosed an order on the treasurer for 50 cents, 
which may be cashed at once, and a certificate of credi t 
valued a t 2 point s. The latter is similar to the certifi
cate shown in F ig. 6. 

AWARDING THE P RIZES 

The gold prizes are awarded each month, t he second 
month after suggestions for any month period a re r e
ceived. These prizes are based not on credits but on the 
merit of the suggestions. The accepted suggestions are 
forwarded to the proper departments for fu ll investiga
tion, and those adopted a r e considered elig ible for the 
prizes. The employee submit ting the best adopted sug
gestion receives $20 and a cert ificate awarding three 
c redits. The employee submitt ing the n ext best sugges
tion receives $10 and a certificate awarding one credit, 
and t he employee submit t ing the third best suggestion 
reeeives s imply $5. 

The grand annual prizes are awarded to t he em
ployees who have earned the highest number of credits 
in the year. A month's wages is considered as the tota l 

Certificate o ( Acknowledgment 

T HIS CERr!Ff ,. tha t_ .. . _ . . . _ _ ___ _ 
has- l>c:en awarded On~-ha.Jf ( 1 ~ )_ Credit in 4 t. knowh:dimcnt of a sui,;~tion, nude for the bcn cr• 
mcnt of service, "peution o r c tlic1cncy m o1 rlc ~:1rimc~ t of The Denver r r.1mw.ly Comp-Jn y,_ which 
coulJ not be a,ccpted by the Commmee un Sug~cst1on,. 

This_ Ce~hcatc of Acknowledg ment, rn~t lhcr ~ith any other Certificate of Adcnowledg. 
meat oi Credit awarded the ab11\c named e1nplo.:,e. m:,y I~ ente red rn con1petirion •fo r the Grand 
Ann ua l P rizes for the year enJing ~la)' I, l? I 

Drn,-~~ ':;-!~~-;
1 

(~ mpany. - - • 19L . by the L"oanmirt ee oo Suggestion, fo r The 

- !,ttrct'lf)'-

£•l"'.ff~-O?,'.~lf~~ '.:, . 

SUGGESTION CAMPAIGN-FIG. 6-CERTIF ICATE OF ACK N OWL
EDGMENT ACCOMPANYING REJECTlON REPORT 

year 's earnings divided by twelve, and a week's wages 
as the y ear's total divided by fifty-two. When the same 
suggestion is received from two or more employees, the 
first one submitting it r eceives the credits, the date on 
t he original suggestion being taken as the ba;,;is fo r t he 
.award. 

ln connection with the award of prizes, there is a pro
v ision covering a man who sends in a new plan or sug
gest s a change in method which cannot very well be 
taken care of in the general scheme, but which is really 
of much value to the company. For inst ance, one man 
drew up a wiring diagram that eliminated a great many 
lights and will result in the saving of hundreds of dol
lars t o the company each year. This will be handled as 
a specia l case, and the chief engineer will decide how 
large a check should be sent to the employee. This pa r t 
of the program, however, is not advertised. 

In carrying out its campaign, the company makes it 
a pr ivat e affa ir with each employee. Thus it avoids 
some of the snags that one or two other companies have 
encountered in trying out such a system of prizes. 

How THE P LAN Is WORKING OUT 

The awarding of the first month 's acceptances and 
the prizes was delayed on account of the flood of 
suggestions brought in by the announcement of the 
contest. A great many suggest ions presented new, 
constructive ideas of the finest kind, and they r eceived 
careful study. In many cases they had to be referred 
to several different departments for consideration and 
decision as to their practicabilit y. Actual test s on the 

r oad or in the shops had t o be made on others. A few 
necessitated working models, which were made, de
veloped and improved at the company's expense. 

Quite a few of the suggestions were rejected, the 
causes being of various kinds. Some suggestions were 
impractical; many were old ideas that had been tried 
out on the t ramway and other electric r a ilways and 
proved undesirable or impossible; still others were al
ready in use, and a f ew had to be rejected because some 
other contest ant made the same suggestion first . By 
far t he largest number of rejections, however, was 
caused entirely by the fact that the contestant made 
no suggestion. He would state the facts regarding 
some condition that ought to be improved, and then his 
suggestion w ould be to the effect that the whole thing 
was wrong and ought to be changed in some way. It 
has now been expla ined through the employees' publica
t ion that each contestant must tell exactly how any 
condition can be improved. 

The sugges tions already submitted have been found 
to display more thought on the part of the employees 
and a remarkable increase in value to the company. 
While there were 150 suggestions the first month, their 
value could be r ated-to fix an arbitrary percentage-
at only 40 per cent. The suggestions the next month 
can be rated at 70 per cent, although there were fewer 
submitted. It is f elt, therefore, that the ideas in the 
suggestions are going to improve splendidly as time 
goes on and the men become accustomed to using their 
brains in this di rection. 

The company is pleased with the results and finds 
nothing in the campaign that it would change. The 
plan has proved to be an excellent stimulant to depart
ment heads a nd to employees. It has been particularly 
valuable in eliminating the excuse for the rank and file 
to sit on a bench, tell each other what they would do 
if they were boss and let it go at that. With the sug
gestion campaign in operation the men have a fine 
oppor t unity t o t ell seven different officials of the com
pany what they think ought to be done, with the possi
bility of getting paid fo r doing it . 

Byllesby Properties to Assist in Sale of 
War Savings Certificates 

Application has been made by the bond depa rtment of 
H. M. Byllesby & Company to have the many offices of 
Byllesby utilities throughout the country appointed 
special agents for the sale of War Savings Certificates 
and Thr if t Stamps. W. H. Clarke, manager of the bond 
department, says in this connection : 

"Public s,ervice company offices which handle cash 
and come into intimate contact daily with all classes af
ford admirable facilities for assisting in this cam
paign. In the many towns we serve a large number of 
people a re accustomed to coming to our offices for in
vestments. Thousands have made their patriotic pur
chases of Liberty Bonds through our representatives at 
the properties as well as notes and preferred stock ot 
our operating companies offered under our customer 
ownership plan. The war savings plan offers a means 
by which every individual may assist in winning the 
war by investing his or her savings in amounts of 25 
cents and multiples thereof, and we are going to do 
everything in our power to assist in distributing and 
popula rizing the war stamps." 
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Railway Service Must Be Preserved 
Report of Special Investigator Says Jitneys in British Columbia Territory Must Go- Company 

Should Have Aid in Form of Suburban Rates Bearing Approximate Relation to Cmt of 
Service-One-Man Car Operation Recommended for Shuttle and Light Lines 

T
HE railway service of the British Columbia Elec
tric Railway, Vancouver, B. C., cannot be main
tained efficiently under the present condition of 

competition with jitneys. The jitney, therefore, should 
be eliminated, for it cannot meet transportation re
quirements. But the r a ilway finances should be helped 
in other ways, too, as through a fare readjustment so 
that suburban districts outside of some central area 
would bear part of their cost of service. Moreover, the 
operation of one-man cars should have a fair trial with 
the view of reducing costs and maintaining a better 
service on shuttle and outlying light lines, and the 
company should be authorized to increase the speed 
limit and also to give through service to certain pa
tron~. 

Such is the substance of the recommendations just 
made by Adam Shortt, Ottawa, appointed on July 11 as 
special commissioner to investigate the economic con
ditions and operations of the British Columbia Electric 
Railway. The immediate cause for Mr. Shortt's ap
pointment was the strike of more than a week's dura
tion last June, when the employees refused the com
pany's offer of a wage increase of $100,000 a year. Fol
lowing a meeting of representative citizens called with 
the object of securing the resumption of car service, 
negotiations were opened by the City Council of Van
couver, and the company stated that it was impossible 
for it to pay the wages asked and at the same time 
compete with the jitneys. 

It was decided at thi s meeting that the company 
would meet the wage demands and resume service, and 
that both the city and the company would agree to 
abide by the decision of a commissioner to be appointed 
by the Provincial Government. An order-in-c-Juncil 
was subsequently passed by the Provincial Government 
appointing Mr. Shortt, who held sessions in Vancouver 
and Victoria from July 16 to Aug. 21. His report has 
just been published by the company in a 61-page 
printed booklet. The following paragraphs contain a 
resume of his comments upon the general questions in
volved, and the panel on the next page is a substantially 
complete reproduction of his basic summary of the sit
uation in British Columbia. 

SERIOUS REACTION FOLLOWED BOOM 

When in 1897 the company undertook to develop a 
comprehensive system of transportation, the population 
of the Vancouver district was limited. During the en
suing boom period, however, railway expansion was 
not only permitted and justified, but ev,en demanded 
with ever inc reasing importunities. Operating in an 
atmosphere of phenomenal growth and optimism for 
more than fifteen years, when, with the exception of a 
temporary pause in 1907-08, almost every year sur
passed the last both in volume and in ratio of growth , 
t he company expanded far. Mr. Shortt is only sur-

prised that the company had not more fu lly outrun the 
existing needs of the di stri cts which it served. 

Early in 1913, when the driving force of the boom 
was spent, the company was not unreasonably in ad
vance of the actual requirements. But a heavy reac
tion then set in. Population dimini shed, and activities 
in the newer districts ceased. Then the war broke out, 
and the exodus of population increased. The company, 
therefore, found itself confronted with the maintenance 
of service in outlying districts where growth had been 
a rrested before sufficient population had been estab
liEhed to meet the primary costs of service. 

1916 RATE OF RETURN WAS ONLY 2.13 PER CENT 

After setting aside the usual percentage fo r renew -
als and maintenance res,erve, the net revenue fell from 
$2,287,556 in 1914 to $875,182 in 1916, through $1,247,-
890 in 1915. T he rate of return on the capital invested 
was as follow s for the three years: 1914, 4.69 per cent ; 
1915, 2.60 per cent, and 1916, 2.13 per cent. 

With bond and debenture interest in 1916 amounting 
to $987,681, there was a deficit of $112,499 in relation 
to the fixed charges for the year, there being no return 
whatever on the share capital of about $21,000,000. 
The company withdrew from reserve about $350,000 
to meet its debenture charges. 

While the s ituation has improved somewhat since 
1915-16, up to the end of May, 1917, the rai lway sys
tem was still operating at a considerable loss. At the 
present time, Mr. Shortt remarks, it is not a question 
as to whether the company can pay dividends of even 
the most modest s ize, but whether it can maintain an 
equili brium between income and fixed charges. 

During the last three years the heaviest losses were 
incurred in Vancouver City and the New Westminster 
interurban services. This is where the jitney opposi
tion, wh ich started in November, 1914, has been most 
severe. For the city and suburbs of Vancouver t he ag
g regate amount lost to the company through jitney 
competition for 1916 was $261,278. The actu al rail
way receipts from this area during the year were 
$1,237,058. The extent, therefore, t o which the jitney 
cuts in upon the income of the company is quite suf
ficient to make the difference between the possibility 
and the imposs ibility of financial soundness for the 
electric railway syst em. 

JITNEYS CANNOT TAKE THE PLACE OF STREET CARS 

Assuming that the majority of the citizens of Van· 
couver and Victoria and their ad joining municipalities, 
even if favoring the municipal ownership and opera
tion of public utilities, are no more prepared than 
those of Edmonton and Calgary to permit private jit
ney competitors to take the cream of the city's rev
enue, Mr. Shortt says that the question simply nar
rows itself down to whether the jitney service or the 
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electric railway service is to operate in the coast cities 
of British Columbia. 

On this point t he commissioner says: 
"An open-minded examination of t he jitney service 

as it at present exist s should convince any one that , 
while it may be a useful supplement t o elect ric r ailway 
service, it cannot possibly t ake it s place. All that is 
left is t he vague possibility that the jitney service 
might result in some form of trackless motor vehicles 
which might some day take the place of the st r eet car s. 

"Though there have been several experiments with 
different types of motor cars in American c ities, they 
have not been able to compete succ,essfully with the 
street car s. It is true that motor-bus services have 
been successfully developed in some of the older and 
larger cit ies of Europe, where t he contour and the 
varying widths of the st reets do not lend themselves 
to the operation of elect r ic cars; also in some of the 
larger cit ies of America, where, as in New York and 
Chicago, every possible form of transportation is em
ployed to deal with the ever increasing volume of traf
fic. In these cities, however, the trackless trolley bus 
is employed as a supplementary service, especially on 
streets where it is not convenient or desirable to have 
wires and tracks. 

"In other large cit ies, especially those like San Fran
cisco, where municipal ownersh ip of t he street-car 
service is makin,g headway, the bus is occasionally 
adopted as a supplementary service in order t empor
arily to meet t he requirements of the newer city and 
suburban districts where it would not be profitable, 
for a time at least, to lay and operate the regular elec
tric lines. In all such cases, however, experience shows 
that neither the jitney nor even the motor bus is seri-

ously regarded as a practical alternative to the regular 
street car service. 

" It may be noted that while there is throughout the 
United States and Canada a very general agitation for 
an increase in transportation rates, both local and gen
eral, in order to meet the increasing cost of labor and 
equipment, yet in all the necessary expansions of the 
electric r ailway service there has been no serious sug
gestion, in America at least, as to the substitution of 
other methods of transportation for the street car." 

F ARE AND SERVICE IMPROVEMENTS RECOMMENDED 

Having decided it to be in the best interests of the 
public to maintain the service of the British Columbia 
E lect r ic Railway and eliminate the jitneys, therefore, 
Mr. Shortt turns his attention to possible readjust
ments in fares and service of the railway. His recom
mendations are along the following lines: 

1. Suburban Rates Based on Cost of Service 

It is not recommended that the present standard 
fares in the city of Vancouver be increased. As a re
sult of the hasty and tentative arrangements entered 
into dur ing the days of rapid expansion and the over
flow of municipal boundaries, however, there is an in
tricate and impracticable system of normal fares, with 
all manner of special concessions and privileges. It is 
impossible, Mr. Shortt states, to summarize this tangle 
of rates within limited compass, but certain general 
conclusions may safely be derived. In the first place, 
these r ates must be revised and simplified with a view 
to rendering them more uniform and equitable alike 
to .the company and the citizens. 

As a basis factor in the rearrangement, a central 

H ow Mr. Shortt Analyzes the Situation in British Columbia 
1. The financial condition of the railway division of 

the British Columbia E lectric Railway is impossible of 
continuance on the basis of the past three years or t he 
immediate prospects for the future. 

2. The urban and interurban business, as proved by 
long and wide experience, cannot be conducted upon a 
basis of free competition. It is a public utility and as 
such essentially a natural monopoly, to be conducted 
on well-recognized principles as a unified service, t he 
various portions furnishing mutual support. In the case 
of public utilities free competition has never proved a 
permanent protection to public interests-quite t he re
verse. A public utility commission is the only prac
ticable safeguard for the general interest. 

3. Jitney competition on a considerable scale in con
junction with a prolonged period of depression and loss 
of population has destroyed the normal basis on which 
the railway system was built up and can alone be main
tained. As a jitney service it cannot take t he place of 
the railway service. Any of the possible alternatives 
to the railway which would be adequate to replace it s 
varied services, as for instance a motor-bus develop
ment , would involve the reproduction of all the essential 
features o:t' the British Columbia Electric Railway as 
an organized capitalistic business cor poration. Such a 
company in turn could not maintain an extended and 
satisfactory service in competition with the free-lance 
jitneys, confining themselves, as now, to the cream of 
the business. 

4. The jitneys in competition with the street cars 
must be eliminated and until more p rosperous condi
tions return certain other changes and economies intro
duced, or the street cars must go out of business ; or, if 
forced to operate on a basis permitting them to meet 
competition of j itneys, they must at least abandon the 

outlying and more unremunera tive sections of their 
lines, reduce the frequency of the service on others, dis
continue all transfers, and exact a 5-cent minimum fare 
for a ll persons, including ch ildren under twelve years, 
school children, workmen, et c. 

5. As a gener a l alterna tive the cities of Vancouver 
and Victoria, under arrangement with the a djoining 
municipa lities, may take over the r a ilway systems in 
their respective centers and conduct them as municipal 
enterprises, leaving the jit neys their present freedom 
to take what t hey please of the street-car r evenues. 

6. If the jitney competit ion is eliminated a s the chief 
source of t he annual losses of the company, then as 
regards t he Vancouver district the r emainder of the 
losses, due to t he prevailing war conditions and the 
diminished population, might be fai r ly well met until 
more prosperous t imes recur by the fi xing of a city 
population area within which pr esent r a tes and trans
fers should continue, while beyond that area a read
justment with reference to rates, frequency of service, 
etc., could probably be effected in conference between 
representa tives of the adjoining municipalities a nd the 
management of the company. 

7. As regards Victoria (on Vancouver Island), apart 
from t he elimination of ji ~ney competition in the dis
tricts served by the street cars ·and the revision of the 
company's ch a rter in order to bring it into harmony 
with the more modern charters of the mainland, prac
tically no change in existing fares, transfer privileges, 
etc., would be needed. 

8. In both districts special economies, such as the 
one-man ca rs on specified routes, to be agreed upon by 
the city and the company, should be ca::-efully consid
ered and if possible approved. 
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area should b,e determined. In prescribing such an 
area, within which uniform rates for the various 
classes of city tickets shouid be established, with free 
transfers on continuous trips to all other parts of this 
area, the population limits should be taken, not the re
stricted municipal limits of Vancouver City. 

.Beyond this area would lie the suburban areas proper, 
and for these rates must be arranged which would bear, 
not the full, but some approximate relation to the cost of 
the service rendered. In practically all cases this would 
involve the cancelling of transfers from outlying lines 
to those within the city population a rea. 

An adherence to the letter of the charters, Mr. 
Shortt avers, will afford no solution of the present dif
ficulties, which involve the alternatives of an insuper
able financial loss to the company or an entire suspen
sion of street-car transportation to the suburban dis
tricts in question. In the face of such a situation, the 
only reasonable solution appears to be that the repre
sentatives of the municipalities affected confer with the 
management with a view to the recognitio~ of the 
limits of the city population area and the consequent 
readjustment of fares, transfers and time tables. 

When improved conditions return for any or all of 
the suburban districts, a corresponding improvement 
in fares, frequency of service and transfer privilege:, 
should be made. In the meantime, should a public 
utilities commission be appointed, as Mr. Shortt recom
mends, it would naturally be the proper authority to 
fix suitable times and conditions for a return to lower 
rates and more extended privileges. 

2. One-Man Cars for Shuttle and Light Lines 

In regard to economies which the company may be 
able to introduce with a view to lowering costs of op
eration without materially reducing the quality of the 
service, Mr. Shortt recommends that trial be made of 
the one-man car. This could be tried at least on all 
the shuttle lines operated, and as far as possible on 
the outlying routes where the lightness of the traffic 
should render it quite possible of operation. One may 
doubt, the commissioner remarks, the possibility of 
such cars handling the traffic in congested areas of a 
city of any considerable size. As to the practicability 
of the plan, however, for outlying and more sparsely 
settled districts, there can be little question, while as 
to the advantage in point of economy there is still less. 

Mr. Shortt notes that the employees look upon such 
a change with disfavor. That it would involve some 
reduction in the number of employees is obvious, 
though were the jitney competition abolished the bal
ance would probably be readjusted. It would be bet
ter, however, in Mr. Shortt's opinion, to reduce the 
number of men, while increasing somewhat the re
muneration of those operating the one-man car, than 
to permit loss of employment fo r a considerably larger 
number by virtue of the enforced closing of section ::: 
of line on account of the heavy loss in operation. 

In summing up their position the employees claim 
that the one-man car "where a t present in operation 
has been a failure and is qpposed by both the public 
and the men who operate them." This conclusion, to 
Mr. Shortt's mind, like many of the other claims as to 
certain elements of danger, does not seem to be borne 
out by the facts, either in Canada or elsewhere. Be
sides the experience of Calgary, where one-man cars 

were much opposed at first but are now quite fa vor
a bly received, there a re numerous reports from various 
places in the United States as to the acceptable nature 
of the service rendered by them, with diminished ac
cidents. 

3. Speed Limit Too Low; Stops Too Frequent; Through 
S ervice Recornmended 

A desirable improvement in suburban t raffic would 
be a reduction in the time taken to reach certa in out
lying districts. While the present speed limit pre
sc ribed in some of the charters is obviously too low, 
part of the delay, especially between Vancouver and 
New Westminster, is due to the constant stoppages at 
street corners in the Vancouver City area. 

Pending further and more far-reaching plans for an 
improved through service, the present service might 
be bettered by a combination of higher speed and t he 
skipping of many ordinary street corner stops. Were 
t hese improvements introduced, they would greatly 
facilitate the through service on the most important 
interurban route of the company and practica lly take 
away any advantage which the through motor cars have 
in point of speed. 

National Engineering Societies Or
ganize for Closer Co-operation 

For economy of administration and to promote co
operation the United Engineering Society, the E ngineer
ing Foundation and the Engineering Council have de
cided to join in one suite of offices and engage a joint 
secretary. Alfred D. Flinn, now deputy chief engineer 
of the Board of Water Supply of the City of New York, 
has been chosen secreta ry. Mr. Flinn has, dur ing the 
period since his graduation from the Worcester P oly
technic Institute, twenty-four years ago, been engaged 
on many important engineering problems connected 
with water supply . He was also for t wo years manag
ing editor of Engineering Record. He is well known to 
readers of t his paper as a member of the American 
Committee on Electrolysis. 

The United Engineering Society was formed some 
years ago by the national societies of civil, mining, me
chanical and electrical engineers t o co-ordinate joint 
activities and provide fo r holding property in common. 
This body act s as the holding company fo r the four 
fo under societ ies a nd is landlord of the Engineering So
cieties' Building in New York, in which the fo under 
societies have headquarters. In it also is vested the 
title to the library housed in the same building, now 
the most important engineering library in the countr y. 

The E ngineering F oundation Board was created, as 
a department of the United Engineering Society, to ad
minist er the endowment made by Ambrose Swasey three 
years ago for the support of engineering research for 
the benefi t of the profession and of h umanity. The 
large sum of money he gave will form, it is hoped, the 
nucleus to which other gifts will be added. 

The E ngineering Council was creat ed to handle mat
ters affect ing engineers which could not be properly 
handled by any one of the individual engineering pro
fessional societies. I t s function is "the proper consid
erat ion of questions of general interest t o engineer s and 
to the public, and to provide the means fo r united atcion 
upon questions of common concern to engineers." 
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Editors I-Iear About Coal Status 
Editorial Conference of Business Papers in Washing
ton on Dec. 13 Was Addressed by National 
Fuel Administrator and Others on Coal Situation 

AWELL-ATTENDED meeting of the editors of the 
various business and technical papers of the country 

under the title of Editorial Conference was held in 
Washington, D. C., on Dec. 13, to hear the heads of 
various governmental departments discuss matters un
der their jurisdiction. The following is a summary of 
some of the addresses of particular interest to electric 
railway companies. 

ADDRESS OF DR. H. A. GARFIELD 

Dr. H. A. Garfield, fuel administrator, described th~ 
crganization of that department, which includes the 
federal administrator, and State county and municipal 
administrators, all under direction from Washington. 
Such a federal administration, in the speaker's opinion, 
is necessary so that the fuel resources of the country 
can be made available in all states, whether they pro
duce coal or not. 

Of bituminous coal, Dr. Garfield said that about 
50,000,000 more tons were produced during the current 
year than last year. The shortage which has occurred 
in spite of this fact is because of the extra demands for 
f uel from manufacturing enterprises, railroads, etc., t o 
~ay nothing of the normal increase in the call for domes
tic coal. Continuing, the speaker said: 

"There are three factors entering into the produc
tion- first , the operators, then the mine employees, and 
third, the railroads. Unless each one of those is work
ing at full efficiency, we shall not have maximum results 
in output. A large part of my time was spent during 
the first two months, and, indeed, much of my time is 
still occupied, with bringing together operators and r ep
resentat ives of labor who in certain fields of the coun
try a re not able quickly to adj ust their differences . To 
them I have just one theme to present, and it is this: 
Whatever your controversy, wherever the right li es, 
make sure that production continues and is not inter
r upted by reason of your dispute. That theme cannot 
be overemphasized." 

Turning then to the anthraci t e field, he said: "It is 
a significant fact that with the normal amount of labor 
in normal times, something like 175,000 men and boys 
a t the mines are employed. This number has now been 
reduced by 25,000 because of the draft and because of 
the fact that employment elsewhere has appeared more 
a ttractive. But in spite of the fact that there are only 
150,000 men and boys laboring in the anthracite field 
this year, against the 175,000 formerly, the anthracite 
mines have produced something like 20 to 22 per cent 
more coal than they produced a year ago. That plainly 
is a tribute both to labor and to those who are conduct
ing the mines . 

"There is, however, an element in human nature that 
we ought not to lose sight of, and that is the selfishness 
of human nature. There has been a great deal of that 
sort of thing this year. It has extended into the 
households, people buying more coal than they quite 
needed. It has found its way into the factories antici
pating an increase of business, and the result is that 
some-many, indeed- have more coal than usual, some 
have rr:ore coal than they need for the entire year and 

some less provident, possibly because they could not 
provide the store ahead, are without coal." 

In the discussion following, Dr. Garfield explained, 
among other things, that the administration has made 
every effort to see that the utilities are supplied with 
fuel. He said: "The moment we receive the informa
tion that a public utility is out of coal, or in danger of 
being out of coal within a few days, we issue the orders 
to send coal to that utility." Such a request, he said, 
should be sent to the state fuel administrator. He also 
remarked that he had been disappointed with the sav
ings effected by cutting out illuminated display signs 
and that it was likely that the order on this matter 
would be changed. 

In answer to another question, Dr. Garfield said that 
he believed that the state public service commissions 
would be willing to co-operate with the federal depart
ment in regard to the economies suggested by the de
partment for public utilities, but no sufficient return 
from the commissions had yet been received actually to 
determine this matter. 

SECRETARY OF COAL OPERATORS' ASSOCIATION DEFENDS 

OPERATORS 

J. D. A. Mora, secretary of the Coal Operators' Asso
ciat ion , made an address in which he claimed that the 
primary cause of the difficulty of scarcity of fuel was 
the lack cf transportation. He read a number of tele
grams from sectional coal organizations complaining of 
shortage of cars and consequent necessary closing down 
of mines. He said that the coal operators had done all 
they could do, that the fuel administration had done all 
that it could do and that decisive immediate action in 
regard to transportation was necessary. The speaker 
thought that if priority of movement should be given 
to coal and the mines should receive a preference in the 
supply of cars for thirty days the conditions would be 
righted. He realized that the railroads were operating 
in many cases short-handed and with insufficient equip
ment. 

SENATOR POMERENE CRITICIZES COAL OPERATORS 

Senator Atlee Pomerene of Ohio, in discussing the 
subject of "Governmental Price Setting," had a word 
to say about profiteers in coal. He said he knew of 
cases where coal operators, who had contracted to de
liver the entire supply of coal required by manufactur
ing plants and municipal corporations, had consigned 
the coal, but while it was on the way to its destination 
it would be reconsigned and sold in the public market as 
spot coal. At the very time that the business men were 
complaining of the shortage of coal, the coal operators 
were using coal cars for storage purposes in the yards 
of different Ohio cities and towns. In one case an 
operator kept a number of cars on the tracks in storage 
and paid the demurrage charges amounting in one week 
to $400 while prices were being boosted. Later he sold 
the coal at a net profit of $1,600. 

F. C. DELANO DESCRIBES WAR CERTIFICATES 

Another speaker was F. C. Delano, a member of the 
Federal Reserve Board, who explained that the present 
thrift certificates were a modification of the English 
plan, the principal difference being that the War Sav
ings Certificates all mature at fixed date, Jan. 1, 1923, 
where'.ls the English plan was to make them all mature 
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at five years from the date of purchase. One disadvan
tage of the American plan is that the price at which the 
certificates can be purchased varies according to the 
month. Its principal advantage is that a holder is able 
to cash all of his stamps at one time, and Mr. Delano 
suggested that the government ought then to offer the 
holder several alternatives, namely, first, cash; second, a 
register or coupon bond, and third, an annuity. The an
nuity plan, although a novel idea here, is very common 
in France. In spite of the intensive campaign for the 
sale of Liberty Loan bonds, they were sold to less than 
10,000,000 people, leaving a population of something 
like 95,000,000 to whom, it is hoped, the War Savings 
Certificates will appeal. 

Coal Shortage Forces Co-operation and 
Service Economies 

Skip Stops, Service Reductions and Fine Spirit on 
Part of Employees Figure in This Week's 

News on the Power Situation 
rf1HE coal situation continues to be critical, but the 
.1 acuteness of the emergency is bringing about a 

fine co-operation among all who can assist in saving fuel 
directly and indirectly. Reports from several sources 
are epitomized in the following paragraphs. 

EVENING AND OWL SERVICE CUT AT GRAND RAPIDS 

The Grand Rapids (Mich.) Railway on Dec. 9 began 
to reduce its evening service on all lines except the 
Division-Plainfield route, its heaviest line, to a fifteen
minute headway, beginning at 8.30 p. m. Also, the 
12.30 and 1 o'clock a. m. owl service has been entirely 
dispensed with, and the midnight cars, which are now 
the last ones, have been held at the central transfer 
point in the downtown district until 12.05 to give the 
12 o'clock workers an opportunity to catch the last 
car. No particular remonstrance to these cuts in service 
have been manifest by the public, so that the company 
has concluded that the change has made no great incon
venience. Both these service cuts were made to save 
coal. The Consumers' Power Company, from which the 
railway purchases its power, is dependent on coal for 
approximately two-thirds of its output, the remainder 
coming from water-power sources in the State. 

A 100 PER CENT RESPONSE AT LOUISVILLE 

On receipt of the request from the Electric Railway 
War Board for co-operation in fuel saving, the Louisville 
Railway secured the signatures of all of its motormen 
and conductors to a coal-saving pledge card. This was 
in part the result of the posting of a carhouse bulletin 
containing, among others, the following statements: 

"Coal saving can be accomplished by the proper oper
ation of the controller and brakes, allowing the car to 
coast as much as possible, by burning lights only when 
needed, by not having heat turned on in the car exciept 
when necessary, and in the proper care and maintenance 
of the fires in stoves used for car heating. 

"It is necessary and vital to save as much coal as 
possible. Coal is difficult to obtain. Already in some 
cities street car service has been temporarily sus
pended by reason of inability to obtain coal. This 
situation may confront us in Louisville if we do not 
unite in saving coal. 

"Coal must he Raved: First, to win this war; second, 

to give continuous car service to the people of Louis
ville, and third, to give continuous work to motormen 
and conductors. 

"Whether the agitation of the proposition results in 
any saving of coal or not, it is believed by the manage
ment of the Louisville Railway that the pledge card 
which the men are asked to sign will help because it will 
aid in impressing them with the fact that the country 
is at war." 

SKIP STOPS TO SAVE FUEL 

In accordance with the request of the United States 
Fuel Administration that electric railways co-operate 
in a ll possible ways in the movement to save fuel, the 
Columbus Railway, Light & Power Company, Colum
bus, Ohio, has secured permission from the City Coun
cil to install a skip-stop system as one means to this 
end. The new method of operation, which went into -------- -~------ - l 

SKIP-STOP 
EFFECTIVE SUNDAY, DECEMBER 16, 1917, 

Acting under advice of the United States Fuel Admin= 
istration, the City Council has authorized the inauguration 

: in Columbus of the skip-stop system as one means of : 
, conserving the coal supply. 
I . 
: Approximately one-half the car stops will be eliminated 

by arranging them in such a manner that outbound and 
' inbound stops will not be made at the same places. 

No change will be made in the central dis• 
trict of the city, extending from Livin~ston 
Avenue to Goodale Street and from Front 
Street to Fourth Street. 

The full co=operation of the public is necessary to 
make the skip•stop system a success. The success of this , 
plan will mean faster schedules, thereby saving the time of 
the car rider. ' 

Cars will stop only m points where car 
stop signs are located. 
You can give the greatest assistance by 
familiarizing yourself with the location of 
car stop signs in your locality. 

THE COLUMBUS RAILWAY, POWER & LIGHT CO. , 
--- -- -- -- -- _ _:____j 

ANNOUNCING SKIP STOPS TO CONSERVE COAL 

effect on Dec. 16, was announced to the public in the 
poster reproduced above. 

No change was made in the central district of the 
city, but outside of this about one-half of the car stops 
were eliminated. The system is so arranged that out
bound and inbound stops are not made upon the same 
street corner. Signs are used to designate the stopping 
places. 

Besides pointing out the usefulness of the skip-stop 
system in helping to conserve the coal supply, the poster 
emphasizes the point that the success of the plan means 
faster schedules a nd consequently the saving of time 
for the car riders. 

COAL CONFISCATION AGREEMENT REACHED IN 

KANSAS AND MISSOURI 

For the first time since the fuel administrat ors have 
had charge of the coal distribution in Kansas and Mis
souri there was reached on Dec. 22 a definite agreement 
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between railroads, administrators and mine operators 
on the confiscation of coal for railway use. As a re
sult it is agreed that where the roads have to confiscate 
fuel it shall not be from the priority orders, which are 
the emergency shipments from mines. The situation 
in and around Kansas City is unique in that the South
western Coal Operators' Association is entrusted with 
the distribution of coal for the government, being first 
furnished with the emergency orders by the adminis
trators, who make a daily canvass through their county 
chairmen of the two states. The rule existing for 
emergency orders is that in towns where dealers have 
coal no emergency exists. In that manner of handling 
the situation the matter of coal shortage is checked up 
to the consumers, the government and the operators 
without consulting the local dealers. No opportunity 
for forcing an emergency call exists by this arrange
ment. 

Until Saturday some railways had confiscated coal 
for their own use from emergency orders, but hereafter 
all confiscating will be done from other sources if the 
railways find themselves short of fuel. 

A new phase of the fuel situation in Kansas and 
Missouri is that pertaining to the surplus amount of 
coal allowed various industries, including the govern
ment army cantonment at Camp Funston, Kan. Priority 
orders give the cantonment preference, the officials of 
the operators say, so there would be no danger of a 
shortage there. But a demand from the cantonment 
for a thirty-day surplus has called out much of the 
available railroad service and coal that should, the 
operators feel, be going to cities and towns that are 
without coal. 

BAY STATE RECEIVER MAKES STATEMENT 

In an advertisement printed last week Wallace B. 
Donham, receiver of the Bay State Street Railway, 
explained the situation in the following words: 

The Bay State Street Railway is short of coal and must 
cut down its service largely, except in rush hours, and some 
cut in rush hour service may be necessary. This action is 
taken at the request of the United States Fuel Adminis
trator, and of Mr. Storrow. 

So far as possible the new emergency schedules will take 
care of people going to and from work, and the public will 
be inconvenienced as little as is consistent with the neces
sary saving of coal. 

I realize that it is most unfortunate that my first official 
act as receiver of this property must be to make a big cut 
in service, but the choice is plain. 

I must order at once such a cut where it will do the least 
possible harm, or I must take the responsibility for a com
plete shutdown of our biggest power plants within a few 
days. 

Eighty per cent of our power will be shut off within a 
week if we do not get more coal. What we have on hand 
and in sight must be made to last as long as possible. 

We have contracts for six months' supply of coal, but 
contra~ts are not coal, and coal is necessary to create power. 
The mmes say they have the coal, but we can't get it. We 
ha_ve asked the United States authorities for help, and pri
ority orders have been _o~tained for a limited supply of coal, 
but the federal authorities cannot and will not supply coal 
for 100 per cent service. 

Schedules for the reduced service will be posted in the 
cars. 

The Texas Electric Railway, Dallas, Tex., has re
mitted to the United States Treasury $11,424.50 as war 
taxes on tickets sold over its lines during November. 
Tickets amounting to $154,228.50 were sold, not includ
in~ those sold for less than 40 cents. 

AMERICAN ASSOCIATION NEWS 

War Board Considers Many Committee 
Reports 

The Electric Railway War Board· met in Washington 
on.Dec. 21 and adjourned to meet again at Washington 
headquarters (Munsey Building) at 11 a. m. on Jan. 4. 
The most important items of business were as follows: 

President J. J. Stanley referred to the board the 
question of the advisability of holding a mid-year meet
ing. The matter was held for further consideration. 

L. S. Storrs stated that on Dec. 12 he had addressed 
the Massachusetts Street Railway Association on the 
work of the board. 

Director C. Loomis Allen stated that P. H. Gadsden 
and he had attended a conference of the war service 

· committee of industries of the U. S. Chamber of Com
merce, and he explained the purpose of this committee. 

The board agreed actively to co-operate in the war
savings work of the Treasury pepartment as soon as 
press of other duties will allow. 

Mr. Allen also reported progress on the studies being 
made by J. F. Layng and M. B. Lambert, assisted by 
Clarence Renshaw, on possible fuel savings on the local 
railway lines in Washington. The savings are being 
put into terms of tons of coal, 'and are estimated at 
25,000 tons annually. They involve skip stops, elimi
nation of needless service and of car heating in the 
rush hours, etc. Their report will be submitted to the 
Bureau of Standards committee on conservation (W. 
F. Durand, Gano Dunn and L. B. Stillwell) for veri
fication. 

The transportation-engineering committee (J. P. 
Barnes, L. H. Palmer, G. H. Kelsay, M. B. Lambert and 
J. F. Layng) presented a report which bore the ap
proval of the Fuel Administration. The board indorsed 
it as the basis of a circular to be sent out promptly. 

A draft of Bulletin No. 3 was approved. This will 
contain the request of Fuel Administrator Garfield 
that fuel-saving pledges be secured from motormen, to
gether with the recommendations of the board. 

Secretary E. B. Burritt stated that a committee on 
fuel conservation had been appointed in Illinois, and' 
that a report had been submitted to the University of 
Illinois for verification. 

Mr. Allen stated that Chairman Seymour Van Sant
voord, of the New York State Public Service Commis
sion for the Second District, had requested electric rail
way representatives to meet at Albany on Jan. 3 to con
sider recommendations in the Board's Bulletin No. 1. 

Mr. Burritt said that progress is being made in the 
format ion of the traffic committee. 

Mr. Gadsden read a report on a conference held in 
New York to prepare suggestions to be submitted to the 
Bureau of Internal Revenue in regard to the applica
tion of the excess profits section of the war revenue 
act. He will represent the board and the association 
in presenting certain suggestions to the Commissioner 
of Internal Revenue. 

Chairman T. N. McCarter and Mr. Gadsden were ap
pointed a sub-committee to confer with representatives 
of the N. E. L. A. committee on gas and electric service 
to further co:-operation between the two bodies. 
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EQUIPMENT and 
MAINTENANCE 

HAVE YOU A GOOD WAY 
OF DOING A JOB? 

-Pass It Along 

These Articles Have Been Selected to Provoke Thought and Stimulate 
Discussion. All of the Technical Departments Are Represented 

Rail for Use in Paved Streets 
The Author Reviews the Advantages of Tram Girder 

Versus Grooved Girder Rail Sections by Way of 
Adding to the Discussion Begun Last Week 

BY W. R. DUNHAM, JR., 
Engineer M:aintenance of Way The Connecticut Compa ny, 

New H a ven, Conn. 

Referring to the article by Mr. Schreiber in the Dec. 
1 issue of the ELECTRIC RAILWAY JOURNAL on the use 
of the tram girder rail, it appears to the writer that, 
considered as a rail only, there can be very little ques
tion as to the advantage of the tram girder as against 
the grooved type. The tram girder is practically a 
T-rail with a lip on it, and, if I am not mistaken, was 

FIG. 1 ~ PAVEMENT SECTION-
WHEEL TIRE PRESSING AGAINST 

SHOULDER OF GROOVED BLOCK 

evolved from the old flat tram rail, which, spiked to a 
timber stringer, was one of the first rails used in paved 
streets. 

The necessity of the tram in this flat rail was to pro
vide an increased bearing surface on the stringer and 
thus diminish the crushing of the timber and also 
furnish a means for spiking the rail to the stringer. 
Incidentally it furnished a smooth run for horse-drawn 
vehicles which, in the good old days of rough cobble, 
Belgian or bfock pavements, was a distinct luxury to 
vehicular users. This use of the tram by vehicles wars 
the cause of ordinances in some cities regulating the 
gage of tracks to conform to the wheel gage of horse
drawn vehicles so that all four wheels would have a 
smooth path. 

With the growth in the art of rail making, it became 
feasible to roll a tram rail head on top of a girder, 
which brought the tram girder rail into existence, and 
this evolution in rails came when stiff er rails were 
required, due to increased weights and speed of cars. 

A rail provides a pavement or track for one class of 
vehicles only, and, when included in a pavement suit
able for all classes of vehicles, the type of pavement as 
a whole should determine the type of rail. This bringa 
up the fact that a track for cars cannot necessarily be 

the most suitable for them. It must fit in with the 
whole pavement, forming a composite pavement best 
suited for all the users of it. Incidentally one particu
lar part, the rail, must be of such type a s will break 
up the pavement the least. Taking this into considera
tion, from the viewpoint of the general public the ques
tion is not so much the type of rail as it is the effect 
on the pavement as a whole, and from this ari ses the 
paradox that, for paved streets, the question of the 
rail is a pavement question, and the maintenance of 
track is a pavement maintenance. 

Mr. Schreiber shows but one paving material, and 
the illustrations seem to indicate that his first choice 
would have the same fault that his fourth choice has, 
viz.: "Is largely self-cleaning, still it will catch and 
hold sand, grit, pieces of metal and other debris. In 

winter, also, the groove tends to become clogged with 
snow and ice." In fact, his first choice appears to be 
less self-cleaning than his fourth choice, because the 
stone would make a rougher groove than the steel 
groove and so would be harder to clean. The flangeway 
in his third choice would also tend to clog up, especially 
with snow and ice, which leads us to one more conclu
sion, viz.: that in addition to being a paving question, 
the rail question involves to a degree the crown of the 
paving between the rails. 

Probably a ll engineers agree that the T-rail is t he 
first choice as rail ; perhaps none of them agree as to 
the first choice in pavements, but some will agree that 
a paving section which permits easy turnout for vehicles 
when following the rails and nearly a minimum obst r uc
tion when they cross the rails diagonally and which 
offers no inducements for vehicles to follow the rai ls 
has a great deal of merit. It seems t o me that Mr. 
Schreiber's second choice does all these things. 

With a flange depth of 3/s in. and a crown at the 
center of the track of ¼ in. to ¾ in. above the rail 
heads, a smooth crossing is made for vehicular traffic, 
and no deliberate flangeway is provided to interfere 
with the operation of the cars nor to invite vehicles to 
follow the rails. I believe if the t ram girder rai l is 
used the same crown should be m aintained, which would 
bring the edge of the paving ¼ in. above the lip instead 
of % in., as stated in the a rticle. This would leave 
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that m uch less room fo r snow, ice a nd other foreign 
materia l in which to accumulate. 

As for the grooved ra il, there are no arguments in 
its favor from the s treet r a ilway standpoint, though 

FIG. 2-PAVEM ENT SECTION-% - IN. 
DROP FROM RAI L HEAD FOR VEHI

CLE WHEEL CROSSING TRACK 

we are forced to use it, somet imes from public senti
ment. 

I do not agree wi th t he editori al in the E LECTRIC 

RA ILWAY JOURNAL of Dec. 8 as to its being unfortunat e 
that the grooved rail has been standar dized, unless it 
is on account of t he proposed change from a plain to a 
curved head. I t hink that perhaps t he tram g ir der 
should be recognized and standardized also, thus g iving 
three standards for rai ls, viz.: best , T-rail; alternate, 
tram girder; worst, grooved girder; and in addition 
there should be a standard paving section, irrespective 
of materia l, which will best fit the first two rail st and 
ards. As for the last type of rail , a flat paving sec
tion across t he track laid a trifle higher t han t he abut
ting edge of the rai ls will probably an swer. 

In conclusion regard ing the paving section, why not 
make a standar d track basin to conform to t he paving 
section and provide for drainage in t he fl angeway? 

In Fig. 1 is shown a section of pavement with a 
grooved block against a T-ra il on which is indicated a 
steel-tired wheel. This shows t he bearing of the edge 
of the steel ti r e against t he shoulder of t he block which 
is soon abraded, forming a deep rut exceedingly hard 
to turn out of and invit ing driving a long the rails to 
the rapid deterioration of the pavement. 

Fig. 2 shows a pla in block laid to a cr own t o accom
modate t he wheel flange. It shows, a lso, a part of a 
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vehicle wheel crossing di agona lly and the slight drop 
of % in. from the rail head. 

The remaining figure shows a st andard track grating 
which conforms to the paving section very closely and 
provides for dra inage at the flangeway. This grating 

0 

fi t s a round circular lugs cast in the frame at the center 
to lock the g rating and prevent it from tilting from 
vehicle wheel pressure along the fl angeway. We have 
installed a number of these bas ins during the past two 
seasons with good r esults. 

Ice Scraper for Cleaning Car Platforms 
and Steps 

The Beaver Valley Traction Company, New Brighton, 
Pa., is among the roads that are particular about keep
ing t heir platforms and st eps free from snow and ice 

1 / , ~ ' S l:cct l ron i-i ' ' Ir:m I'..od , 

DETAlLS OF ICE SCRAPER 

dur ing the w inter months. Each car carries a tool simi
la r to the one shown in the accompanying sketch. This 
serves to remind the men to clean off the snow and ice 
and provides a means of doing thi s with a minimum 
amount of effort. 

~ - 2. ~ 
E nd Eleva tion 
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lsection of Concrete Basin Section C-D 

FIG. 3 - STANDARD TRAC K BASIN DESIGN OF THE CONNECTICUT COMPANY 
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Boston Elevated's Latest Surface Cars 
Several New Low-Floor, Multiple-Unit Surface Cars 

Now in Service on Boston Elevated Railway
Active Trolley at Front End a 

· Special Feature 

The Boston (Mass.) Elevated Railway is placing in 
service as it re<:eives from the manufacturers 100 cen
ter-entrance, low-floor, multiple-unit motor cars, which 
represent a noteworthy advance in surface rolling stock 
design as compared with the company's previous equip
ment. A bri,ef description of the new cars appeared 
on page 879 of the ELECTRIC RAILWAY JOURiNAL for 
May 12. In appearance they resemble the center
entrance trailers which have been in use in Boston 
during the last two or three years. The new cars al
ready received are being operated on the Orient 
Heights-East Boston tunnel route, and their liberal size, 
combined with their convenient use in trains during 
rush hours, has greatly improved service in the tunnel. 

Fifty of the cars were built by the J. G. Brill Com
pany and fifty were supplied by the Laconia Car Com
pany. They are 
equipped with four 
GE-247, 40-hp. mo
tors, Westinghouse 
air brakes and hand 
brakes of the latest 
type made by the 
Horne Manufactur
ing Company. The 
car b o d i e s, which 
are 48 ft. 91/2 in. 
long over all and of 

st e e 1 construction, VIEW OF AUTOMATIC COUPLER ON 

are placed on two BOSTON CARS 

Laconia "Diamond" 
trucks with 51~-ft. wheelbase and 24-in. wheels, the 
distance between truck centers being 24 ft . To get 
rapid car movement the starting signals and control 
are automatic, the latter being obtained with PC-5 
control equipment, in which the contactors are mechan
ically operated. This control was described on page 827 
of the ELECTRIC RAILWAY JOURNAL for Nov. 3. The 
Tomlinson automatic car coupler, furnished by the 
Ohio Brass Company, is used, which makes both the 
air and electrical connections, caring for fifteen elec
trical circuits. 

The center doors, which are 6 ft. 6 in. wide, are the 
only ones provided. These are of the sliding t ype, and 
are operated with the Consolidated Car Heating Com
pany's door engines. The entrance step is 15 in. high 

NEW LOW-FLUOR CAR OF BOSTON ELEVATED RAILWAY 

and the center well , where the conductor's stand is lo
cated, is ramped toward the center to give a rise of 
Hs in. At each s ide of the entrance well is a 10-in. 
step. and 4 in. ramps lead from them to the main floor 
level, which is 30 3/s in. above the rails. Experience 
gained by the company in the use of articulated cars 
has been utilized in the location of the active trolley 
at the front end. The trolley rope, which extends 
down through a hatch in the roof, is thus placed near 
the conductor's pos ition. 

The seating capacity of the car is fifty-eight when 
used s ingly or as a motor unit and sixty when used as 
a trailer. Heywood-Wakefield cross seats are pro
vided in each half of the car and on both sides of the 
center aisle, with short longitudinal seats adjacent to 
the center well. Provision is made for passengers to 
occupy seats in the cab when it is not being used by the 
motorman. Metal panels, which slide vertically, cut off 
from the cab the interior light of the car. 

The emergency lighting system deserves special men
tion. In the event of the trolley leaving the wire a set 
of 12-cp. incandescent lamps is connected, through a 
relay, across a storage battery of twelve Exide cells 
located under the seats. These lamps are installed 
under the monitor on the inside of the car, and also 
beside the regular 23-watt lamps. 

The Iowa Railway & Light Company of Cedar Rapids 
recently pulled in 2800 ft. of 600,000-circ. mil lead 
sheath cable with a truck without interposing a winch 
in the pulling-in line. An ordinary wire cable grip was 
used. The manholes were each fitted with pulling irons. 
When a pull was made the truck was operated in re
verse t o get more power and less speed. 

PLAN QI<' BOSTON ELEVATED RAILWAY LOW-FLOOR, CENTER-ENTRANCE CAR 



Fig. !-Electric shovel loading steel dump 
car. 

Fig, 2-View of electric shovel on propelling 
cradle. 

Fig. 3-The path of tl:.e electric shovel. 
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Fig. 4-Charging concrete mixer from dump 
car. 

Fig. 5-Dump car unloading ballast. 
Fig. 6-Harrow pulled by dump car for 

spreading ballast. 

Fig. 7-View of empty dump car. 
Fig 8-Steam roller for rolllng subgrade 

and stone ballast. 
Fig. 9-View of section of track under con

struction. 
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Fig. 10-Air compressor car and pneumatic 

tie tamper at work. 
Fig. 11-Handling rails with elertric crane 

car. 
Fig. 12-Cross-overs built of 80-lb. T-rail. 

Track Construction Scenes and Labor-Saving Machinery Used on Pittsburgh Railways 
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Doing a Big Track Construction Job 
with a Minimum of Labor 

BY G. W. EMORY 
Assistant Engineer Maintena nce of Way, Pitt sbur gh (Pa.) 

Railways 

Some of the methods of our company in track con
struction work may be of interest. The following brief 
description, together with the views of the work while 
in progress and some labor-saving machinery used, 
will give an idea of the work done recently on Penn 
Avenue. 

The subgrade was taken out to a depth of 23½ in. 
below the grade of the finished street with a Thew 
electric shovel and the material was loaded into Clark 
steel dump cars. In operating the shovel a T-rail track 
was laid on the flank of the street, using the Kerwin 
T-rail turnouts and crossovers to make connection to 
the girder rail track at either end of the section where 
work was in progress. These sections were usually 
about 1000 ft. long. Traffic was diverted to this tem
porary track so that the old track adjacent to the one 
being graded could be used by work cars for taking 
away the old material and delivering the new. 

After the subgrade had been removed to the required 
depth and a 6-in. tile drain placed in dummy 42 in. 

Alf Joints in Paving f'il/ed wit// 
Pitch and 6mve/ 

STANDARD TRACK CON S'l'RUCTION, 
Sec-t io n A-A PITTSBURGH RAILWAYS 

below the top of the rails, the bed was rolled with a 
10-ton tandem Buffalo steam roller. All soft spots were 
dug out until a good foundation was reached, and the 
extra depth was filled with ballast. Upon this new sub
grade was placed 8 in. of stone ballast , which in turn 
was rolled, and upon the rolled ballast 6 in. x 8 in. x 8 
ft. white oak ties were spaced 2 ft . between centers, 
except at the joints where two ties 10 in. wide were 
used. The 9-in. girder rails, which were either Lorain 
Steel Company section No. 134-470 or Pennsylvania Steel 
Company section No. 134-406, were fastened with 5½ 
in. x 9/16-in. spikes, with a ½ -in. shoulder tie plate on 
each tie. 

The joints were made with 32-in. angle bars and 
t welve 1 1/ 16-in. turned bolts. The holes in the angle 
bars and rails were reamed so that all bolts made a 
driving fit. A thermit shoe was placed on the base of 
the rail, and no allowance was made between rails for 
expansion. These joints were bonded with two No. 0000 
concealed compressed bonds. The track was then 
aligned, surfaced and tamped. The tamping was done 
with Ingersoll-Rand compressed-a ir tie tampers. 

The next operation was filling in with concrete, 

1 :3 :6 mixture, from the bottom to the top of the ties 
between rails, in dummy and one foot outside the curb 
rails. The concrete was mixed with a Marsh-Capron 
mixer. A 2½-in. sand cushion was spread over this 
concrete base and Ligonier block stone laid on this 
cushion. After the stones were rammed to an even 
surface they were grouted with a 1 to 1 mixture, which 
was also prepared with the Marsh-Capron mixer, and 
broomed into the joint s until they were thoroughly filled 
flush with the surface of the blocks. Immediately after 
this the entire pavement was broomed to a smooth sur
face. All joints where t he height of two abutting rails 
was not the same were ground with a Goldschmidt 
grinder. 

The average cost of track constr'ucted as descr ibed 
runs between $6 a nd $7 per lineal foot of single track. 
In connection with the appliances used on this work, 
I would call special a ttention to a ballast spreader a nd 
the cradle on which the electric shovel sets while at 
work and by which it propels itself. Both of these have 
proved to be great labor savers and are t he inventions 
of our general manager, P . N. J ones. The ballast 
spreader was described in the ELECTRIC R AILWAY JOUR
NAL for Feb. 3, 1917, page 215. 

Decimal Split-Hand Watch for 
Motion Study Work 

With the development of time and motion study in 
electric railway shops, a need has been felt for a split
hand watch which at one observation would indicate 
the productive and non-productive time of an 
tion . Such a watch 
has been brought 
out by Mort imer J. 
Silberberg, Chicago, 
Ill. The improve
ment in t his watch 
over previous t ime
s t u d y watches is 
that t h e decimal 
computed d i a 1 has 
been combined with 
a high-grade split
hand watch. On this 
dial, which is di
vided in t o tenths 
and hundredths of a 
minute, figures are 
s p a c e d two-hun
dredths of a minute 

opera-

apart, indicating a t DECIMAL SPLIT-HAN D T I ME STUDY 

any point of elapsed W ATCH 

time exactly what the corresponding hourly production 
would be. The computations on the dial designate 
pieces or operations per hour. 

The watch has two hands, one of which is controlled 
by the side plug and the other by t he crown. If it is 
desired, both hands can be used as a unit and controlled 
by the crown. The crown-controlled hand can be used 
ind ividually t o determine the gross time, and the one 
cont rolled by the side plug t o subtract the non-produc
tive time or delays. By the combination of the two, 
therefore, an observer is able to obtain at one readinir 
both the gross and net time for an operation. 
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Cost Data on Special Work Construction-I 
By M. BERNARD 

Assistant Engineer Way & Structures Department, 
Brooklyn (N. Y.) Rapid Transit System 

Supplementing the series of plates giving Cost Data on Special Work 
Renewals, the author has compiled a few cost data on original installations of 
special work. The following four units are of the same types as those covered 
in the issues for Aug. 18, page 279, Fig. 4; Sept. 8, page 406, Fig. 8; Sept. 29, 
page 588, Fig. 14; Dec. 8, page 1043, Fig. 30. 

Fi;:;, l-nouhle 'l'r:u•k-Plniu Curve (9U Deg.j 

L ength-2 00 ft. s ing le track 
N e w con struction- 7-in. g inler con s truction-5-in. g r anite on 

concret e 
Old construct ion-street graded, unpa ved 

No. 
Traffic 

Lahor ........ . ................ . .................. $260. 00 
H anrlling ...... ................................... 120.00 
l\li sce llaneous . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 30.00 

T ota l < except m a t e rials ) ................... ..... . $410.00 
Cos t pe r s ing le tn,ck foot.............. ............. 2.05 

L en gt h-90 f t. s ingle track 
New construction- 7-in. gi rd er rail*-5-in. granit e o n concre te. 
0 1,l co nstruction-8-in . granite on sand. Exis ting track-

9-in. g irder r a il. 

I I I I 

===:_:_f I rrr ~:~ ·----- -----
' I I I 

I : i l 
: : 1 I 

Light 
Tra ffi c 

Lauor ................ .. . U90.00 
Handling . . . . . . . . . . . . . . . . 60.00 
:\Iisce llaneou s . . . . . . . . . . . . 40.00 

Tot ~! ( except materia ls ). $290 .00 
Cost' per sing le track foot.. 3.22 

Aver age 
Tra ffic 
$210 .00 

70.00 
45.00 

$325.00 
3.61 

H eavy 
Traffic 
$230.00 

80 .00 
50.00 

$3 60.00 
-1.00 

*H a rd-center construction. Exp lanation: By "light traffic" 
is m eant e ither the divergence of cars during progress of 
work or a traffic of not more than 1 5 O cars per day of 
twenty-fo ur hours. "Average tra ffic" denotes the passage of 
about 32 5 cars p er day of twent y-four hours, a nd " h ea v y 
tra ffi c" tha t of 750 or more. 

By " labor" is meant the labor cost of tearing out the old 
paving and specia l work and insta lling the new at the location 
wh er e the work is done. "Handling" signifies the cost of 
loading the n ecessary m a t eria ls a t the v arious storage ya rds 
as well as the unloa ding of sam e at t h e place of ren ewal. 
lt a lso includes the cost of transportat ion a nd the cost of 
remova l of old or left-over m ateria l. Since the transportation 

Fil,:;. :.!-Douhle 'l'rn<'k-Braneh-ofl' (90 Deg,) 

L ength-24 0 ft. single track 
New construction- 7-in. girder ra il*-5-in. granite on concrete. 
O ld construction-Streets graded, unpa ved. Existing track-

7-in. girder rail. 

Light 
T1·affic 

Labor ...... ............. $3 ➔ 0.00 
Handling ..... ...... ..... 110.00 
Miscellaneous . . . . . . . . . . . . 45.00 

Tota l ( except m ate1·ials). $495.00 
Cost per si ng le t r ack foo t. . 2.06 

Average 
Tra ffic 
$380.00 

120.00 
50.00 

$550.00 
2.29 

Fi;:; . ..t-Hi1--:·ht Hantl Cross-over 

Length- 160 ft. single tra cl, 

Heavy 
Traffic 
$420.00 

130.00 
55.00 

$605.00 
2.52 

New constru ction- 7-in. g irder rail *-5-in. granite on concrete. 
Old constru ction- 7-in. g irde r rail-5-in. granite on concrete. 

Light 
Tra ffic 

Labor ... ................ $280.00 
Handling . . . . . . . . . . . . . . . . 75.00 
Miscella neous . . . . . . . . . . . . 45.00 

Total ( except m a t erials). $400.00 
Cost p er s ingle track foot.. 2.50 

Average 
Traffic 
$310.00 

80.00 
50.00 

$440.00 
2.75 

Heavy 
TrRffic 
$365.00 

95.00 
60.00 

$520 .00 
3.25 

is clone by a subsidiary company, which adds profit and over
h ead expense to the n et cost, this item may differ considerably 
from that obtained on other railways. Under "miscellaneous" 
a r e included the expense of c ity inspectors, expense incurred 
w h en porta ble crossovers a r e used for divergence of cars 
during renewa l, watchmen's wages, and incidental engineering 
expense. The tota l of these three items-labor, handHng and 
miscellaneous-therefor e includes everything except the cost 
of m a terials. 

On account of the unsettled labor conditions prevailing 
s ince the beginning of the war, the costs g iven are based on 
pre-war w ages, th e average track labor on which these costs 
a r e ba sed is 20 cents per hour, including the foreman's wages. 
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GROOVING TROLLEY EARS IN SPOKANE SHOPS 

Trolley Ears Made with Shaper. 
The Washington Water Power Company, Spokane, 

Wash., has its own design of trolley ears. For cutting 
the grooves for the wire, R. A. Willson, general super
intendent, designed the special tool shown in the illus
tration. This tool in one operation perfectly cuts the 
groove to receive the trolley wire and at the same time 
it brings up the sides to a feather edge so that they can 
be hammered over the wire. It is notable that a shaper 
is used for this worl,<, the grooves being cut instead of 
milled. Sp~cial form blocks are used to hold the ears in 
place in the shaper. The facing and tapping is done 
on a turret lathe, a special check being used. The ears 
are made in three sizes, No. 0, No. 00 and No. 0000. 

Portable Outlet Panels for Electric 
Welding Service 

An electric welding outfit, to be of maximum service, 
must be so arranged that it can b,e transported to the 
work regardless of location. One solution of thi s prob

lem would be the location 
of an outlet panel of suita
ble type wherever it is an
ticipated that electric weld
ing may be desired. This 
is, however, a rather ex
pensive proposition and the 
same result may be accom
plished in a more simple 
m anner. The Westing
house Electric & Manufac
turing Company has devel
oped portable outlet pan
els, m o u n t e d on light 
trucks, to take care of this 
s ituation. The outfit con

POR'i'ABLE OUTLET PANEL FOR s ists of a C O n t r O 1 panel 
ELECTRIC WELDING SERVICE mounting a handle - trip, 

railway-type circuit break
er having overload release with magnetic blowout and 
a thirteen-point face plate connected to a resistor 
mounted in the rear of the panel. The face of the panel 
is protected by a metal cover through which the handles 
of the rheostat and circuit-breaker project. The re-

s istor is made up of grids and is protected by a cage of 
expanded metal. 

When an electric welding system using these portable 
panels is installed, the company suggests that an arc
welding motor-generator set be placed at some tentral 
point. If suitable low resistance ground connection 
can readily be made throughout the shop, as for in
stance in a railway shop where the track system can be 
used, only one connector need be extended to the various 
receptacles. The track rails can be bonded by arc-weld
ing the fish plates to the rails and receptacles of the ca
pacity appropriate for the service for which they are in
tended provided at suitable points throughout the shop. 
These receptacles can be mounted out of doors if they 
are provided with protection from the weather. Single
pole receptacles and a single wire cable to the portable 
panel should be provided, this cable being of sufficient 
length to place the panel as near as possible to the work. 
The flexible cable leading from the panel to the electrode 
holder should be as short as is consistent with the class 
of work to be done. 

Underground Switch Box for Trolley 
Feeder Connection 

An underground cable switch box has been des igned 
especially for electric ra ilway serYice by the Standard 
Underground Cable Company, which makes possible the 
disconnecting and sectionalizing of different parts of a 
live circuit by s imply opening one or more quick-break 
knife switches. The box is waterproof and is mounted 
on the wall of the manhole. The cables enter the box 
through nipples which are mechanically connected to 
the lead cable sheath by a wiped solde-red joint . The 
main feeder cable passes into the box through the mp
pies shown at the right end and at the lower left-hand 
corner in the accompanying illustration. The other 
nipple is for the feeder tap to the trolley. The box is 

INTERIOR VIEW OF CABLE JUNCTION BOX 

designed for main feeders up to 2,000,000 circ. mil. and 
for 500,000 circ . mil. side-tap feeders. The switches in 
the main feeder circuit have a capacity of 1000 amp., 
and the side-tap switch has a capacity of 400 amp. All 
live parts in the box are mounted on non-inflammable 
insulating material and separated by ample a ir gaps. 

An important feature of this junction box is the pat
ented bimetallic nipple, the rigid portion of which is 
brass and the malleable portion lead. The wiped joint 
is ·thereby made between the lead of the nipple and 
that in the cable sheath, which requires much less heat 
and less skill than in making a similar joint between 
brass and lead. The nipple is also designed to permit 
all cab le connections to be made away from the box 
where there is more room to work and no meta l wall 
to conduct the heat from the parts to be joined. A ft er 
all connections are made to the cable the nipple is in 
~erted and clamped in position. 
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News of Electric Railways 
Financial and Corporate 

Traffic and Transportation 

Personal Mention Construction News 

Railways Under Government Control 
Street and Interurban Railways to Be Taken Only 

If It Shall Be Found Necessary m: Desirable 
Later On 

President Wilson on Dec. 26 issued his proclamation 
putting the railways of the country under government con
trol and appointing Secretary of t he Tr easury McAdoo di
rector general of railroads. The st reet and interurban r ail
ways are expressly exempted for the present from the 
proclamation in the following terms: 

"Nothing herein shall be construed as now a ffecting the 
possession, operation, and control of street electr ic pa s
senger railways, including railways commonly called inter 
urbans, whether such railways be or be not owned or con
trolled by such railroad companies or systems. By subse
quent order and proclamation, if and when it shall be found 
necessary or desirable, possession, control, or operation may 
be taken of all or any part of such street railway systems, 
including subways and tunnels, and by subsequent order and 
proclamation possession, control, and operation in whole 
or in part may also he relinquished to the owners thereof of 
any part of the railroad systems or rail and water systems, 
possession and control of which are hereby assumed." 

Mr. McAdoo is directed as soon as may be possible after 
having assumed possession and control of the roads, to enter 
upon negotiations with the several companies looking to 
agreements for just and reasonable compensation for their 
possession, on the basis of an annual guaranteed compensa
tion above accruing depreciation and the maintenance of 
their properties, equivalent, as nearly as may be, to t he 
average of the net operating income thereof for the three
year period ended June 30, 1917. The result of such nego
tiations are to be reported to the President for such action 
ae may be appropriate and lawful. 

Cleveland Interurban Men Return 
The efforts failed which were made on Dec. 14 and 15 

by the Chamber of Commerce of Elyria, Ohio, to settle the 
strike of the motormen and conductors of the Cleveland, 
Southwestern & Columbus Railway, but on Dec. 20 the em
ployees of the company voted to return to work a t the 
present scale and then take up negotiations for an increase. 
Under this plan service was resumed on Dec. 22. 

Officers of the company and representatives of t he em
ployees were present at the conferences on Dec. 14 and 15. 
It was intimated that the men might accept an increase of 
5 cents an hour in their wages, but the company could offer 
them only 4 cents. The original demand of the men was for 
8 cents. 

The men were under contract until April 1, 1918, and t he 
officers of the company said that they could view the matter 
in no way other than that the contract had been broken. 
The men simply walked out because the company r efused 
to pay 8 cents an hour more than their contract provided 
for, although the company had consented to meet them half 
way by the payment of 4 cents an hour in addition to what 
they are receiving at the present time. Service was discon
tinued on Dec. 10 . 

Owing to the fact that the coal supply had been diverted 
during the strike, the road could not be put into operation 
until the morning of Dec. 22. The previous day was spent 
in clearing the tracks of snow and ice and securing coal, a 
sufficient quantity being obtained to last for some time. 
Neither passenger nor freight cars were operated on the 
road while the men were on strike. No attempt was made 
to secure substitutes. 

Toledo Men Appeal to Washington 
They Ask the Government to Make a Thorough In

vestigation and Outline Terms of 
Wage Settlement 

E mploY'ees of the railway and electrical departments of the 
Toledo Railways & Light Company, Toledo, Ohio, have taken 
the unusual course of appealing to the federal government 
to investigate and adjust their demands for an increase in 
wages. They sent a telegram to Secretary of Labor William 
B. Wilson on the evening of Dec. 20, after a conference be
tween Henry L. Doherty and representatives of the unions 
had fail'ed of results. This telegram follows: 

T H E TELEGRAM TO THE SECRETARY OF LABOR 

"A strike is threatened on the railway properties of To
ledo by 2000 t rainmen and electricians. This company fur
nishes power to many of the large industrial plants of the 
city, in addition to its r a ilway business. 

"Contract s between the company and the organizations of 
railway men a nd elect r icians exist and will not expire for 
another year. These contracts were made nearly two years 
ago at a t ime when neither side realized the enormous cost 
of living t hat now prevails. 

"The presen t wages a r e low and do not compar e with the 
wages prevailing in other lines of employment; the employ
ees contend t h at they cannot continue to live upon them. 
Company officials a dmit t ha t the wages are too low to meet 
the present conditions, but contend that their financial con
dition will not permit them to increase wages. 

"This is a serious situa tion. The officials of both organi
zations have exhaust ed every effor t to reach a settlement. 

"We do not want to see a suspension which will inconve
nience t he public and r etard government work, and we feel 
that the only hope of p reventing a suspension is for the 
United Sta t es government to make a thorough investigation 
of the situation a nd outline t erms of a settlement. We 
therefore jointly appeal in the name of our organizations to 
you to at once take up this matter and order the investiga
tion. Awaiting your reply we remain." 

M R. DOHERTY STATES THE COMPANY'S CASE 

When informed of the st ep that had been taken Henry L. 
Dohert y, cha irman of the board, said: 

"I am not surprised to hear of the step taken by the rep
resentatives of the men. It is cer tainly an unusual proceed
ing. Th e company will, however, render every aid possible 
to a government investigator of conditions if one comes. It 
will turn over its books and papers and afford every opportu
nity for a thorough analysis of the situation. I hardly see 
how t he gover nment can step in, but I have no objection 
whatever. Of course, I realize we are furnishing power to 
plants which are turning out government work, and I sup
pose that t he federal investigation will be made on this 
ground." 

The men are under contract until April, 1919. They base 
their plea for an increase in wages upon the advance in the 
price of a ll foods and other products necessary for support. 
An increase of 10 cents an hour has .been demanded by the 
men in the railway department. The electrical workers 
have asked for a graduated increase based upon the present 
scale. At several conferences held during the week ended 
Dec. 22 Mr. Doherty tried to make it plain to the represent
atives of the men that an increase in wages could not be 
made unless the rate of fare was raised sufficiently to cover 
the additional amount of money this would involve. Prices 
of materials and cost of operating have increased so tremen
dously that it is impossible to take the one step without the 
other . 
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Work for the Engineer-in France 
Both Reconstruction and Welfare Work of Vast 

Magnitude Waits to Be Carried Out 
C. 0. Mailloux, the well-known consulting electrical en

gineer, has contributed to the New York Evening Post a 
series of two articles showing the important part American 
engineers can take in reconstruction work in France. He 
has surveyed the field and cites specific opportunities in 
many branches of engineering for American co-operation. 
According to Dr. Mailloux the work of reconstruction to be 
done will be of two general classes: that which concerns 
human welfare; and that which concerns industry. In some 
small rural communities the work of welfare character can 
be carried on alone, because the problem is that of pro
viding homes only. In industrial districts the two classes 
of reconstruction work must be carried on together, to a 
great extent, because industries must be revived there to 
give employment to the inhabitants as fast as homes are 
provided for them. The author says that the amount of 
work involving engineering that there will be to do and that 
ought to be done, in France, and also in Belgium, imme
diately after the end of the war, is so enormous that even 
long rows of figures fail to give an adequate idea of it. 

In commenting on electric railway and water-power needs, 
Dr. Mailloux said in part: 

MORE ELECTRIC RAILWAYS NEEDED 

"The war has shown the desirability of more suburban 
electric tramway lines in many places, more especially where 
there are works located outside the limits of cities and 
towns which draw their labor from the urban population. 
Experience in America has shown that employees who are 
obliged to travel some distance in electric cars in going from 
their homes to their work and back, acquire the 'riding 
habit.' The development of this habit has caused the de
velopment of many suburban and interurban lines in 
America. It is possible that the same condition will result 
in France. 

DEVELOPMENT OF WATER POWER A WAR MEASURE 

"It was in France that the hydraulic turbine was invented 
and received its early applications in the development of 
water powers, both of low and of high heads; and it was 
also in France that the first practical demonstration of high 
voltage and long-distance electric transmission on a work
ing scale were made. The field of hydroelectric power re
mains large, in spite of the relatively great activity which 
has existed in it in the last twenty years or more. It pre
sents the greatest interest at the present time, and it 
offers good opportunities for the utilization of American 
business enterprise, financial resources, and engineering 
ability, in a way that would benefit France and incidentally 
bring fair profits to the concerns engaging in the work. 

"Of the total available water power in France-estimated 
at from 6,000,000 to 10,000,000 hp.-only about one-tenth, or 
somewhat under 1,000,000 hp., has been developed. The de
sirability and importance of further development of this 
available power, which were already appreciated before the 
war, have been realized very strongly since then, as a means 
of reducing the demand or meeting the shortage for coal. 
Before the war, France consumed annually about 60,000,000 
tons of coal, of which her mines produced about two-thirds; 
and she imported the rest, or about 20,000,000 tons. At the 
very beginning of the war, her best coal mines fell into the 
hands of the Germans, and thus her domestic production 
was curtailed very seriously, at the same time that the coal 
coming from other countries became scarce and costly. 
Under the circumstances the developme.nt of water power 
became a war measure of importance. 

How THE ENGINEER SHOULD WORK 

"It may be presumed that American electrical engineers 
would have less difficulty than their colleagues of other 
engineering specialties in going to France to do engineering 
work. In this case, as in most other case., of engineering 
work done in France, the American engineer will work more 
efficiently as part of or under an American group than under 
French auspices." 

Inter-Community League Meets 
Representatives from Commercial Bodies in Missouri, 

Oklahoma and Kansas Organize to Discuss 
Transportation and Other Problems 

The Inter-Community League, embracing Missouri, Okla
homa and Kansas, was formed in Kansas City on Dec. 5, by 
100 representatives of commercial bodies of these states. 
While problems directly resulting from the war will be 
handled first-especially transportation-the league plans 
to effect active co-operation among the communities of the 
three states through their Chambers of Commerce. Divi
sions were established for these five general topics: Agri
culture, transportation, civics, industry and commerce. The 
subject of power sources, for instance, was frequently men
tioned, and the experience of each will be at the service of 
all. Public utility questions will also be handled, in the 
same way-though there is a hint at effective help to be 
given on special occasions, in the fact that a community 
that has solved a problem will be called upon to help its fel
low-member of the league solve a similar problem. 

SUBSTANTIAL RESULTS AT THE FIRST CONFERENCE 

One instance of the substantial results of the first con
ference is the way the delegates received a suggestion from 
the secretary of the Wichita (Kan.) Chamber of Commerce 
on assignments of club work. Wichita had given the chair
manship of its division on new industries to the manager 
of the electric interurban railroad, who had much experience 
in gaging the needs as to location of various industries. 
Many of the secretaries and presidents of Chambers of 
Commerce present intimated that upon returning home they 
would get busy and put the officials or representatives of 
their local public utilities to work. 

There was an occasional remark among the delegates as 
to a possible campaign for municipal ownership of certain 
utilities, though it is definitely stated that the league is not 
on record as favoring such action. If any community seeks 
municipal ownership, the other communities would be asked 
to give their opinions and experience. 

Harry W. Graham, secretary of the Chamber of Com
merce of Chillicothe, Mo., was elected president, and H. B. 
Ober, president of the Lawrence (Kan.) Chamber of Com
merce, was elected secretary. 

Gas-Electric vs. Steam Service 
San Diego Line Increases Traffic and Reduces 

Operating Costs by Substituting Motor Cars 
for Steam Equipment 

The San Diego & Southeastern Railway, San Diego, Cal., 
a steam line with branches serving several districts adja
cent to San Diego, was so seriously crippled by jitney 
competition that the Railroad Commission had recommended 
the abandonment of service on the line and the owners were 
considering the matter of acting on this advice. At this 
juncture the expedient of substituting motor cars for the 
steam equipment was determined upon, .and two 50-ton gas
electric motor cars were purchased. Later a third car of 
the 1same type was added. These cars were overhauled and 
put in excellent condition and the steam equipment was 
then disposed of. 

The steam operation, with locomotives burning oil, cost 
85 cents per car-mile. With the motor cars in service the 
operation cost has been reduced to 20 cents per car-mile. 
In arriving at this latter figure the assumption is made that 
the motor cars will be obsolete within ten years and that 
therefore 10 per cent of their cost price of $25,000 each 
should be charged to each year's operation. In addition to 
this depreciation, the figure includes all maintenance, fuel, 
supplies and wages. 

With the increased flexibility which the motor cars af
forded it was possible so to improve the service that with 
progressive advertising methods the traffic more than 
doubled. . 

The rehabilitation has been effected under the 'lirection 
of E. J. Burns, general manager. 
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Plan to Hasten New Seattle Line 
Council Adopts Plan for the Construction of an 

Elevated Railway to Connect Present 
Municipal Lines 

The public utilities committee of the City Council is con
sidering a proposal to hasten the construction on the pro
posed Seattle municipal elevated railway along the water
front and south on Wh atcom Avenue and the construction 
of a spur of the municipal line on East Marginal Way 
1 ½ miles south to Michigan Street, as a solution of the 
problem of supplying transportation in the shipyard dis
trict. The public utilities committee recently held a con
ference with the Chamber of Commerce a nd Commercial 
Club at which the subject was discussed in a ll its ramifica
tions. Oliver T. Erickson, chairman of t he utilities com
mittee, proposed that the voters at th e March election be 
asked to authorize the transfer of the $375,000 remaining 
in the original municipal railway bond issue of $800,000 to 
a fund for t he construction of the elevated line. Mayor 
H. C. Gill suggested that construction work might be 
started immediately after the election. R. H. Thomsen, Coun
cilman, suggested an a lternative to the construction of the 
elevated line. This was that the spur be built by the city 
of Seattle on East Marginal Way, but that arrangements 
Le made with the Puget Sound Traction Light & P ower 
Company for the routing of the city's ca:rs on F irst Avenue 
:oouth between King Street and Spokane Street. 

SEATTLE M. 0. VOTE IN MARCH 

The City Council will submit to the voters of the city on 
March 6, 1918, the question of utilizing the $375,000 remain
ing unsold from a bond issue of $800,000 authorized in 1911 
for the purchase or paralleling of the Seattle & Rainier Val
ley Railway, for the construction of a n elevated railway on 
Railroad and Whatcom Avenues from Washington Street to 
Spokane Street. This is in line with furthering the proposed 
plan for the connection of the city's two municipal car lines, 
one ending at Third Avenue and Pine Street, and the other at 
Riverside, on the west side of the West Waterway. The us e 
of the Renton line tracks on Fourth Avenue is contemplated. 

The plans wh ich have been adopted by the Council call for 
the construction of an elevated railway on Washington Stre2t 
from First Avenue South to Railroad Avenue ; on Railroad 
Avenue a nd Whatcom Avenue from Washington Street t o 
Spokane Street, and on Spokane Street from Whatcom Ave
nue to the West Waterway Bridge. A. H . Dimock, city engi
neer, estimates the cost of the elevated portion of the line 
at $330,000 for wood construction, and $1,500,000 for steel 
construction. By building this road the city would be 
enabled to operate its Lake Burien line over the elevated 
road to First A venue South and Washington, conne ~ting 
,vith the present Division A at Third A venue and Stewar t 
Street, by exercising common user rights on Fourth Avenu e 
a nd Washington Street. 

Partial Rapid Transit Operation 
Construction Material Brought from Pittsburgh by 

Motor Truck 
Announcement has been made by the Public Service Com

mission for the First District of New York that it is hoped to 
have the Lexington Avenue subway and the Seventh Avenue 
s ubway in full operation, in connection with the first subway, 
as soon after April 1 as is possible. In the meantime, ac
cording to Frank Hedley, vice-president and general manager 
of the Interborough Rapid Transit Company, which will op
erat e these lines, the earli'est date at which partial operation 
may be expected is on or about March 1, with the hope, how
ever, that partial operation in Lexington Avenue may be had 
:1 week or so before that date. Mr. Hedley stated that delays 
in material were responsible for the inability of the operat
ing officials to have the lines ready with op-erating equip
ment before that time. General construction work under the 
auspices of the Public Service Commission is practically com
pleted and only the equipment det ails are lacking. Some of 
these materials come from points far distant from New York, 
and in the present. congestion of railroad traffic, shipments 
have be-en difficult to obtain. In some cases it has been nec
e .i:::ary to ship carloads of materials by express in passenger 

trains, while othe:c materials have been loaded in motor 
trucks and brought to New York all the way from Pitts
burgh._ Mr. Hed~ey stated that the program of fumporary 
operat10n as outlmed could be carried out in the event that 
other and more serious delays did not occur. 

Meetings with Mr. Brinkerhoff 
Concluded 

At the meetings of the local transportation committee of 
the Chicago City Council, held on Dec. 18 and 19 and at
tended by H. M. Brinkerhoff, who served as chief engineer 
of the Chicago Traction & Subwa y Commission, as counsel 
to the committee, the time was occupied principally by a 
review of the physical plan and its meaning in detail to 
each section of the city. The financial plan was discussed 
to a limited extent, but consideration was devoted more 
especially to the physical plan. 

The m embers of the City Council had been invited to 
a ttend, but only three of them appeared. No particular 
opposition to the plans developed, except from two Alder
men in whose wards no extensions were provided for in the 
first six years of the Subway Commission's plan, and for 
which there was nothing definite planned even after that. 
The committee adjourned after two days of these discus
s ions, a nd the next step will be to hold a meeting at which 
representatives of the Chicago traction companies will be 
present to express again their willingness to carry out the 
p la ns as la id down. 

Utility Legislation for Texas 
A special committee of the Legislature of Texas is en

gaged in framing a public utilities bill which will come be
fore the next session of the Legislature, either special or 
regula r. The regula r session will convene in January, 1919. 
It is propo:;:ed to cr eat e a corporation commission, based 
on t he present Railroad Commission, with authority over 
a ll corrorations in the State, but more particularly over rail
roads and utility corporations. 

The committee has had representatives of electric light 
a nd power companies and the interurban and city railways 
before it and has r eceived the recommendations of these 
utilities ~s to what the proposed law should contain. Legis
lators and representatives of the utilities agreed that the 
la w should g ive the proposed utilities commission authority 
to regu late rates and requi1 e good service, and that this 
authority should extend to interurban and city railways. 
There was a differenc e of opin:on, however, on the question 
of authority over the issuance of stocks and bonds. 

Philadelphia Lease Reported Out 
Joint Finance Committee of Councils Reports Favor

ably the Proposed Lease with the Philadelphia 
Rapid Transit Company 

The joint finance committee of Councils of Philadelphia 
reported out with favorable r ecommendation the proposed 
lease of the unified t ransit lines presented for final action at 
t he session of the committee on Dec. 21. There was one 
further amendment in the proposed lease, however. Council
man Hetzel's suggestion that the board of engineers be 
con stituted as originally provided for in the first city plan, 
viz.: three members, one appointed by the city and one by 
the company with the third chosen by the two, was approved 
and the change will be made in the final lease form before 
presentation to Councils. Under this" latest revision the 
members of the board will receive a salary the amount of 
which is to be fixed by the Mayor of the city and the presi
dent of the Philadelphia Rapid Transit Company. The 
proposed amendment that all exchange tickets be abolished 
sixty days after the company signed the contract, was de
feated. Likewise Councilman Trainer's amendment provid
ing the company shall be compelled to extend the Delaware 
Avenue elevated line southward with the development of the 
city to within five blocks of the extreme southern end of 
the improved section. Final action is planned in Councils 
on Jan. 4. 
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Increase in Wages in Pittsburgh.- The Pittsburgh (Pa.) 
Railways decided on Dec. 21 to raise the rate of pay of its 
motormen and conductors 2½ cents an hour, the change to 
be effective immediately. 

Strike Called Off.-The employees of the Gulfport & Mis
sissippi Coast Traction Company, Gulfport, Miss., who went 
on strike on Dec. 5 when the compa ny refused to recognize 
their newly organized union and grant wage increases, re
turned to work on Dec . 7 and agreed to arbitrate the wage 
c1uestion later. 

Preparing for Damage Suit Hearing.-W. G. McCla1·en , 
a lLom ey for the Duwamish Waterway District, Seattle, will 
represent that district in Washington, D. C., in th e ease of 
I.he Puget Sound Traction, Light & Power Company vs. t h e 
Wat erway District. The company a sks $500,000 for t!arn
:iges to its lines a s the result of dredging and river im
prnvement work. The case was tried in the King County 
S uperior Court and appealed by the plaintiff to th~ Supreme 
Court. 

Municipal Ownership Agitat ion in Central New York.
The Aldermen of Syracuse, N. Y., are discussing the matter 
of municipal ownership of the local railway lines. The 
adjacent villages are said to be in sympathy with the move
ment. The hope is expressed that t he discussion now going 
on will bring about a bill authorizing municipal ownership 
of railways or result in an amendment to the legislative 
measure now being prepared by Senator Robert F. Wagner 
authorizing municipal ownership in Syracuse. 

Armed Guards Asked for Trains.-A petition has been 
filed with the Public Utilities Commission of Illinois asking 
that the East St. Louis & Suburban Railway, East St. 
Louis, Ill., be required to place armed guards on trains run
ning to the plant of the St. Louis Smelting & Refining 
Company. The petitioner states that owing to unsettled 
labor conditions and strikes in progress the guards are 
necessary for the protection of the patrons of the road. 
This is the first petition ever filed with the commission de
manding armed guards on trains of any carrier. 

Increase in Wages in Tampa.-The Tampa (Fla.) Electric 
Company has increased the pay of its trainmen 2 cents an 
hour, effective on Jan. 1. This is the third increase in a lit
tle more than a year and means an advance of 30 per cent 
within this period. In announcing the increase the company 
said: "This increase is made for the purpose of relieving the 
high cost of living, a situation brought about by the war, and 
not because the company can afford to pay its trainmen more 
money. The company is having just as hard a time to exist 
as its employees have to live. In view of this, the company 
feels obliged to consider this increase in the nature of a war 
bonus, which will be continued as long as conditions permit." 

Program of Association Meeting 

Pacific Claim Agents' Association 
At a meeting of the executive committee of the Pacific 

Claim Agents' Association and the Pacific Claim Agents ' 
Index Bureau at Portland, Ore., on Dec. 14 it was decided 
to hold the next annual convention in Portland on May 1, 
2 and 3, 1918. The program of papers decided upon is as 
follows: 

"Prevention of Grade Crossing Accident s," by S. A. 
Bishop, Los Angeles, Cal. , and A. M. Lee, Seattle, Wash. 

"Automobile Accidents in Cities a nd Towns, Causes and 
Means to Their Prevention," by W. H. Moore, San Diego. 

"The Effect of New Labor Conditions on Accident Causes 
and Prevention," by J. H. Handlon, San Francisco, Cal. 

"Obtaining Co-operation from the N ew Employee and 
the Old One Under Pl'esent Conditions," by H. G. Winsor, 
Tacoma, Wash. 

"How Will the Employment of Women in Railway Work 
Affect the Claim Department?" by Thomas G. Aston, Spo
kane, Wash. 

"What Is Being Accomplished Along Safety Lines and 
Accident Prevention," by B. F. Boynton, Portland, Ore. 

"The Value of Courtesy," by F. M. Hamilton, Seattle. 
The secretary-treasurer of the associations is B. F. Boyn

ton, claim agent of the Portland Railway, Light & Power 
Company. 

Financial and Corporate 

Annual Report 

Bay State Street Railway 
The income statement of the Ba y State Street Railway, 

Boston, Mass. , for the year ended Dec. 31, 1916, follows : 

A moun t 
Ope r a t in g r evenue .. , . , , ....... $10,41 :3,61 8 

Ope r ating exp e n ses . . . . . . . . . . . 7,:.!7:l ,800 

N e t o p erating r e v enu e .......... $2 ,440 ,81 8 
T axes . . . . . . . . . . . . . . . . . . . . . . . G3G ,:l 51 

Op e r a tin g incom e . . .. .......... $1,814,GG, 
Non -ope r a ting in come . . . . . . . . 6 2,43 0 

G r oss i ncome . .. .. .. . . . ...... . . $1, 876, !J '.17 

D educti ons fro m gTo:--s in come : 
R ent of leased r oa rl s . ... . .. . 
ln te1·est on f unde r! d ebt . ... . 
Int e r est o n unfund ed d ebt. .. 
l\Ii sce llaneou s . .. . . .. . .. .. .. 

$19 2 ,667 
1, 0G0, 77 4 

68,77(; 
3 0,627 

T ot a l d educ tion s . ........ $1,:3·!2,8 H 

N e t incom e . . . . . . . . . . . . . . . . . . . . $G:34, 1 5:3 

Dividends: 
F ir st pre f e rre d s t ock . .... . .. $17 5,951 
C ommon stock . . . . . . . . . . . . . 10 2,G8 6 

T ot a l d iv icle n d R. . ...... .. . $27 8,537 

S u r plu s for year 

*D e cr eas e. 

$255 ,6 1 6 

P e r Increase 
Cent for Y ear 
100.0 $85 4, 783 

7G. 5 74 0, 247 

:!3.5 $11 4,53 G 
6. 1 71 2 

17 . .J $113,824 
O. H *1 ,5 10 

1 8. 11 $11 2,314 

UJ $8 ,524 
lfi.J 1 4,9 -1 3 

0.7 *40 ,957 
0.:.l 3,~6S 

12.~ *$13, 523 

G.1 $1 25 ,831, 

1.7 $11 ,03:i 
o.~ 102,5 8 6 

2. 6 $ 11 3,62 1 

2.G $1 2,2 15 

The fi scal year of Massachusetts electric railways (in con
formity with a recent act of the legislature) now ends on 
Dec. 31. The current report of the controlling organization, 
the Massachusetts Electric Companies, therefore, includes 
figures for the Bay State Street Railway only for t he 
calendar year 1916. Any attempt to state at the present 
time the operating results of the present calendar year 
would depend upon estimate and be inaccurate. It is sait! , 
however, that the net, after cost of operation and fixed 
charges for the first t en month s of th is year, amounts to 
$436,881, while that for the sam e months of 1916 amounted 
to $806,409. 

The expenditures during 1916 for improvements and 
reconstruction amounted to $883,350. The principal items in 
this total were $378,269 for track reconstruction and State 
a nd municipal requirements; $147,523 for track construction 
and $165,123 for electric lines and feeders. For the first nine 
months of 1917 the expenditures amounted to $464,713, in
cluding $167,197 for track reconstruction and governm ent 
requirements, $60,646 for car reconstruction, $69,501 for 
electric lines and feeders and $85,925 for power stations. 

On the matter of capital expenditure the report says: 
"This has resulted in a h eavy burden on the finances of 

the company, and the work so done has been of a kind which , 
in general, adds nothing to economy of operation or to better 
service. Consisting, as it does, largely of rebuilding of 
bridg es, abolition of grade crossings, and the put ting of 
wires under ground, it may be said to benefit the public 
without any corresponding benefit to the street railway. The 
case is quite different with the 200 new cars and the new dy
namo for the power station at Quincy, mentioned in the last 
report; both of these are most important for economy and 
for improved service." 

During 1917, underlying bonds aggregating $907 ,000 f ell 
due a nd were paid, excepting a few not yet presented. Bonds 
of the Boston & Northern Railway and Old Colony St reet 
Railway have been issued to the Bay State Street Railway 
in place of the underlying bonds paid. In addition, $764,000 
of the sam e bonds were issued under approval of the P ublic 
Service Commission. The condition of the security m arket 
has been such that to sell new bonds would have resulted in 
serious sacrifice. The emergency was met by a n issue of 
$850,000 of one-year 5 per cent notes dated March 15, 1917, 
and secured by $1,147,000 of the above mentioned bonds. 
There remain in the treasury of the Bay State Street Rail-
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way as of Dec. 1, 1917, $377,000 bonds of the Boston & 
Northern Railway and Old Colony Street Railway. During 
1917, 5300 shares of first preferred stock of the Bay State 
company were issued, a ll of which were taken at par by the 
trustees of the controlling organization. 

As t o t he various fare adjustments that have been secured 
by the Bay State Street Railway, the report states that these 
have resulted in a substantial amount of relief. The gross 
passenger earnings for the first eleven months of 1917, 
with no increase in car miles run, exceed those of the previ
ous year by $444,268. However satisfactory these figures 
might have been under normal business conditions, the 
increases in gross have not been sufficient to cope with the 
increased cost of operation. Increases in fares have been 
constantly overtaken and passed by the rise in wages and 
material costs. Having in mind the various unfavorable 
ci rcumstances which are gathering around all electric rail
way operations the trustees of the Massachusetts Electric 
Companies are said to view the situation of the Bay State 
Street Railway with grave concern. 

$210,500,000 Utility Maturities 1n 1918 
Larger Amount Than Any in Past Five Years, and 

$126,500,000 More Than in 1917-Maturities in 
the Railway Field in 1918 Will 

Total $126,817,000 

The aggregate of public utility securities which will ma
ture in 1918 amounts to $210,500,000, according to the Wall 
Street Journal. This is $126,500,000 more than matured in 
1917 and is larger than any amount in the past five 
years. As usual in recent years, the preponderance of 
issues coming due next year is notes running from one to 
five years. The largest single item to mature in 1918 is 
$57,735,000 six-year 5 per cent notes of the Brooklyn Rapid 
Transit Company, due on July 1. Below are given the vari
ous railway issues maturing in 1918, issues less than $200,-
000 not being shown . 

More Massachusetts Electric 
Committees 

Affairs of Massachusetts Electric Companies Are 
Said to Be in Exceedingly Precarious Condition 

The committee representing the noteholders of the Massa
chusetts Electric Companies, Boston, Mass., has been in
creased by addition of George H. Stuart, third, treasurer 
of the Girard Trust Company, Philadelphia, Pa., and J. C. 
Neff, vice-president of the Fidelity Trust Company, Phila• 
delphia, Pa. The committee has issued a statement to the 
noteholders as follows: 

"The financial affairs of the Massachusetts Electric Com
panies are in an exceedingly precarious condition, owing 
to the probable necessity of readjusting the financial struc
ture of the Bay State Street Railway (common stock of 
which is owned by your company) due to lack of working 
capital and early approach of maturing obligations, a con
dition brought about by increased expenses of the Bay State 
Street Railway and its inability to obtain authority to in
crease correspondingly its revenue. 

" Since the protective committee has been formed in the 
interests of the preferred and the common stocks, it seemed 
necessary to form a committee to protect the interests of 
the noteholders. We believe it is essential to your best 
interest to deposit your notes at once with the International 
Trust Company, Boston, Mass., or the Girard Trust Com
pany, Philadelphia, Pa." 

A committee has been formed to represent the holders of 
the 4 per cent bonds of the Boston & Northern Street Rail
way bonds, due in 1954, and the 4 per cent bonds of the 
Old Colony Street Railway, due in 1954. This committee 
consists of John R. Macomber, chairman; James Dean, 
Frederick H. Ecker, William L. Garrison, Jr., John E. Old
ham, Philip Stockton, Frederic B. Washburn and W. Eugene 
McGregor, secretary. The committee requests deposits of 
bonds to be made with the Boston Safe Deposit & Trust 
Company. 

ELECTRIC R AILWAY SECURITIES MATURITY IN 1918 
J anuary % Amount 

Lor a in Street, 3-year notes ...... ....... ... . . .. . 6 $200,000 
Milfo rd & Uxbrid ge St. R y. 1s t .... . ........ . . . . 5 335,000 
M., St. P ., Roch. & D u . El. tr. not es ... . . ..... . . . 6 750,000 
U nited L ight & Railw a ys Co. no t es . . . . .. ....... . li 750,000 
Winnipeg E lec. Ry. 2-yr. notes .. . . ..... ....... . li 750,000 

Tota l . . . .. .. .. ... .. . . .... . .... .... .......... . 

F ebruary 
Oak., Ant. & E a st. R . conv. n o tes . . . . . . . . . . . . . . . . 6 
P hilade lphia Co. col. n otes . . . . . . . . . . . . . . . . . . . . . . 6 
T oledo Trac., L ight & Power 1s t . . . . . . . . . . . . . . . . 6 
T oledo Trac., L ig h t & P ower 2d lien.. . .......... 6 

Tota l .. . . ....... ... ..... . ................... . 

Ma rc h 
A u rora, Elgin & C. R. R . notes. . . . . . . . . . . . . . . . . 6 
Eastern P ower & L . Co. con v. ..... . ..... ... . . . 5 
Lewist on , Bruns & B. Ry. 1st. . . . . . . . . . . . . . . . . . 5 

Tota l .. . . .. . ..... .. .. . . .. ..... . .. . .......... . 

April 
C inn . & Hamilton El. R y . 1st . . . . . . . . . . . . . . . . . . . 6 
Ma n sfield Railway, Light & Powe r . . . . . . . . . . . . . . 5 
Mas sachuse tts E lectric Cos. . . . . . . . . . . . . . . . . . . . . 5 
U . S . P u blic Service Co. notes. . . . . . . . . . . . . . . . . . 6 
Wilmington & Chest er Traction, , . . . . . . . . . . . . . . . 5 
Joliet Railroa d gene:ral g old................. . . . 5 

Tota l , .... . . . ..... , .. ...... ..... .. . ........ . . 

JIIa y 
Ch a rleston I n terurban notes .. . , .. , . . . . . . . . . . . . . 6 
Commonwealth P., R . & L. conv. . . . . . . . . . . . . . . . 6 
Fort Smith Ligh t & Tra ct ion deb. . . . . . . . . . . . . . . 6 
P ortla nd (Ore. ) Ry., Lt. & Pow er notes ext . . . . . . 5 
Sutter Street Ry. 1st. . . . • . . . . . . . . . . . . . . . . . . . . . . 5 
D etroit United Ry. coup. notes . •. , .. ,, , , . ,,., , ,, 5 

Total .. ... ...... .. ................. ... . .. ... . 

Jun e 
Lewis t on , A u g usta & W, notes . . . . . . . . . . . . . . . . . . 5 
Manch est er Tra c., L. & P . notes . . . . . . . . . . . . . . . . 5 
New Orleans R y . & Light notes ....... ...... .. .. 6 
Tenn. Ry,, Light & Power notes . .... . . .. . .. ... . , 5 

, Tot a l , ... ...•• .... . . .. .. .............. •• . .•• . 

$2,785,00 0 

$317,5 00 
250,000 

7,013 ,000 
1,200,000 

$8,780,500 

$800,00 0 
2,350,000 

845 ,0 00 

$3,995,000 

$400,000 
742,000 

3,000,000 
1,200,000 
2,3 05,00 0 

400,000 

$8,047,000 

$450,000 
8,081,000 

300,000 
4,0 00,000 
1,000,000 
3,5 00 ,000 

$17,331,000 

$614,0 01) 
1,000,000 
3,250,000 
2,500,000 

$7,364,000 

July % Amount 
Brooklyn R a p id Tra nsit notes . . . . ...... .. . ...... 5 $57,735,000 
Kansas City R ys . Co. 3-yr. notes.. .. .. . ........ 5½ 7,922,000 
Okla homa R a il way notes....................... 6 500,000 
Oa kla nd Tra n s it Co. consol . . . . . . . . . . . . . . . . . . . . . 6 1,121,000 

Tota l . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $67,278,000 

Augiist 
Carolina P owe1· & Light Co. notes. . . . . . . . . . . . . . 5 
H udson Cos. secured notes . ..... ......... . . . . . . • 6 
M issouri E lec. R . R. pur. money. . . . . . . . . . . . . . . . . 5 
Newport & F a ll River St. Ry........ ...... ..... 5 
People 's St. R y. , Pa. . . . . . . . . . . . . . . . . . . . . . . . . . . . 6 
P hila d elphia Compa ny notes. . . . . . . . . . . . . . . . . . . . 6 
West End St. Ry. ser. deb.................. .... 5 

T ot a l . . . .. ..... . .. . ........ .. .............. . 

September 
Ch icago & W est Towns Ry. 1s t. . . . . . . . . . . . . . . . . 6 
Ohio Tra ction Co. coupon notes...... .. ........ . 6 

T ot a l . .......... . ... .......... ............. . 

October 
Christophe r & T enth St. R. R. 1st . . . . . . . . . . . . • . 4 
Clev. , Pa ins. & East . R. R. 1st con ... . ....... , , . 5 
C lev., Pains. & East R. R. 1st ext. . . . . . . . . . . . . . . 5 
Phila . & West Chest er Trac. 1st .............. ,.. 5 
Quincy Hors e Ry. & Car Co. 1st. . . . . . . . . . . . . . . . . 5 
Twin Sta te Gas & Elec. Co. deb-. . . . . . . . . . . . . . . . . 5 

T ot a l ...... .. . .. .. ...... . ........... , ....... . 

November 
General Gas & Electric notes. . . . . . . . . . . . . . . . . . . 5 

Tota l ... .......... . ... . ..................... . 

Decem ber 
Bay State St. R y. coupon notes ...... ..... ,,,... 6 
Eastern T ex a s E lectric notes . . . . • • . • . . . • • . • • • . • 6 
Pan H a ndle Trac. Co. notes .... ...... ... ....... 6 
Toronto Railway notes . . . . . . . . . . . . . . . . . . . . . . . . . 6 
Wyandotte & Detroit River Ry. . . . . . . . . . . . . . . . . 5 
E a ston, Palm er & Bethlehem St. Ry. . . . . . . . . . . . . 5 

Tota l . ........... ..... ........ ..... ........ . 

$202,000 
1,500,000 

700,000 
240,000 
200,000 
250,000 

1,581,000 

$4,673,000 

$556,000 
300,000 

$856,000 

$210,000 
1,131,000 

500,000 
400,000 
400,000 
300,500 

$2,641.500 

$525,000 

$525,000 

$357,000 
500,000 
309,530 
750,000 
425,000 
200,000 

$2,541,530 

Tota l for railways . .. .... .. . . . .. ..... · ........ $126,817,030 
G r a nd total-all m a turities .................... $210,427,780 
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Electric Railway Statistics 
Comparison of Returns for Nine Months, January
September, 1917, with Those for 1916, Shows That 

Increases in Expenses Are Outrunning 
Revenue Gains 

A comparison of electric railway statistics for the nine 
months, January-September, 1917, with figures for the cor
responding months of 1916, made by the bureau of statistics 
and information of the American Electric Railway Associa
tion, indicates that expenses have increased out of all pro
portion to the gain in revenues. 

Data for the nine months, representing 7450 miles of line 
of companies scattered throughout the country, figured on 
the per-mile-of-line basis, indicate an increase in operat
ing revenues of 5.87 per cent, an increase in operating ex
penses of 11.02 per cent, and a decrease in net earnings 

of 2.17 per cent. Data representing approximately 75 per 
cent of this mileage indicate an increase in the amount of 
taxes paid of 8.78 per cent and a decrease in operating 
income of 6.38 per cent. 

The returns from the city and interurban electric railways 
as shown in detail in the appended tables, have been classi
fied according to the following geographical grouping: 
Eastern District--East of the Mississippi River and north 
of the Ohio River. Southern District--South of the Ohio 
River and east of the Mississippi River. Western Distric t 
-West of the Mississippi River. 

All of the three groups show a far greater percentage 
increase in operating expenses than in earnings. Returns 
for the Eastern, representing 5023 miles of line, indicate an 
increase in operating revenues of 6.67 per cent, an increase 
in operating expenses of 13.83 per cent and a decrease in 
net earnings of 4.06 per cent. Taxes paid by companies 
represented by approximately 70 per cent of this mileage 

TABLE I-COMPARISON OF REVENUES AND EXPENSES OF ELECTRIC RAILWAYS FOR NINE MONTHS, J ANUARY-SEPTEMBER, 1917 AND 1916 

United States Eastern district Southern district W cstern district 

I 

Per mile of line Per mile of line Per mile of line 

I 
Per mile of line 

Amount, Amount, Amount, Amount, 
AccOUNT January- January- January- January-

Sep-
01 

Sep- Sep- Sep-
tember, / 0 tember, % tember, % tember, % 

1917 1917 1916 Increase 1917 1917 1916 Increase 1917 1917 1916 Increase 1917 1917 1916 Increase 
I -----I 

Operating r ivenues ..... $129,459,101 ,$17,376 $16,412 5 .87 S86, 109,064 $17,142 $16,070 6.67 $9 ,591 ,263 $11,660 $11,610 0.43 $33,758,774 $21,042 $19,837 6.07 
Operating expenses ...•. 82,759,119 11,108 10,005 11.02 55, 127 ,5821 10,974 9,641 13,83 5,527,235 6,719 6,644 1.13 22,104,302 13,777 12,793 7.69 
Net earnings .......... 46,699,982 6,268 6,407 t2.17 30, 981,4821 6,168 6,429 t4.06 4,064,028 4,941 4,966 t0.50 11,654,472 7,265 7,044 3.14 

Operating ratio, per cent 1917, 63 .93; 1916, 60 .96 1917, 64 .02; 1916, 59. 99 1917,57.62; 1916,57.23 1917, 65.47; 1916, 64 .49 

Av. No. miles of line 
represented .......... 1917, 7,450; 1916, 7,358 1917, 5,023; 1916, 4,991 1917, 823; 1916, 778 1917, 1,604; 1916, 1,590 

COMPANIES REPORTING TAXES 

Operating revenues ..... S84, 743,426 $16,229 $15,473 4.89 $44,548, 999 $14,055 $13,522 3.94 $6,748,617 $13,319 $12,677 5.06 $33,445,810 $21,643 $20,396 6.11 
Operating expenses ..... 55,344,760 10,599 9,629 10.07 29,658,630 9,357 8,351 12.05 3,804,644 7,509 6,964 7 .83 21,881,486 14,160 13,129 7 .85 
Net earnings .......... 29,398,666 5,630 5,844 t3.66 14,890,369 4,698 5,171 t9.15 2,943,973 5,810 5,713 1.70 11,564,324 7,483 7,267 2.97 
Taxes ................ 5,951,411 1,140 1,048 8.78 2,899,742 915 838 9 .19 541,959 1,070 995 7 .54 2,509,710 1,624 1,496 8.56 
Operating income ...... 23,447,255 4,490 4,796 t6.38 11,990,627 3,783 4,333 t12. 69 2,402,014 4,741 4,718 0.49 9,054,614 . 5,859 5,771 1.52 

► Operating ratio, per cent 1917, 65 .31; 1916, 62.23 1917, 66.57; 1916, 61.76 1917, 56.38; 1916, 54.94 1917, 65.43; 1916, 64.37 

Av. No. miles of line 
represented ......... 1917, 5,222; 1916, 5,176 1917, 3,170; 1916, 3,137 1917, 507; 1916, 507 1917, 1,545; 1916, 1,532 

tDecrease. NoTE.-There were twenty-nme days m February, 1916, and only twenty-eight days m February, 1917. 

TABLE II-COMPARISON OF REVENUES AND EXPENSES OF ELECTRIC RAILWAYS IN SEPTEMBER, 1917 AND 1916 

United States Eastern district Southern district Western district 

Per mile of line Per mile of line Per mile of line Per mile of line 
Amount, Amount, Amount, Amount, 

ACCOUNT Sep-

1 1917 

Sep- Sep-

I 
Sep-

tember, tember, tember, tember, 
1917 % 1917 % 1917 % 1917 o/c 

1916 Increase 1917 1916 Increase 1917 1916 Increase 1917 1916 Increase 

Operating revenues ..... $14,892,9031 $1,999 $1,893 5.60 $9,804, 837 $1,952 $1,860 4.95 $1,165,550 $1,417 $1,363 3.96 $3,922,5161 $2,445 $2,253 8.52 
Operating expenses ..... 9,370,476 1,258 1,141 10.25 6,212,824 1,237 1,111 11.34 660,716 803 770 4.29 2,523,829 1,573 1,418 10.93 
Net earnings ... ... .... 5,522,427 741 752 tl.46 3,592,013 715 749 t4 .54 504,834 614 593 3.54 1,398,6871 872 835 4.43. 

Operating ratio, per cent 1917, 62.93; 1916, 60.27 I 1917, 63.37; 1916, 59.73 1917. 56.67; 1916, 56.49 191 7, 64.34; 1916, 62.94 

Av. No. miles of line 

__ I --represented .......... 1917, 7,450; 1916, 7,358 1917, 5,023; 1916, 4,991 1917, 823; 1916, 778 191 7, 1,604; 1916, 1,590 
-- ---- -·--- -

COMPANIES REPORTING TAXES 

Operating revenues ... .. $9,846,518 $1,886 $1,782 5.84 $5, 133,709 $1,620 Sl, 566 3.45 $823 ,201 $1,625 $1,499 8 .41 $3,889,608 $2,517 $2,318 8.58 
Operating expenses .. ... 6,283,743 1, 203 1,104 8.97 3,321,700 1,048 978 7 .16 462,596 913 818 11 .61 2,499,447 1,617 1,456 11.06 
Net earnings .... .•.•.. 3,562,775 683 678 0.74 1, 812 ,009 572 588 t2.72 360 ,605 712 681 4.55 1,390,161 900 862 4.41 
Taxes .. .............. 671,719 129 120 7 ,50 30,j,661 96 95 1.05 65,561 129 111 16.22 300,497 191 174 11.49 
Operating income ...... 2,891,056 554 558 to. 72 1,506,348 476 493 t3 .45 295,0 U 583 570 2.28 1,089,661 706 688 2.62 

Operating ratio, per cent 1917, 6:i.79; 1916, 61.1),j 1917, 64.69; 1916, 62.45 1917,56. 18; 191 6,.54.57 1917, 6i.24; 1916, 62.81 

Av. No. miles of line 

I 

11:.J 
represented ........ , 1917,5,222; lfJ1 6,5,176 H! l 7,3,170; 101 6,3, 137 1917, ,j07; 1916, 507 191 7, 1,,5 1.j; 1916, 1,.532 

tDecrease, 
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increased 9.15 per cent, while the operating income of these 
companies decreased 12.69 per cent. 

As compared with the Eastern group, the Southern and 
Western have done comparatively better. It must be borne 
in mind, however, that for some time past there has been a 
great curtailment in the expenditures for maintenance of 
way and structures and of equipment. Returns for the 
Southern group indicate almost no change in its operating 
income. The net earnings of t he Western group increased 
3.14 per cent and the operating income 1.52 per cent. Both 
groups show increases in the amount of taxes paid. 

The operating ratio for the country as a whole has in
creased from 60.96 in 1916 to 63.93 in 1917. The operating 
ratio of the Eastern district has increased from 59.99 to 
64.02. The operating ratios of t he Southern and Western 
g roups have also risen. 

Reason for Paducah Abandonment 
The Paducah (Ky.) Traction Company, as noted briefly 

in the ELECTRIC RAILWAY JOURNAL of Dec. 8, page 1049, 
has petitioned the City Commission to be permitted to dis
continue operation over the Fisherville line. That line is 
paralleled by the Sixth Street line and the Union Stat ion 
line for practically its entire distance. Its operation is less 
profitable than any of the company's other lines. 

WHY THE F ISHERVILLE LINE WAS SELECTED 

In an effort to reduce the schedule in such directions as 
seemed advisable the company felt that this [ne offered an 
opportunity to save the greatest amount of operating ex
pense with minimum loss in revenue by diverting the traffic 
to the other lines. It was not the intention of the company 
to abandon the line definitely, but merely to learn the result 
from discontinuing operation under the stress of present 
conditions. The discontinuance of the line will necessitate 
an amendment to the company's franchise. 

ONE-MAN OPERATION SUCCESSFUL 

The company is operating all its cars on a one-man basis 
with very satisfactory results. The number of accidents 
has decreased and the company has met with very little 
complaint on the part of the traveling public. 

Withholding the Income Tax 
Memorandum from Treasury Department Explains 

New Provisions Covering Collection of Income 
Tax at Source 

The Treasury Department, through the office of the com
missioner of internal revenue, has issued a memorandum re
garding the withholding of the income tax at the source in 
the case of corporations. Under the new tax law of Oct. 3, 
1917, the withholding agent under certain conditions is 
obliged to refund a ll tax withheld during the current year, 
and it will become obligatory for every bondholder to file his 
own return for 1917 in order to determine the individu al lia
bility. 

The memorandum reads thus: 
"The withholding of tax at th'e source from income paid to 

nonresident alien individuals, corporations, joint-stock com
panies or associations and insurance companies having no 
office or place of business in the United States, and the re
turn of the tax so withheld shall be in accordance with the 
regulations in forc'e on Oct. 4, 1917. 

"Income paid to citizens or residents of the United States 
is subject to withholding of normal tax at the source only 
when derived from interest on bonds and mortgages, or deeds 
of t rust, or other similar obligations of corporations, joint
stock companies, 'etc., containing a so-called 'tax-free' or 'no 
deduction' clause. No amount of income paid to a copartner
ship, either domestic or foreign, is subject to withholding of 
income tax at the source. 

"In lieu of the withholding of normal tax at the source, 
heretofore required, from incom'es paid to citizens or resi
dents of the United States, there shall hereafter be furnished 
'returns of information' in accordance with the provisions of 
Section 1211 of the war revenue act of Oct. 3, 1917. 

"Normal tax withheld from income paid to citizens or res-

idents of the United States during the year 1917, other than 
interest on corporate obligations containing a so-called 'tax 
free' or 'no deduction' clause, may now, under Section 1212 of 
the war revenue act, be released aJJd paid over to the persons 
entitled to receive the same. 

"In each case where withholding of normal income tax at 
the source is now required, it shall be at the rate of 2 per 
cent only, exc•ept that 6 per cent is to be withheld from all 
payments of interest on bonds and mortgages, or deeds of 
trust, or other similar obligations of corporations, joint
stock companies, etc., when paid to fore ign corporations, 
joint-stock companies, etc., having no office or place of busi
ness in the U nited States." 

Central Passenger Railway, Atlantic City, N. J.-The 
New Jersey Board of Public Utility Commissioners has di .3-
missed an application of the Central PassengEr Railway 
asking approval of an agreement under which that com
pany was to lease the property of the Venice Park Com
pany, formerly owned by the Venice Park Railway. Both 
parties to the agreement operate electric railways in At
lantic City. In refusing to sanction the lease the commis
sion ·held that compliance had not been m ade with the 
statutory provisions authorizing such leases. 

Lincoln (Ill.) Municipal Railway.-The Council of Lincoln 
has issued a warrant from the street railway bond fund to 
the Lincoln E lectric Rai lway for the transfer of certain 
property of that company to the city of Lincoln. The 
property in question is known as the extension of the rail
way from Stringer A venue to the entrance of the Lincoln 
Chautauqua grounds. The railway in Lincoln is now owned 
and operated by th e municipality. 

Loyal Iieights Railway, Seattle, Wash.-The City Coun
ci l of Seattle, Wash., h as voted to purchase the Loyal 
Heights Ra ilway for $40,000, this sum to be paid from the 
city railway extension bond issue of $125,000. A. L. Valen
tine, superintendent of public utilities of the city; J. D. 
Ross, superintendent of lighting, and C. R. Case, superin
tendent of streets, have been appointed to make final ar
rangements for the purchase. The line will connect with 
the projected extension of Division A of the Seattle Munici
pal Rai lway into Ballard. 

Milford & Uxbridge Street Railway, Milford, Mass.-The 
Massachusetts Public Service Commission has authorized 
the Milford & Uxbridge Street Railway to extend for not 
more than five years the maturity of $335,000 of 5 per cent 
mortgage bonds a nd to increase the interest rate from 5 
per cent to not more than 7 per cent, also to extend for 
live years the $165,000 first mortgage bonds of the Mil
for<l, Holliston & Framingham Street Railway, which were 
acquired when the Milford company purchased the former 
co mpany in 1902, the interest rate being increased also 
from 5 per cent to not more than 7 per cent. Both issues 
were payable on Jan. 1, 1918. 

Morris County Traction Company, Morristown, N. J.-On 
the ground that the plan of financing is reasonable and in no 
way prejudices th'e public interest, the Board of Public Util
ity Commissioners of New Jersey on Dec. 20 approved the 
application of the Morris County Traction Company for per
mission to issue $1,179,000 of income debenture bonds in de
nominations of $1,000, payable on June 16, 1948. Interest on 
th'e principal sum is not to exceed 5 per cent. The general 
mortgage gold bonds are to be retired by the new debenture 
bonds. This change is in accordance with the plans for the 
financial readjustment agreed to earlier in the year. As 
noted in the ELECTRIC RAILWAY JOURNAL for June 30, the 
holders of the first mortgage bonds agreed to a change in 
the method of the payment of int'erest to them, while the 
holders of the second or general mortgage bonds agreed to 
the substitution of an equal amount of income bonds for their 
$1,179,000 of holdings. 

Mount Vernon (Ohio) Railway.-The property of the 
Mount Vernon Railway was sold on Dec. 15 for $28,600. Th'e 
road will be dismantled and junked. The property was 
placed in the hands of a receiver in 1915. It was sold in 1916, 
but that sale was not confirmed by the court. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.-The 
suit for foreclosure proceedings instituted by Howard D 
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Smith and associates, as owners of bonds of the Oakland 
& Antioch Railway, against the Oakland, Antioch & Eastern 
Railway has been submitted in the Superior Court of Contra 
Costa County, after argument and after a motion for a 
non-suit had been entered by the defendant companies. 
Mortimer Fleishhacker, president of the Anglo-California 
Trust Company, trustee under the trust deed, testified that 
while he had discussed the affairs of the Oakland & A ntioch 
Railway with security holders, he had never considered a 
suit to foreclose, nor had any such contin gency been sug
gested. H e said that such a course would have accomplished 
no useful purpose or end and would have di srupted the man
agement. He knew fro m personal obse rvation that the road 
had been exceedingly well managed under adverse condi
tions. 

Southwestern Traction Com1rnny, Temple, Tex.-The prop
erty of the Southwestern Traction Company was sold at 
public auction on Dec. 19 under an order issued by the 
United States District Court, to F. F. Downs, Temple, for 
$10,000 subject to $130,000 of outstanding bonds. 

Trenton & Mercer County Traction Corporation, Trenton. 
N. J.-Upon application of the Trenton & Mercer County 
Traction Corporation the New Jersey Board of Public Util
ities Commissioners has modified an order made last May 
permitting the issuance of notes amounting to $66,000 for 
t he purchase of ten cars. F ive of these cars wer e recently 
destroyed by fire at the carhou se of the company. Under 
the modified order the notes will bear 6 per cent interest 
ir.stead of 5 per cent interest. 

Electric Railway Monthly Earnings 
BATON ROUGE (LA.) ELECTRIC COMPANY 

Operating Operating Operating Fixe d 
Revenue Expenses Incom e C harges Period 

lm., Oct., 

Net 
Income 

$5,603 
6,658 

71,818 
65, 70, 

1" u 

12 " 
12 " 

'17 $19,338 •$10,119 $9, 219 $3,616 
'16 18,509 • 8,3 19 10,1 90 3,532 
'17 228,746 •114,337 114,409 42 ,591 
'16 208,536 •102 ,548 105 ,988 40,285 

BROCTON & PLYMOUTH STREET RAILWAY, 

i1;)·• O~t., 

12 " 
12" 

EASTERN 

{ 1;) ·• O~t., 

12 " 
1 2 " 

~1;) .. O~t., 

J 2 .. 
1 2" 

PLYMOUTH, MASS. 
•17 $9,509 *$10,226 t$717 $1,286 tU.003 
'16 9,964 $9,306 658 1,128 f470 
'17 124,190 •1 23,838 352 14,386 tl4,034 
'16 121,336 •106,240 15,09 6 13,264 1,832 

TEXAS ELECTRIC COMPANY, BEAUMONT , TEX. 
' 17 $76,333 •$45,043 $3 1,290 U 2,2 4Z U21,678 
'16 72,130 •37,862 34.268 8,759 25,509 
' 17 925,937 •511,642 414,295 131,953 :j:296,284 
' 16 817,842 *435,548 382,294 106,336 276,9611 

EL PASO (TEX.) ELECTRIC COMP ANY 
'17 $111011 *$65 ,970 $45,041 $6,501 
'16 104,9 90 • 55,5 76 49,414 5,286 
'1 7 1,2 84 ,0 73 •777. 855 506,2 18 64.601 
'16 1,0 88 ,443 •633,775 454,668 56,891 

$38,540 
44,128 

441,617 
397,777 

GALVESTON & HOU STON ELECTRIC COMPANY, 

iry)·· O~t., 

l 2" 
12 " 

GALVESTON, TEX. 
'17 $197,919 •$126,614 $71,305 $38,403 
' 16 171,761 •101,012 64,749 36,858 
'17 2, 0 28,899 •1,349,087 679,812 44 7,661 
'16 1,929,671 • 1,23 1,365 698,306 438,6 17 

HOUGHTON COUNTY TRACTION COMPANY, 

~1:)-, O~t., 

12 " 
12 4 4 

'17 
'16 
' 17 
'16 

HOUGHTON, MICH. 
$26 023 •$17, 85 0 $8,173 

25,956 •1 5,756 10,200 
3 41, 82 1 • 208, 704 133,118 
320, 26 3 •1 81,911 138,352 

$5,071; 
5,240 

61,631 
6 4,47 8 

NORTHERN T EXAS ELECTR I C COMP ANY, 

$32,902 
27,891 

232,151 
2~9,6 Sll 

$3,097 
4 ,960 

71 ,487 
73,8H 

l'!!·• O~t., :ii 
FORT WORTH, T EX. 

$298,9 51 •$142,029 $1 56,922 $29,14 8 U137,357 
205,490 •102,633 102, 85 7 29,442 73,41 5 

I ~ " 'J 7 
12" '16 

2 3f:3,fi 82 •1,346.955 1.016,727 
1,886,666 •1,146,542 740,124 

349,354 t676,956 
345,315 394,809 

PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY. 
J m ., Oct., '17 $26,210 •$20 .278 $5,932 $7,6 82 tU,750 
l" " '16 26 .437 •17 .390 9,04 7 7,241 1,806 

12" ' 17 304,065 •232,22 1 71,844 88,797 tl6,953 
12 " ' 16 310,557 •203,171 107,386 87,075 20,311 

SAVANNAH (GA.) ELECTRIC COMPANY 
1
1

1!'!·• O£t., ' 17 $8 8,589 •$59, 743 $2 8,846 U4,526 
'16 72 ,2 46 •4 9,068 23,178 23 830 

l 2" ' 17 942,34 8 •62 5,264 317,084 288 ,969 
12" ' 16 806,554 • 545,425 261,129 281,513 

}1;)·• O~t., 

12" 
12 " 

TAMPA (FLA.) ELECTRIC COMPANY 
' 17 $8 2 709 •$4fi,fll4 $3 5,89 5 i5,501 
' 16 82 ,457 •43,762 38.695 ~.21;3 
' 17 1,007,494 *fifi7,897 449,ri97 5 4,f,32 
' 16 964,328 •527,078 437, 250 52 ,269 

$4,320 
t65 2 

28,126 
t20,384 

$30,39 ◄ 
34,432 

39 5,066 
:lfl4,9~1 

•Includes t a x es. tDe fl c it. t in c lurl es n on-op e r a tin g in com e. 

Traffic and Transportation 

Dallas Jitneys Lose 
Ordinance Requiring Heavy Indemnity Bonds Up

held by the Court of Civil Appeals 
The Court of Civil Appeals for the F ifth Supreme Judicial 

District of Texas, sitting at Dallas, has upheld the ordinance 
enacted by the city of Dallas under the administration of 
Henry D. Lindsley as Mayor on Jan. 5, 1917, requiring heavy 
indemnity bonds from a ll jitney drivers in Dallas. The Court 
of Civil Appeals a lso ruled on anoth er jitney case unfavor
ably to the jitney drivers. This was the case styled Henry 
D. Lindsley, Mayor, et al. vs. the Dallas Consolidated E lec
tric Street Railway, in which the railway had secured an in
junction in the lower courts restraining the ci ty from en
forcing t he ordinance initiated by the jitney drivers and 
adopted by the people on the face of the returns at a 
referendum election. The judg m ent of the lower court was 
upheld and the injunction was continued in force. 

These two decisions taken together m ean that the initiated 
ordinance, passage of which was secured by the jitney men 
and which was considered as favorable for t h eir continued 
over a tion, is declared void and the ordina nce enacted by the 
city of Dallas with a view to eliminating the jitneys is up
held and is now the law in Dallas. 

According to City Attorney Callaway, the jitneys in 
Dallas may continue to operate unmol ested until final judg
m ent is rendered in these cases. The city of Dallas has 
fifteen days in which to file motion for r ehearing in the 
Lindsley case, and if this motion is overruled, motion for 
writ of error to the State Supreme Court may be fi led. It 
i,: expected that final judgment may be enter ed inside of 
two months. In the meantime the jitneys will continue 
operation at will. Many jitney drivers, however, have al
ready admitted that their fight is hopeless and are indis
posed to carry it further. 

PROVISIONS OF DALLAS ORDINANCE 

The principal provisions of the ordinance that is upheld 
by the opinion of the Court of Civil Appeals are as follows: 

"A motor bus means any automobile, auto truck or track
less motor vehicle engaged in the business of carrying pas
sengers for hire within the city. The 'donation' plan is not 
excepted. 

"No motor bus may run without a license. Application 
must be made in writing, said application to state over what 
route the applicant wants to operate and the length of time 
such license is desired. 

"The motor vehicle must be examined and found safe. 
"No license shall be granted until the operator of the car 

furnishes bond in the sum of $2,500. Suits for damages may 
be brought on this bond. 

"Routes may be changed upon the payment of a $1 trans .. 
fe r fee. It will be unlawful for an operator to leave the 
route g ranted. 

"Licenses may be secured for six months or one year at 
the rate of $65 per annum. Licenses ar~ not transfer able. 
License fe es are $10 in addition to the $65. 

"Motor buses must be operated continuously on each day 
except Sundays between the hours of 7 o'clock a. m . a nd 
11 o'clock a. m . a nd 3 o'clock p. m. and 7 o'clock p. m. except 
in cases of illness, breakdown or other accident. Jitneys 
can run a longer period of time but cannot reduce the hours 
named. 

"Each motor bus must have the route painted with oil 
and lead on the windshield and the word 'bus' painted on 
the back of the car with oil and lead, the letters to be 
5 in. high. 

"For any person who violates the provisions of the or
dinance the judge of police court may order a fine of not 
less than $5 nor more than $100. 

"Upon conviction the judge of the court may declare the 
li cense forfeited. Once a license is forfeited the driver is 
not eligible for another such license within six months." 
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I. U . T . Fare Hearing Concluded 
Final Arguments Are Confined Almost Entirely to 

the Question of Jurisdiction 
The hearing before the Public Service Commission of 

Indiana on the petition of the Union Traction Company of 
Indiana for increased rates of fare was concluded on Dec. 
20. The final a rguments on the petition were devoted al
most entirely to the question of jurisdiction. When the 
hearing closed the commission had before it two main ques
t ions, one of jurisdiction and one of whether the relief re
quest ed by the company should be granted. The motions 
for the dismissal of the petition were filed by attorneys 
r epresenting Indianapolis, Broad Ripple, Marion, Elwood, 
Muncie, Fairmount and Gr ant County. 

I N DIANAPOLIS D ECISION C ITED 

Woodbur n Masson referred t o the decision of the com
mission that it was without jurisdiction in the petition of 
the Indianapolis Traction & Terminal Company to increase 
fares to 5 cents straight, that decision being based on the 
failure of t he company t o surrender its f ranchise and on the 
fact that the 1899 law, under which Indianapolis made a 
franchise contract , was specific on maximum rates of fare 
t o be charged. Mr. Mass on said the same law authorized 
the city to contract with interurban lines. 

J. E. Van Osdol , a ttor ney for t he company, assuming but 
not conceding tha t the decision of the commission in the 
case of t he Indianapolis Tract ion & Terminal Company was 
correct , said the franchise of Indianapolis was probably the 
one exception in this case, in that the State law granting 
the franchise practically said wha t the contract should 
contain. As to Broad Ripple, he sa id that town had no 
power t o contract on r ates outside the corporation boun
dar ies. He cont ended that in the cases of all the cities 
concerned in the Union Traction Company petition the 
Public Service Commission had emer gency power to change 
rat es whenever t he necessities of the properties required it. 
He took the stand that the power to make franchises was 
permissive t o cit ies and towns and tha t the State may step 
in and exercise its paramount author ity whenever it desired 
to do so. He argued that cities and public service corpora
t ions were creatures of the State and could make only such 
contracts a s woul d be at a ll t imes within the control of the 
State. 

ESTI MATES OF C ONSTRUCTION COST D IFFER 

H. 0. Garman, ch ief engineer of the P ublic Service Com
mission, on Dec . 20 testified as to the physical value of the 
property. The es t imated construction cost presented by the 
company officials amounted to $20,245,717. Mr. Garman's 
estimate was $17,456,729. He stated tha t according to his 
calculations the present value of t he system, allowing 15 
per cent for depreciation, was approximately $14,880,273. 
These values do not include any allowances for franchise 
values. 

Citizens Must Select Jitneys or Trolley 
In a notice served on Dec. 21 upon the Selectmen of 

Nahant, Mass., the Nahant & Lynn Street Railway informed 
the officers of the town that service would be curtailed on 
Jan. 1 and the di~continuance of the line considered unles s 
relief from jitney competition was furnished. The Nahant 
Selectmen granted ten jitney licenses between Central 
Square, Lynn, and the terminal of t he electric railway, the 
t r ip on the jitneys costing 10 cents. The fare on the electric 
railway is 14 cents, of which the Bay Stat e Street Railway 
receives 6 cents for th e use of a sh ort st retch of track in 
Lynn and the Nahant company receives the balance. In a 
let ter t o the individual members of the Board of Selectmen 
the company pointed out tha t it could not compete with the 
j itneys . Notice was also given that aft er Dec. 31 the com
pany would operate only twelve cars in twenty-four hours, 
a s allowed by its charter. The company maintained a 
fi f t een-minute schedule in summer and a headway of one 
hour in wint er. Many privately-owned automobiles in 
Nahant have also been the means of cutting into the com
pany's revenue. 

Tinkle, Tinkle, Little Car 
Clever Skit on the One-Man Car by the Poet of the 

"Post-Intelligencer" 
Tinkle, tinkle, little car-if indeed that's what you are

r unning on the Summit line-how I wish that you were mine. 
I would put you in my flat as a playroom for our cat, so he 
couldn't catch our bird. You may think it sounds absurd; 
but when first the thing I spied, "Holy Smokes!" I wildly 
cried, " someone's child has strayed afar on his little kiddie 
kar." 

When at length it came along, I decided I was wrong; 
t hought it was the private bus of some plutocratic cuss, who 
prefers to ride alone with a street car all his own-or per
haps a circus van. Then it was the little man, seated on a 
stool in front, did a great magician stunt; pulled a throttle 
open wide, then a casement by his side folded up like some 
big fan. When this novel act began, down a tiny platform 
dropped and upon it people hopped, with their car fares in 
their hands. Then I saw a sight: My land! 

Some had dollars, some had dimes. He makes change a 
dozen times, answers questions with a smile, hollers "Step 
up in the aisle"; pulls a lever here and there, regulating 
brakes and air. When he is p repared to go, shuts the bird
cage with his toe, moves a gadget with his knee-regulates 
the speed, you see-pulls the bell cord with his teeth, lest 
some folks get caught beneath. That would throw 'er off 
t he t rack; maybe flop 'er on 'er back. Calls out names of 
every street, punches transfer with his feet. Thus he earns 
his da ily pay, running cars out Summit Way. Worth a jit
ney, yea, and more, just to see him fold that door .-Seattle 
Post-Intelligencer. 

Need for Economy 
Assistant General Manager of the Detroit United 

Railway Makes Plea for Employee Co-operation 
E. J. Burdick, assistant general manager of the Detroit, 

Mich., United Railway, has addressed to the force of the 
company the following letter on the need for economy: 

"The condition that confronts us to-day is one that calls 
for earnest and thoughtful consideration on the part of 
each of us. I am therefore addressing this appeal to you 
in the hope and expectation that our company will receive 
your full and hearty co-operation. 

" You can help. 
"There isn't a man in the rank and file of the company 

but is in a position to lend valuable aid. 
"Although we are operating many more miles of track 

now than a year ago in the city of Detroit with the car
mileage increased nearly 500,000 miles a month, our earn
ings have gone down from a daily gain of $6,000 in Jan
uar y to a loss of $2,500 at the present time. And there is 
no sunshine in sight. 

" Business conditions have changed materially since the 
first of the year. Many factories find their orders decreasing. 
There are men walking the streets looking for work. All 
this has a serious effect upon us, for it takes the pros
per ity of others to bring prosperity to the company. When 
people are not working they are not buying car rides. 

COAL COSTS $1,000,000 MORE THIS YEAR 

"With business on the decline and the cost of everything 
we use going up you readily appreciate the need of saving. 
We are paying more for material, for taxes, for labor, for 
fuel- in fact, for everything necessary in the business. 
F or inst ance, coal for our power houses will cost $1,000,000 
more this year for the same amount of fuel. 

"Yet our business is not as great. 
" It follows that every economy must be practiced. We've 

got to do it exactly as the average household is obliged to 
exer cise the greatest care. 

" Save for the company just as you save for yourself. 
It is just as important and just as necessary. You are 
familiar with the work you are doing, and so a little study 
will enable you to determine wherein you can do your bit. 

"Each and every man in every department can find ways 
of helping, and in doing this each one is helping himself, 
the company, the community and the country. 
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"New material is almost impossible to obtain; therefore, 
we must carefully guard what we have that it may last as 
long as possible. 

"Cars and other equipment ought to be carefully used in 
-0rder that accidents may be avoided. 

"Our fuel supply is limited and must not be wasted. 
'Therefore cars that are not actually needed should not be 
run by any department. Motormen can be of great assist
ance in saving by coasting wherever possible and using care 
in starting cars. 

"Please remember that the less 'juice' used the less coal 
must be put in the furnace at the power houses. 

"We believe the complete establishment of the rerouting 
.and skip-stop plans will materially reduce accidents and so 
save money for other purposes. 

"Please let us have team work by every man in the oper
.ating, mechanical, track and power departments. Let us ac
-complish results." 

Delay Unlikely 1n Indianapolis Case 
The Chamber of Commerce of Indianapolis on Dec. 21 

filed a petition before Judge Louis B. Ewbank of the Circuit 
<::ourt asking for a continuance until Jan. 7 of all hearings 
in the mandamus suit brought by the Indianapolis Traction 
& Terminal Company to compel the Public Service Commis
sion of Indiana to assume jurisdiction in the matter of the 
-company's petition for proposed increase in street car fares. 
In taking this action the Chamber of Commerce did not 
.assume any position regarding the merits of the proposed 
petition, but as the present city administration had shown 
no disposition to demand representation in the case, the 
Chamber of Commerce requested this delay in order that the 
new city administration might decide on any action it wished 
to take. Judge Ewbank told the representatives of the 
Chamber of Commerce that he did not see how he could 
~ntertain a request from that body for a continuance of the 
hearing on the demurrer set for Dec. 26, and indicated that 
the court would go ahead with the hearing on that date. 

New York Railways Warns Children 
Conductors of the New York Railways, operating surface 

lines in New York City, on Dec. 22 began distributing to 
-children copies of an illustrated booklet of "Mother Goose
lets," which the company has just published as part of its 
campaign againts accidents. Theodore P. Shonts, president 
of the company, has addressed this letter directly to the 
children of New York; it is printed on the back cover of 
the book of rhymes: 

"Dear Children: I want you to have all the fun in the 
world, but I don't want a car to run over you and cut off 
your legs or your arms. Every day boys and girls get hurt 
while playing in the streets of New York. 

"When you play, keep away from the trolley cars. When 
you are on the streets look out for cars, wagons and auto
mobiles. Do as your mother tells you. Always be careful." 

Public Asked to Co-operate 
The Fort Wayne & Northern Indiana Traction Company, 

Fort Wayne, Ind., has issued an appeal to its patrons 
through the medium of the daily press, asking for assistance 
in keeping the service of the company at its present high 
efficiency. Among the points mentioned by the company are 
~ntering and leaving cars promptly, having the exact fare 
ready and transfers unfolded upon entering cars. Patrons 
are advised that these suggestions are necessary now on ac
-ccunt of the additional burdens thrown upon the service on 
.account of holiday traffic and more especially during the 
winter ~ason when snow, ice and the use of tracks by 
wagons, trucks, and automobiles increase the handicaps 
under which the company must operate. 

The Urbana & Champaign Railway, Gas & Electric Com
pany, controlled by the Illinois Traction Company, is also 
asking the co-operation of the public in maintaining the 
€fficiency of its service. The East St. Louis & Suburban 
Railway is another company which is appealing to the bar 
of public opinion for a fair and equitable hearing. 

I. U. T. Advertises I ts Service 
The Union Traction Company of Indiana, Anderson, car

ried in the Indianapolis N ews before Christmas a very 
striking advertisement which was the cause of mu ch fa
vorable comment. The reading matter in the advertisement, 
which covered two-thirds of a page, was surrounded on 
three sides with pictures of alarm clocks the hands of 
which were set at different hours. For instance, there was 
a clock with the hands set at 5 o'clock in the afternoon, 
with the hour of 5 p. m. noted below as the leaving time 
of the Marion Flyer, the Muncie Meteor, another train to 
Anderson, Muncie and Fort Wayne, and still another train 
to Kokomo and Logansport. Other hours throughout the 
day were noted in a similar way. Not only did the com
pany describe the passenger travel in detail and note the 
merits which this class of its service has over other modes 
of transportation, but it called attention to its superior fa
cilities for handling freight to and from Indianapolis and 
many towns in northern Indiana, and some in southern Mich
igan. The protection of block signals and steel coaches and 
the quick and economical way the company has of handling 
freight through its Merchants Dispatch were also mentioned. 

Women on B. R. T. Surface Cars 
Several Now Being Introduced in Brooklyn Add to 

Large Number Already in Transportation 
Service in Gre·ater New York 

The possibilities of women for platform work become in
creasingly evident with their introduction as surface car 
conductors by the Brooklyn (N. Y.) Rapid Transit Company, 
which has had women in service as subway guards for the 
last two months. This action, of course, is the result of a 
general shortage of labor caused by the war, about 500 
trainmen of the company now being in government service. 
About a dozen conductresses are already working inde
pendent runs, besides about twice that number acquiring ex
perience on the cars and receiving instruction. 

The first women conductors are being assigned to the low
level, center-entrance, pay-as-you-enter cars, of which the 
company has about 100, operating on the Flatbush Avenue 
line. Their fitness for the work and the demands of the 
service will determine whether they will be employed sub
sequently on other cars. Applications are received in the 
regular way and the women begin at the same rate of pay 
as the men in the same position. Special accommodations 
for their convenience have been provided at the Flatbush 
Depot. The age limits are twenty and forty-five years. · 

The women whose applications are accepted and who have 
passed certain physical requirements are placed in the 
school, which is in charge of J. J. Duffy, chief instructor. 
In the classroom they are taught to make out accident re
ports, day sheets and route, register and time cards, and 
are made familiar with the car equipment with the help 
of a three-quarter length model of one of the low-level 
cars. After two days those who qualify work on trial ' 
runs for about three days, assisted by an instructor. 

The conductress on these cars, in addition to making 
change and operating the doors, changes the entrance rail
ings and curved end seats when the motorman changes cabs 
at the end of the line, and also has charge of the heating, 
lighting and ventilating of the car. Fares are collected as 
the passengers enter, the conductress being stationed in the 
center well at a pedestal which has a change t able on top. 
On the side of the pedestal are mounted push buttons for 
opening and closing the doors, to signal the motorman and 
to ring up cash fares and transfers . The doors are air oper
ated and can be closed a lso with a foot trip. 

The uniform selected consists of a cap and a sacque coat 
made of blue cloth like that worn by the men. The skirt is 
not made of special material. The coat is trimmed with 
brass buttons and has a small military collar. This uni
form is quite similar to that worn by the company's women 
subway guards, illustrated in an article in the ELECTRIC 
RAILWAY JOURNAL for Oct. 27, page 771. It was considered 
suitable in this service also, inasmuch as the conductress's 
duties do not necessitate her leaving the car. 
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Stay 1n Rochester Fare Case 
An order has been granted upon the application of B. B. 

Cunningham, Corporation Counsel of the city of Rochester, 
and served upon the Public Service Commission for the 
Second District of New York and the N ew York State Rail
ways to show cause why a n alternative writ of prohibition 
should not be issued directing the commission and the rail
way to suspend further proceedings in the matter of the 
application of the New York State Railways for authority 
to increase its passenger fares in the city of Rochester. 
The order was served upon Chairman Van Santvoord of the 
Commission on Dec. 26. It was granted on Dec. 24 by Su
preme Court Justice Adolph J. Rodenbeck of Rochester. 

The serving of this order stays all fu rther proceedings by 
the Public Service Commission in this matter until a de
termination of the motion made by Attorney Cunningham 
has been r eached by the courts. The application is return
able in a special t erm of the Supreme Court to be held in 
Troy on J an. 19. For this reason this rate increase case, 
which was set for hearing on Dec. 26, before the Public 
Service Commission, has been taken off the calendar. 

Increase in Rockford Suburban Fare.-The Rockford & 
Interurban Railway, Rockford, Ill. , has increased the fare 
from Rockford to Freeport from 50 cents to 54 cents, mak
ing the rate 2 cents a mile. 

Increase in Fare in Pittsburgh to be Asked.-In announc
ing the increase in the wages of its motormen and con
ductors, to which reference is made elsewhere in this issue, 
the Pittsburgh (Pa.) Rai lways gave notice that it would 
petition the Public Service Commission of Pennsylvania for 
permission to increase the fare from 5 cents to 5.55 cents 
when a book of eighteen tickets for $1 is purchased, or a 
straight 6-cent rate for single fares. 

Another Cleveland Fare Increase.-J. J. Stanley, presi
dent of the Cleveland (Ohio) Railway, announced on Dec. 24 
that fare rate C of the Tayler franchise will go into effect 
on Dec. 27. That means that the 1 cent charged for trans
fers will not be rebated. Rate D has been in effect only 
since Dec. 15, but Mr. Stanley stated that this had yielded 
no more income than the old rate E and that it was neces
sary to increase the income before the deficit in the interest 
fund grew too large. 

One-Man Cars for Dallas.-The city of Dallas, Tex. , 
through the City Commission, N. M. Baker, supervisor of 
public uti lities, has approved the proposa l of the Dallas Rail
way to install one-man cars on several lines in Dallas. The 
use of the cars was approved after an investigation of the 
operation of similar cars in Fort Worth. The Dallas Railway 
has ordered twelve one-man cars, which it will put in service 
on several of the most congested lines as an experiment. 
If these are found to be satisfactory other cars will be 
ordered. 

Bay State Publicity Is Appreciated.-In testifying at a 
recent fare hearing before the Public Service Commission 
bf Massachusetts, Robert S. Goff, vice-president of the Bay 
State Street Railway, described how the company, through 
its weekly bulletin, Your Sfreet Railway Service, is en
deavoring to make its case clear to the public. The circula
tion is about 100,000 copies a week, of which 10,000 are 
mailed. Recently, Mr. Goff said, a Selectman of one of 
the towns voluntarily stated that he looked forward t o 
the coming of each week's bulletin and thought that the 
publication was a step in the r ight direction. 

Clerks in Washington Star t Work Earlier.-Secretary of 
the Interior Lane has changed the hours of work of all 
employees in the Interior Department building in Wash
ington, D. C., effective Jan. 1, so as to run from 8.45 a. m. 
to 4.15 p. m. instead of from 9 a. m. to 4.30 p. m. This 
change was made after consideration had ·been given to 
figures showing th e times of day at which the cars of the 
Washington Railway & Electric Company and the Capital 
Traction Company pa tmnized by employees in the new 
Interior Department building are most greatly crowded. 
It is believed that the change will relieve congestion to 
some extent. 

Fatal Accident in Pitt'sburgh.-Fourteen persons were 
killed and many other passengers on a Knoxville car of the 
Pittsburgh (Pa.) Railways were hurt on Dec. 24, when the 
car ran away in a tunnel which connects the south side 
business district with the south hills. After a dash of al
most a mile through the tube the car emerged at Carson 
Street and turned over on its side. A statement issued by 
the company said: ''The car was of the most modern and 
substantial construction and equipped with every modern 
device for the safety of passengers. We have been unable 
yet to learn just how the accident happened." 

Error in Transmitting Fare Story by Telegraph.-In the 
article, "Decision in Indianapolis Fare Case" reported in the 
ELECTRIC RAILWAY JOURNAL of Dec. 15, page 1095, there 
was an error in the second paragraph from the bottom of 
the page, made in the transcription of the telegraphic mes
sage. As printed the sentence referring to the street rail
way situation at the time of the franchise grant reads 
"was a desperate one because of the recent fare law and 
Lli e un<>ertain court decisions." This should read "was a 
desperate one because of the 3-cent fare law and the un
certain court decisions." This is, of course, a matter of 
importance in considering the argument presented. 

Chicago Surface Lines Holds Christmas Party.-A novel 
plan was adopted this year for the Christmas party of the 
Chicago Surface Lines by devoting it entirely to the chil
dren of Surface Lines' employees. The party was held in 
t he afternoon of Dec. 22 and was attended by nearly 800 
employees and their children. No employee was admitted 
without a child. The entertainment was provided princi
pally ,by employees, and a Santa Claus distributed presents 
from a Christma s tree. There were singing and dancing 
and various stunts to amuse the children. Following the 
fixed program as carried out in the auditorium of the Surface 
Lines' Club, there was story telling by several ladies in 
different rooms about the club house. 

Fare Increase Case Held Over.-At the second hearing 
on t he petition of the Aurora, Elgin & Chicago Railroad 
for a fare increase, h eld on Dec. 20, the Mayors of May
wood, Aurora and Elgin and other objectors took an active 
part in the opposition. Mr. Bulkeley, Chicago, retained as 
attorney by the Mayors, took the position that he had 
just been engaged on the case and that he had not had time 
to look into the matter. He asked that the hearing be 
held over until he could have time to go over the evidence 
presented by the company, examine witnesses, etc. He re
quested that the matter be put over for thirty days. With 
this encouragement, several other objectors took a similar 
position and the commission decided that another hearing 
of the case should be held on Jan. 11. 

,\. pplication for Fare Increase in Fort Wayne.-The Fort 
Wayne & Northern Indiana Traction Company, Fort Wayne, 
Ind., on Dec. 21 fil ed a petition with the Public Service 
Commission asking for permission to increase passenger 
rates in Fort Wayne to a straight 5-cent fare. The com
pany says that for the last five years its earnings have not 
been sufficient to pay operating costs and taxes and "even 
,1 per cent" on the physical value of the property used in 
the Fort Wayne city service. The rate of fare is now six 
tickets for 25 cents. A date for the hearing before the 
public service commission has not yet been set. The petition 
is of the same general character as that filed some time ago 
by the Indianapolis Traction & Terminal Company and by 
the Union Traction Company of Indiana. 

Shor> Early Appeal in Seattle.-The Puget Sound Trac
t.ion, Light & Power Company, the Seattle & Rainier Valley 
Hailway· and the Seattle Municipal Railway have started a 
definite campaig n to educate the women shoppers to com
ple te their shopping and start for home before 4 o'clock. 
The rush hour in Seattle has been moved from 5 o'clock to 
I o'clock, due to the tremendous growth of the Seattle ship-

1,uilding industry. More than 30,000 workers are employed 
in this and allied industries, whose working day ends at 
'1 o'clock, and it ha s become a problem to provide trans
portation for the men. "Car Full" signs are now common 
on the coaches that cross Pike Street (the northern part 
of th e retail district), and the cars are often loaded to 
capacity before they reach the shopping district. 
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Personal Mention 

J. M. Mellor has been appointed acting manager of the 
Hartford & Springfield Street Ra ilway, Warehouse Point, 
Conn., effective Jan. 1, to succeed J. S. Goodwin, whose 
appointment to the Connecticut Company is noted elsewhere 
in this column. 

Bion J. Arnold, Chicago, prominent consulting engineer, 
h~s been commissioned a lieutenant-colonel in the aviation 
section of the Signal Corps ·and assigned to foreign service. 
He was called into active service on Dec. 22, when he pro
ceeded to Washington. It is understood that he will be 
assigned to service in France in the very near future. 

Charles H. Chapman, who has been manager of the 
lines of the Connecticut Company at Bridgeport, has been 
transferred by the company to Waterbury, where he will 
succeed H. L. Wales, who retires from the company on 
account of ill health. Mr. Chapman has been at Bridge
port as superintendent and manager since June, 1907. Be
fore that he was superintendent of the lines of the company 
a t Middletown. 

John J. Dem11sey, superintendent of elevated transporta
tion of the Brooklyn (N. Y.) Rapid Transit Company, was 
elected vice-president of the company on Dec. 27 to succeed 
S. W. Huff, who on Jan. 1 
becomes president of the 
Third Avenue Railr oad, New 
York. Mr. Dempsey started 
his railroad career as a boy 
with the Lehigh Valley Rail
road. In 1894 he severed 
his connection as telegraph 
operator with that company 
to take a position as tele
g/aph operator with the 
Brooklyn (N. Y.) Union 
Elevated Railroad. He re
mained with this company 
until June, 1897, when he 
resigned to return to the 
Lehigh Valley Railroad as 
telegraph operator, from 
which position he was pro- J. J. DEMPSEY 
moted to yardmaster. In 
1900 he left the Lehigh Valley Road and re-entered the 
employ of the Brooklyn Rapid Transit Company as assistant 
dispatcher. He was successively advanced from assistant 
dispatcher to dispatcher, trainmaster, chief dispatcher, as
sistant superintendent a n~ finally superintendent of trans
portation of the New York Consolidated Railroad (Brooklyn 
Rapid Transit System). Mr. Dempsey has also been elected 
a vice-president of the operating subsidiaries of the Brook
lyn Rapid Transit Company, including the Brooklyn Heights 
Railroad; Brooklyn, Queens County & Suburban Railway 
and others. He has served on a number of committees of the 
American Electric Railway Association and was president of 
the New York Electric Railway Association in 1915-1916. 
He is now a member of the executive committee of the Amer
ican Electric Railway Transportation & Traffic Association. 

W. J. Canada, who has had a leading part in the de
velopment a nd application of the National Electrical Safety 
Code, has resigned his position as engineer with the United 
States Bureau of Standards and has joined the staff of the 
American International Shipbuilding Corporation, with 
headquarters at Philadelphia, Pa. At one time Mr. Canada 
was superintendent of motive power of the Appleyard lines 
in Ohio, and later was electrical and h ydraulic engineer for 
the Rocky Mountain Fire Underwriters' Association. He 
has been actively connected with a number of associations 
and committees organized to reduce accident a nd fire haz
ards, serving a term as president of th e West ern Associa
tion of Electrical Inspectors . When the Bureau of Standards 
bec-a_me interested in safety work Mr. Canada joined its 
staff through the civil service, and has spent several years 
of conscientious and faithful work in bringing about the 

co-operation of numerous interests affect ed by the Safety 
Code. This work has brought him into contact with state 
public utility commissions, public utility officials and others 
whose respect he has gained and holds. 

J. S. Goodwin has resigned as secretary, manager and 
purchasing agent of the Hartford & Springfield Street Rail
way, \Varehouse Point, Conn., to become manager of the 

J. S. GOODWIN 

lines of the Connecticut 
Company at Bridgeport. 
Mr. Goodwin was born in 
Beverly, Mass., in 1877. He 
entered railway work in 
1895 as a motorman on the 
Gloucester, Essex & Beverly 
Street Railway, now a part 
of the Bay State Street 
Railway. He was subse
quently employed as a mo
torman for a short time 
with the Rhode Island Com
pany, Providence, R. I. In 
1901 he entered the employ 
of the H artford & Spring
field Street Railway as a 
motorman. He was later 
appointed a dispatcher of 
the company. In 1906 he 

was advanced to chief dispatcher and served in that ca
pacity until February, 1914, wh en he was made secretary 
and superintendent of the company. He was subsequently 
made general manager of the company. 

W. G. McAdoo, appointed by President Wilson as director 
of railroads, will direct the organization of railroad control 
hy the government from the Treasury Department and will 
continue to be Secretary of the Treasury. No idea of the 
plan of organization contemplated by Mr. McAdoo had been 
made public up to Dec. 28. Mr. McAdoo was named by 
President Wilson as Secretary of the Treasury in 1913. 
Previous to that he was president of the Hudson & Man
hattan Railroad operating between New York and New 
Jersey under the Hudson River. Mr. McAdoo was born in 
Marietta, Ga., on Oct. 31, 1863, a nd was admitted to the bar 
at Chattanooga, Tenn., when he was twenty-one. In 1892 
he began the practice of law in New York, and four years 
later he formed a partnership with William McAdoo, for
merly police commissioner of New York. Ten years after 
he took up his residence in New York Mr. McAdoo launched 
the enterprise of burrowing under the Hudson River to link 
the cities on the New Jersey shore with the shopping dis
trict of Manhattan. H e set a very high standard of service 
for the employees of the Hudson & Manhattan Railroad a nd 
that property attracted unusual attention by the practical 
1·esults which were obtained with the policy "The Public Be 
Pleased." 

C. H. Andrews, assistant to the president and chief engi
neer of the North Carolina Public Service Company, Gre'ens
boro, N. C., has been appointed gen eral superintendent of the 

Southern Utilities Company, 
which operates electric light 
and power, gas and ice p roper
ties throughout Florida, under 
the management of The J . G. 
White Corpo·ration, New York, 
N. Y. He will assume hi s new 
duties on Jan. 1. Mr. Andrews 
was g raduated from Purdue 
Univers ity, Lafayette, Ind. , in 
1908, r ece iving- the degree of 
Bachelor of Science in Electric
al Eng·ineering. After gradu
ation he entered the employ of 
th e Publi c S ervice Corporation 
of New J er sey, Newark, serv
ing in the m eter department of 
that company. In 1909 h e be-

e. H. ANDREWS came connected with the North 
Carolina Public Service Company, and soon thereafter he 
was appointed superintendent of the light and power depart
ment. Later on he was made departmental manag--er of new 
business. In 1911 he was promoted to the position of assis t -



1184 ELECTRIC RAILWAY JOURNAL [VOL. 50, No. 26 

ant general manager, in charge of electric, gas and street 
railway utilities in Greensboro and High Point, N. C., and in 
1917 his position was made assistant to the president and 
chief engineer. In connection with his general duties, Mr. 
Andrews has devoted much time with success to studying the 
question of rates and their application. He is a member of 
the Am'erican Institute of Electrical Engineers and of the 
.American Gas Institute. 

H. L. Wales has resigned as manager of the lines of the 
Connecticut Company at Waterbury on account of ill health. 

R. L. Easter has been promoted from the position of 
master mechanic to that of general manager of the Green
ville Railway & Light Company, Greenville, Tex. He en
tered the employ of the company in 1911, and two years 
later was appointed cashier. In 1916 he became master me
chanic of the company, which position he held until ap
pointed general manager. 

William A. Del Mar has resigned as assistant electrical 
engineer of the Interborough Rapid Transit Company, New 
York, N. Y., to become chief engineer of the Electric Cable 
Company and the Habir
shaw Electric Cable Com
pany, Inc., New York, N. Y. 
Mr. Del Mar is a native of 
San Francisco. He was 
graduated in 1900 from the 
City and Guilds' College of 
London. After completing 
a course in the testing de
partment of the General 
Electric Company, he be
came associated successive
ly with the Manhattan 
Railway, the New York 
Central Railroad and the 
Interborough Rapid Transit 
Company. He made a spe
cialty of transmission and 
distribution work while W. A. DEL MAR 

with the New York Central 
Railroad and was selected by the late H. G. Stott to de
sign the distribution system of the new Interborough sub
ways and to re-design those of the old subways and elevated 
lines. Mr. Del Mar is author of a book on wires and 
cables entitled "Electric Power Conductors" and of the 
articles on wires and cables in Pender's handbook. He was 
for several years chairman of the wire and cable committee 
•of the Association of Railway Electrical Engineers, and in 
that capacity was active in the standardization of specifi
cations for wires and cables. He is also secretary of the 
joint rubber insulation committee, which has prepared stand
ard specifications and an analytical procedure for high
grade rubber insulation. He has been a member of the 
standards committee of the American Institute of Electrical 
Engineers since 1913, and has taken an active part in its 
work, especially in matters relating to railroad standards 
and wires and cables. He is chairman of both the sub
committee on railway standards and the sub-committee on 
wires and cables. In the latter capacity he is assisting 
the Navy Department in the design of cables for the new 
electrically driven warships. Mr. Del Mar is also a member 
of the board of directors of the American Institute of Elec
t rical Engineers. In his new position Mr. Del Mar will 
have charge of engineering work and will establish a re
search laboratory for investigating problems relating to 
wires, cables and insulating materials. 

Obituary 
Arthur L. Wheeler, vice-president of the J. D. Este Com

pany, Philadelphia, Pa., died in that city on Dec. 20. Mr. 
Wheeler was forty-four years old. Following his graduation 
from Princeton in 1896 he entered the banking firm of Win
t hrop Smith & Company. 

E. A. Heron, who was president of the Oakland Traction 
Company before its reorganization as the San Francisco
Oakland Terminal Railways, died on Dec. 5 at his home in 
Oakland, Cal., after a short illness. Mr. Heron was born in 
-Galena, Ill., sixty-five years ago. 

Construction News 

Construction News Notes are classified under each heading 
a lphabetically by States. 

An asterisk ( *) indicates a project not previously reported. 

FRANCHISES 
Los Angeles, Cal.-An ordinance has been adopted by the 

Board of Supervisors granting a forty-year franchise to the 
Pacific Electric Railway for the construction and mainte
nance of an electric railway along certain public roads and 
highways in Los Angelese County. 

Brookfield, Mass.-The Worcester & Warren Street 
Railway has received a franchise from the selectmen of 
Brookfield to conduct a trolley freight and express business. 

Lorain, Obio.-The City Council of Lorain has rejected 
the Franchise recently submitted by the Lake Shore Elec
tric Railway and the Lorain Street Railway, a subsidiary. 

Aliquippa, Pa.-The Woodlawn & Southern Railway has 
received a franchise from the City Council for the construc
tion of a line on South Hopewell Avenue from the Wood
lawn-Aliquippa borough line to the Pittsburgh & Lake Erie 
Railroad subway. 

TRACK AND ROADWAY 
Fort Smith Light & Traction Company, Fort Smith, Ark. 

-This company will rebuild about 1 mile of track. 
Northern Electric Railway, Chico, Cal.-Improvements 

resulting in the expenditure of more than $27,000 will be 
made by the Northern Electric Company on its line on C 
Street between Twenty-fifth and Thirty-first Streets. The 
60-lb. T-rails will be replaced with 127-lb. grooved rails. 
It is stated that the T-rails will be replaced with grooved 
rails throughout the entire system. 

Sacramento Valley Electric Railroad, Dixon, Cal.-This 
company reports that its line is being dismantled and the 
12 miles of roadbed, r ight-of-way and ballast, its fences 
and bridges are for sale. 

Cienfuegos, Palmer & Cruces Electric Railway & Power 
Company, Cienfuegos, Cuba.-A report from this company 
states that it has under construction extensions to Cruces, 
Cumanayagua and Carlota Mine. 

Miami (Fla.) Traction Company.-A report from the 
Miami Traction Company states that it will build 4 miles 
of new track between Miami and Miami Beach during 1918. 

Columbus (Ga.) Railroad.-About 2 miles of track will 
Le rebuilt by the Columbus Railroad in 1918. 

CaldweU (Idaho) Traction Company.-Through the sub
scription of $15,000 by the citizens of Wilder the electrifica
tion of the Caldwell Traction Company's branch from Cald
well to Wilder is now assured. This sum completes the loan 
of $25,000 made by the business men of Caldwell to the com
pany to insure the early electrification of the line which is 
held to be essential to the continuance of the rapid develop
ment of the great agricultural country embraced in the 
territory to be traversed by the road. The work of electri
f ying the road is to be finished some time next year. With 
the completion of the work the traffic service of the road will 
also be enlarged. 

Louisville, Ky.-A measure described as a grade cross
ing ordinance has been introduced in the Louisville City 
Council, providing that the city shall determine when and 
what grade crossings shall be abolished. Where steam 
railway lines and street railway lines intersect, the cost of 
construction of the underpasses, overpasses, etc., shall be 
borne 75 per cent by the steam line and 25 per cent by the 
electric line, according to the draft before the Council. When 
no electric crossing is involved the city will assume the 25 
per cent. The measure was referred to a committee without 
action. 

Union Street Railway, New Bedford, Mass.-This com
pany reports that it will reconstruct 1 ½ miles of track next 
year. 
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Plymouth & Sandwich Street Railway, Plymouth, Mass.
A report from the Plymouth & Sandwich Street Railway . 
s tates that during 1918 it will place in service about 4½ 
miles of track between the village of Sagamore and the 
village of Bourne, both in the town of Bourne. 

Grand Rapids (Mich.) Railway-It is r eported that a 
eross-town extension to the northeastern section of the city 
is being considered by the Grand Rapids Railway. 

McComb & Magnolia Railway & Light Company, McComb, 
Miss.-Merle R. Walker, secretary of the McComb & Mag
nolia Railway & Light Company, advises that about 8 miles 
of track will be built by the company during the coming 
year on its proposed line to connect Summit, McComb, Fern
wood and Mag nolia. [July 28, '17.] 

Southwest Missouri Railroad, Webb City, l\fo.-This com
pany reports that in 1918 it will place in service 8 miles of 
track between Baxter Springs, Kan., and P icher, Okla. 

Public Ser vice Railway, Newark, N . J.-The Public Serv
ice Railway proposes to negotia t e through Thomas N. 
McCarter , president of the company, with the federal and 
municipal authorities for the construction of an electric 
railway from Newark to the Por t Newark terminal to ac
commodate the ship-building interests on the bay shore. 

Buffalo & Depew Railway, Buffalo, N. Y.- Dur ing 1918 
the Buffalo & Depew Railway will place in ser vice 2 ½ 
miles of new t rack, consisting of an ex tension from Depew 
to Lancaster, ½ mile, and from Depew to Bowmansville, 
2 miles. 

International Railway, Buffalo, N. Y.-A report from the 
International Railway states that in 1918 the company will 
place in service 34 miles of new line between Buffalo and 
Niagara Falls. The company will rebuild 10 miles of line . 

Hudson Valley Railway, Glens Falls, N. Y.-This com
pany will rebuild 1.18 miles of city track. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
-This company reports that during 1918 it will place in 
service 6 miles of new track and will rebuild 2 ½ miles of 
track. 

Cincinnati (Ohio) Traction Company.-A report from the 
Cincinnati Traction Company states that during 1918 it will 
place in service 2.44 miles of new track and will rebuild 
8 miles of. track. 

Ardmore (Okla.) Railway.-This company plans to place 
in service 2 miles of new track in 1918. 

Oklahoma (Okla.) Railway.-This company will recon
s truct 1 mile of track next year. 

Tulsa (Ohla.) Street Railway.-This company . is double
tracking all of its lines in Tulsa, and has ordered new cars 
of modern type to take the place of the old cars now in 
service. The improvements being made will cost about 
$200,000. 

London (Ont.) Street Railway.-This company reports it 
will rebuild 1 ½ miles of track. 

Harrisburg (Pa.) Railways.-This company will probably 
rebuild 1 mile of track. 

Lykens Valley Railway, Williamstown, Pa.-This company 
will construct an extension from Tower City to Reiner City 
and will reconstruct 2½ miles of track. 

Levis County Railway, Levis, Que.-This company will 
reconstruct 1½ miles of track next year. 

Columbia Railway & Navigation Company, Columbia, 
S. C.-Surveys have been completed by the Columbia Rail
way & Navigation Company for its proposed interurban Jina 
from Columbia to Greenwood, via Lexington and Saluda, 
about 75 miles. Construction of the line has been deferred 
on account of financial, material and labor conditions. G. A. 
Guignard, Columbia, president. [Dec. 16, '16.] 

Bryan & Central Texas Interurban Railway, Bryan, Tex. 
- This company reports that during 1918 it will build 4 
miles of new track between Newsome and Wilcox. 

Dallas (Tex.) Railway.-The City Commission of Dallas 
has issued a formal order to the Dallas Railway to relay its 
track on Seventh Street in Oak Cliff, from Bishop Avenue 
to Tyler Street, placing heavier steel on concrete foundation. 
The city will pave this street and the work is to be done 
in co-operation. 

Dallas (Tex.) Southwestern Railway.-Interurban cars 
will be operating over the Dallas Southwestern Traction 
Company from Dallas to Irving by July 1, 1918, according 
to George Kadane, vice-president and general manager of 
the Creek Construction Company, which has the contract 
for construction of the road. The line will extend from 
Dallas t o Irving via Cement City and Eagle Ford, thence 
to Cleburne via Grand Prair ie and Mansfield. Most of the 
Gra de for th e r oad through t he Trinity River bottoms has 
been complet ed, this work having been pushed befor e th e 
r ainy season set s in, and work will begin on t he bridge 
over t he Trinity a t Dallas about Jan. 15. Material has 
been or dered for this and other bridges on the line, and 
trolley poles and trolley wire is now on hand for the line. 
[Dec. 8, '17.] 

Seattle (Wash.) Municipal Railway.-Plans for an ele
vated ra ilway on Washington St reet , Whatcom Avenue and 
Railroad Avenue from F irst Avenue t o Spokane Street have 
been approved by the City Council and it has practically 
been. determined to submit to the voters next March a prop
sition to utilize $375,000 of bonds authorized in 1911 for the 
purchase of t he property of the Seattle, Renton & Southern 
Railway. 

Norfolk & Western Railway, Bluefield, W. Va.-A report 
from the Norfolk & Western Railway states that it will 
build approximately 16 miles of new track from Kimball 
to Farm and Wilcoe, W. Va., dur ing 1918. 

SHOPS AND BUILDINGS 
Fort Wayne & Decatur Traction Company, Decatur, Ind . 

-Work has been begun by the Fort Wayne & Decature 
Traction Company on the construction of a new freigh t 
station at the rear of its new passenger station at the cor
ner of Monroe and Jackson streets. 

Bay State Street Railway, Boston, Mass.-The carhouse 
of the Bay State Street Railway, which has been in con
stant use by the company for thirty-eight years, will be 
abandoned by the company. The cars will be distributed 
between the West Lynn and Yoma carhouses. 

Trenton & Mercer County, Traction Corporation, Tren
ton, N. J.-Work will be begun at once by the Trenton & 
Mercer County Traction Corporation on the reconstruction 
of its carhouse recently damaged by fire. The work of re
building the cars that can be used again will also be begun 
at once. 

POWER HOUSES AND SUBSTATIONS 
Union Traction Company of Indiana, Anderson, Ind.-The 

power station of the Muncie & Portland Traction Company, 
being operated by the Union Traction Company of Indiana, 
will be discontinued, and power will hereafter be derived 
from the Muncie station. 

St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo.-A new 5000-kw. bleeder type General Electric 
turbine has been placed in operation at the St. Joseph plant 
of the St. Joseph Railway Light, Heat & Power Company. 
This type of turbine permits a maximum steam extraction of 
40,000 lb. of steam an hour at 5-lb. pressure for steam heat
ing purposes. A 7000 sq. ft. Alberger surface condenser is 
used to maintain the vacuum. The turbine is designed to 
operate on 150-lb. pressure, using dry saturated steam, and 
will have a water rate of about 16 lb. per kilowatt-hour 
when the vacuum is 28 in. 

Brooklyn (N. Y.) Rapid Transit Company.-Plans have 
been filed by the Transit Development Company, a sub
sidiary of the Brooklyn Rapid Transit Company, for an ad
dition to its electric generating system at Kent Avenue and 
Division Street, known as the Eastern district pla nt. 

Sarnia (Ont.) Street Railway, Ltd.-This company re
ports that it has purchased one 500-kw. r otary, which will 
be delive.red in January. 

•Charleston Consolidated Railway & Lighting Company, 
Charleston, S. C.-This company reports that it is just com
pleting a 3450-kva., 2300 to 6600-volt transformer house. 

Olympia Light & Power Company, Olympia, Wash.
This company reports that it is installing an additional 
400-kw. a.c. generator in its power plant. 
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Manufactures and Markets 
D iscussions of Market and Trade Conditions for the Manufacturer, Salesman and Purchasing Agent 

Rolling Stock Purchases Market Quotations Business Announcements 

Eastern Purchasing Agents' View of 
Railway Supply Market 

P rices, Now Considerably Higher Than Normal , 
Thought to Be at Peak-Deliveries 

Bother Some Factories 
While prices on every description of railway equipment 

supplies and material have steadily advanced fo r the last 
three years, t here has been no increase w ithin a couple of 
months in t h e New York territ or y. If revis ion upward 'in 
other part s of t he country are a nnounced, competent a u
thori t ies declare, t hough t hey may appear n ew, or else were 
made on account of local conditions, t he figures g iven have 
g0ver ned purchases here for two or three months at least . 
Prices on nearly every article used in equipment or ma in
tenance are said, by th e purchasing agents of the pr incipal 
railways in this section, to be a t peak. P ossibly there may 
b& another mark up after Jan. 1 on a few things, which 
will be due to anticipated acute conditions. Manufac
turers, however, realize t here is a da ng er line in such a pro
ceeding, a nd therefor e t hey are rather loath to add to the 
burden which the electric t raction companies are now car ry
ir:g. As a matter of fact, t he producer s w ould prefer t o cut 
t he figures t han to raise them . 

PRICE INCREASES S I NCE 1914 

As an illustration of how prices on a number of standard 
articles have advanced since 1914 t o 1917, the a ppended 
table is subm itted. It was compiled by the purchasing agent 
of one of the largest transportation syst ems in t he world , 
who considers the figu res very conservative. In addition to 
its steam equipment, the company owns, m anages a nd 
maintain s a n umber of traction lines. Its purchases a r e on 
a very huge scale. T he figures are part of a private report 
from the buying department for the personal information of 
the compa n y's president. In tabulated form the figures, in 
teresting a nd impressive, are as follows: 

1914 
C rnss-t ies, white oak ...... $0.95 
C r oss-t ies, yello w pine..... .75 
S p r u ce lumb er ... .. ..... . 
\ Vaste, cot t o n . . . . . . . . . . . . . 06 ½ 
\Vast e, wool . . . . . . . . . . . . . . .11 
Cast irnn w h eels, 33 i11 •••• 7.00 
Solid s t eel w h eels, 33 in .... 18. 00 
W hite !earl . . . . . . . . . .. . . . . 06 ½ 
Malleab le irnn cast ings . . . . .04 
Gaso lin e . . . . . . . . . . . . . . . . . .11 
Coppe r . . . . . . . . . . . . . . . . . . . .15 
Rails .................... 28.00 

1915 
$0.92 

.8 0 
27.50 

.06½ 

.12 
7.00 

18.00 
.06 ½ 
.05 
.11 

28°.00 

1916 
$1.1 0 

1.1 5 
31. 65 

.1 0 

.1 6 
8.5 0 

20.50 
.0 9 ½ 
.06~(; 
.23 

33. 00 

191 7 
$1.25-$ 1.3 0 

1.25- 1. 30 
40.00 

.12½ 

.22 
12. 30 
37.5 0 

. 12 ¾ 

.1 2¾ 

.23 

.32- .36 
40. 00 

It mu st be borne in mind t ha t t he r eport is of January, 
1917, a nd t he prices fo r the current yea r, bearing th e date 
J anuary, 1918, are now in the cou rse of preparation. Dur
ing the past twelve months, th erefo re, the trend upward in 
some instances ranges from 50 to 100 per cent. W hite oak 
ties a r e now quoted at $1.35 to $1.40, maybe even h igher . 
Yellow pine ties from $1.45 t o $1.50. Besides, cross-ties 
c1.re scarce and hard to get, and so is ash lumber, which 
is in demand for car interior work. · Cotton waste has gone 
t o 25 cent s a pound; wool wast e of best quality is now 44 
cents as· against 22 cents a year ago. Ca st iron car wheels 
30 in. in diamet er are quoted a t $16 as of December, and 
then only one bid was received by the company which is in 
the mark et for a large lot. Steel wheels, according to the 
same source of informat ion, are 68 per cent higher than 
before the wa r . The average increase on all railwa y mate
r ial during t he year is 22 per cent. 

This company as well as oth er s use great quantities of 
lumber, and th ey are fin ding it exceed ingly difficult to meet 
requirements at a n y price almost. Some of their contracts, 

espec ia ll y with Southern mills and lumbermen, are in a 
r erilous condition on account of the hig h prices. The pur
chasing agen t ref err ed to stated tha t on a recent order for 
eight or ten car s of lumber his company had received two. 
Where t he remainder was they had no means of k nowing. A 
couple of fi r ms in this line with which it had dealings had 
a bout abrogated thei r contr acts and were going out of busi
r,ess, confessing they were in a hazardous position in respect 
t,; a fu ture supply of stock. 

Rela ying rails , formerly sold at $15, now command $70 a 
ton, with no gua rantee of delivering under a year. A request 
for quota tions on gea r s and pinions submitted to manufac
t urers two weeks ago, h ad met with not a single response. 
No contr act would be accepted or delivery promise made. 
An a ttempt to buy, a lot of fire-box material was met by 
the producers with a flat declaration that no steel was to be 
had fo r such a purpose and therefore the order was unac
cept able. On cast i r on wheels one bid was received. In 
t r uth , anything and everything, of either iron or steel, was 
a difficult problem to negotiate. Copper wire could be had 
in t wo or t hree weeks delivery. Rubber covered wire 
had been bought a t 29 cents. On a late order for 100 
miles of hard wire, to be delivered in six weeks, 28 cents was 
paid. The present price of bare copper wire, of the right 
qnalit y , is acceptable to the r ailway buyers, who know cur
rent conditions. The official selling figure and attitude, so 
these people intimated, was something of a fiction when 
0ne was in the market for wire. The price was arranged be
t ween the parties to the transaction to the mutual satis
faction of both, with the governmental regulation a hazy 
facto r. 

DELIVERIES THE SOURCE OF MOST TROUBLE 

Aft er all , the most bothersome and troublesome condition 
is t hat of deliveries. The car builders are from six to eight 
months behind, with no perceptible sign of improvement. 
This is r eported as holding up the placing of a number 
of import ant orders fo r new rolling stock. It appears that 
when a purchasing agent is now in the market his first in
quiry is not for pr ice but promise of delivering. Price is 
secondary, if not negligible. As one railway official ex
pressed it, "We pay the price asked. Of course, it is not 
reasonable; for nowadays there is no such thing as a rea
sonable price." Up , to the present the companies bought 
where the best price could be had, from a responsible 
manufac turer, of course, whether he was in Chicago, St . 
Louis or New Orleans. Now, owing to the freight conges
tion, everything possible is pur cha sed in New York or 
r.earby points in order to insure shipment and delivery. 
Railway officers admit they h a ve pa id a bonus to further 
shipments and expedite deliveries. 

Several companies controlling traction properties in vari
ous parts of t he country an d abroa d, with headquarters 
in New York, do their p rincipal buying under a blanket con
tract. The local managers also purchase what they need in 
minor accessories. T he origin al pr ice probably was the 
prevailing quotat ions six months or a year ago; but they 
are finding it exceedingly difficult to obtain their require
ment s. Delivery is t he great obstacle, and the use of 
express inst ead of freight shipments does not always solve 
t he problem. An or der for t ransformers was r ecently ac
cepted for April, 1918, deliver y, providing no government 
priority order intervened. In that event everything went 
overboard, a nd the deliver y would be postponed indefinitely. 
One of these companies, when they make a shipment to a 
property, send a man along to push it through, and fre
quently he goes clear across the continent or to the West 
Indies. It is easier to freight West than East; and it is 
almost impossible to secure "bottoms" for foreign shipments. 
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New Competition Among the Fuse 
Manufacturers 

Standard Producers to Place Refillable Types on 
Market in the Near Future, Probably 

During the Coming Week 

The revelations of the last two weeks have brought to a 
head the intention of manufacturers of standard or non
refillable fuses to put on the market types of refillable fuses 
also which have been in the process of development for some 
time. The Chicago Fuse Company, one of the manufacturers 
of the standard line, e~pects to bring out a refillable type 
within the next two or three days. Last week the Economy 
organization gave notice to the trade that it had purch ased 
the Detroit fuse, one of the well-known standard types. 

While the other fuse manufacturers have not as yet dis
closed their program, so far as could be learned on inquiry 
all makers of the one-time type of f use expect to bring out 
shortly, probably by the first of the year, a renewable or re-
fillable type. In fact, reports say, they had been working 
continually along these lines. Just what the selling policies 
of the various companies interested may be is not yet 
definitely known. It is believed, however, that prices and 
sales activities will remain undisturbed, for the present 
at least. 

The presumption is that with a greater number of 
both types in the market a greatly increased production will 
follow. Under the stress of competition this may lead to a 
revision of prices downward. In the meantime considerable 
jockeying is said to be going on between the f use concerns 
to ascertain what schedule will be adopted by other manu
facturers. 

New York Railways Securing Window 
Glass Supply 

Possibility of Higher Prices After First of New Year, 
with Present Indications Pointing to a 

Curtailment of Supply 
Railway companies not caring to run a ny risks in a 

threatened, if not impending, shortage in car window glass, 
are placing heavy orders for as early delivery as can be 
made. Prices as yet have not advanced as frequently or in 
the same ratio as on other railway necessities. One of the 
largest companies in the country stated to the ELECTRIC 
RAILWAY JOURNAL that a 5 per cent increase was made 
three months ago but none since. Another company of 
prominence and a heavy buyer said there had been no change 
at all. Then again a window glass manufacturer, con
trolling a group of tank factories and producing roughly 
50 per cent of the glass sold in the United States, reported 
the advance was made in October and averaged about 10 
per cent. 

SHORTAGE OF FUEL SERIOUS PROBLEM 

It was understood that the window glass manufacturers 
were to "blow in" on Dec. 8. Only 10 per cent of them 
started. The concern above mentioned has ten plants, of 
from one to three tanks capacity each. One tank represents 
a factory in itself, and while all their works are not now 
in operation, the majority did not start up until Friday 
of last week, though a number are run continuously. Ac
cording to an official of this large company, the reason of 
their late beginning to turn out car and every other variety 
of window glass and being compelled at times to curtail pro
duction and sometimes close down altogether is lack of fuel. 
As he phrased it, the window glass situation is chaotic. The 
industry is not only short of fuel, but also of raw material. 
They are under no obligation to any foreign country for the 
latter, as it is entirely of domestic origin. There is a 
mountain of sand in every state in the Union, he stated, but 
the embargoes and freight congestion on all lines prevent 
shipments. 

Last week the same gentleman was at one of the com
pany's plants in Pittsburgh . There was a dearth of f uel; 
but 200,000 ft. of wood was "somewhere" in transit, but 

" 
not a stick in the factory. No priority order from the Board 
of War Industries can be obtained to allow shipments of 
this kind to come through and therefore only the considera
tion to be received from the transportation companies can 
be depended upon. 

When a further advance may be made is not known now, 
but if it came along about the opening of the new year 
il would be no surprise. Prices have not been withdrawn, 
and no quotations are made. Each order is passed on its 
individual merits and the usual requirements of the buyer 
3re considered in connection therewith. Railway purchasing 
agents are not buying any lower or cheaper grade of glass 
for car windows. The quality is held up, but the demand 
is inclined to specialties in size, appearance and grade. 

In the East orders are placed through the jobbing houses 
and seldom direct with the manufacturer. The traction 
companies in and around New York City have been placing 
01 ders of a heavier caliber than usual on account of a pos
sible shortage caused by lesser production. One road has 
order.ed 50,000 sq. ft. of car window glass to be in 
c:torage in New York, and to be taken at the convenience of 
the road, as a precautionary measure along these lines. 
Maybe other orders of significant size will be uncovered 
as on delivery with the same contingency in view. The 
American Glass Window Company is making up the big 
order mentioned, with the Interborough Rapid Transit Com
pany and New York Railways Company as the buyers. The 
delivery is to be in six months. 

Incandescent Lamp Price Increase 
Announced 

New Prices on These Goods Which Are to Go Into 
Effect Jan. 1, 1918, Show. Advances in the 

Neighborhood of IO per Cent 

On Wednesday a new price list on Mazda and graphitized
fi lament incandescent lamps, dated Dec. 22 and effective Jan. 
1, 1918, was announced, bearing, as was predicted here 
several months ago, an increase generally around 10 per 
cent. 

On Schedule 5, which includes vacuum lamps for electric 
railway service to be used on 525-650 volts, five in series, 
the new prices are as follows: 

Watts 
33-36 

56 
94 

LIST PRICE 

Clear 
$0.30 

0.35 
0.70 

Frosted 
$0.33 

0.3!\ 
0.77 

The increases are 3 cents per lamp on the 23 and 36-watt 
sizes , 1 cent on t he 56-watt a nd 5 cents on the 94-watt size. 

ROLLING STOCK 
Aberdeen (S. D.) Railroad Company has a McGuire-Cum

mins snowplow ordered for December delivery. 
Trenton & Mercer County Traction Corporation, Trenton, 

N. J., is rebuilding seven of the ten cars damaged by a 
recent fire. 

Tri-City Railway Company of Iowa, Daven110rt, Iowa, had 
a couple of cars damaged by fire, a few weeks ago, to the 
extent of $4,500. 

Seattle (Wash.) Munici11al Street Railway has ordered 
six one-man cars, to be operated on an extension of Division 
A to the north city limits, which is under construction. 

Bristol & Plainville Tramway Company, Bristol, Conn., 
has received two of the new cars ordered in the spring 
from the Wason Manufacturing Company, Springfield, Mass. 
The cars are of the convertible type. 

Union Railway Company, New York, N. Y., a subsidiary 
of the Third Avenue Railway, has been recommended to 
purchase six snowplows by the Public Service Commission 
of the First District. The commission points out that the 
type of sweepers now used by the company are not sufficient 
in number or efficient during a heavy fall of snow to clear 
its tracks. 
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TRADE NOTES 
International Signal Company, Brooklyn, N. Y., is the new 

name of the National Electric Signaling Company, which 
will continue the manufacture and operation of radio tele
graph and radio telephone apparatus under the patents 
owned by the original company. The receivership of the 
latter, due to differences between the stockholders, has 
been amicably adjusted and closed. 

Walter A. Zelnicker Supply Company, St. Louis, has 
secured the services of L. B. Moses, who has been closely 
associated with the railway trade since 1903, when he left 
the position of assistant to the president of the Knasas City 
Southern Railway. Since 1911 Mr. Moses was sales man
ager of the Kettle River Company of Minneapolis, Minn. 
Mr. Moses joins the Zelniclrer organization as second vice
president, in charge of the rail department, with headquar
ters at the company's main offices in St. Louis. 

International Steel Tie Company, Cleveland, Ohio, since 
Dec. 1 has booked 10,000 ties for the Cleveland Railway 
Company, which means 12 miles of track. It has also on 
order 2000 ties for the Arkansas Valley Railway, Light & 
Power Company, Pueblo, Col., and about 1000 ties for the 
Denver {Col.) Tramway. The company has sufficient mate
rial on hand to build about 100,000 ties. During the last 
year deliveries have been made as demanded; that is, steel 
twin ties in from one to two weeks, and the company ex
pects to be able to continue such delivery in 1918. N ovem
ber was the largest month in the history of the Interna
tional company's business in booking tonnage. 

Economy Fuse & Manufacturing Company, Chicago, III., 
has purchased the entire fuse business of the Detroit Fuse 
& Manufacturing Company, makers of the "Arkless" in
closed fuses. The transaction includes the conveyance of 
all merchandise, materials, machinery, tools, designs, pat
ents, good-will and unfilled orders. The physical assets of 
Detroit Fuse & Manufacturing Company, in so far as they 
pertained to the making of fuses, have been shipped to the 
Chicago plant of Economy Fuse & Manufacturing Company, 
where the manufacture of "Arkless" fuses will be continued, 
production being, as heretofore, under the label service of 
Underwriters' Laboratories, Inc. The "Square D" line of 
inclosed safety switches remains the property of the De
troit Fuse & Manufacturing Company. 

NEW ADVERTISING LITERATURE 
Denton Engineering & Construction Company, Kansas 

City, Mo.: A booklet is being distributed outlining this firm's 
electrical service and its facilities for handling repair and 
construction work. 

Lefax, Inc., Philadelphia, Pa.: The products of various 
companies in the trade are described in catalog sheets now 
being distributed that are punched and indexed for filing in 
the Lefax data books. 

Railway Utility Company, Chicago, III.: "Announcement 
of Importance to Railways" is an illustrated circular ex
plaining the working trade agreement on patent car heat
ing and regulating appliances between this company and 
the Thermo-Electric Regulator Company. The devices in 
question are also shown and described. 

Portland Cement Association, Chicago, III.: A pamphlet, 
finely illustrated, entitled "Concrete Highway Bridges," in 
which is described the use of concrete for this particular 
purpose. A list of free booklets and bulletins on the use 
and advantages of concrete published by the association 
is included, as well as standard bridge and culvert plans. 

I. P. Morris Company, Philadelphia, Pa.: Bulletin No. 4 is 
descriptive of its hydraulic turbines. This complete and 
well-illustrated bulletin includes a general history of the 
fi rm, shop views, a list of wheels built by this company, 
efficiency curves of turbines, an article on "The Efficient Use 
of Water Power," and a number of plant illustrations giving 
views of I. P. Morris turbines. 

Ajax Metal Company, Philadelphia, Pa.: "Ajax Bearings, 
Castings and Babbitt Metal for Railway Equipment" is the 
title of a sixteen-page catalog recently issued in which are 

set forth the advantages and disadvantages of the various 
alloys as applied to railway requirements. The company 
has also prepared a concise circular on the advantages of 
Ajax plastic bronze. Copies of the catalog or the circular 
may be had by writing. 

Condit Electrical Manufacturing Company, South Boston, 
Mass.: "Useful Information for the Application of Electrical 
Protective Devices" is a substantially bound volume, with 
flexible covers, which presents, in compact and convenient 
form, information of practical value to the engineer and 
electrician. It is not intended, however, to cover broadly 
the various fields of the electrical art. Besides general 
definitions, which are int ended to be practically descriptive 
rather than scientifically rigid, terms as applied to rotating 
machines, switches, circuit breakers and auxiliary apparatus 
are also given in the same simple and clear. manner. In 
addi tion various tables for readily and easily determining 
any desired electrical condition, general wiring and other 
formulas are also furnished. A complete index adds greatly 
to the value of this practical and valuable little work. 

Edgar Allen & Company, Ltd., Sheffield, England: A new 
issue of their pamphlet "The Making of a Tramway Point," 
in which is incorporated "Thirty Years of Tramway Practice, 
1883 to 1913." The whole industry of making tramway 
points and crossings is illustrated in the pamphlet b~ a 
series of twenty pictures, showing page by page the makmg 
of a tramway point or track switch. The history begins 
with its inception in the drawing office; then follows the 
making of the pattern, the finished pattern, its insertion into 
the mold in the foundry, the making of the various cores 
that go with it, the casting, fettling, trueing and gri~ding 
processes, and afte!wards the finished product. Each p1c~ure 
tells its own story, so that it is easy when one has examn~ed 
all the pictures to understand exactly how a tramway po!nt 
is made. The illustrations are accompanied by a reproduction 
of the paper by Fred Bland of this company which was r~ad 
at the Tramways' Association Congress in 1913, and which 
gave a detailed history of the intr~duction of tr!mways, 
the development of the rails and pomts and crossings, re
viewing the progress from the most primitive kind of cross
ing to the recent types which are now cast in manganese 
steel. A copy will be sent to anyone interested on applica
tion to the company at Sheffield. 

NEW YORK METAL MARKET PRICES 

Prime Lak e, cents per lb .................. • • • • • • 
E lectrolytic, cents per lb ................. • • • • • • 
Copper wire base, cents per lb .................. . 
L ead, cents per lb ........................ • • • • • • 
Nickel, cents per lb ..................... • • • • • • • 
Spelter, cents per lb .................... • • • • • • • • 
Tin, Straits, cents per lb ..................... • . • 
Aluminum, 98 to 99 per cent, cents per lb ....... . 

Dec. 19 
23½ 
23½ 
29 

6.40 
50 

7.75 
*85.50 

36 

OLD METAL PRICES-NEW YORK 
Dec. 19 

H eavy copper, cents per lb ....... ............... 22 
Light copper, cents per lb ......... ........ • • • • • • g ½½ 
Red brass, cents per lb ................ ... • • • • • • 
Yellow brass, cents per lb....................... 14¼ 
Lead, heavy, cent s per lb ..... ••• ............ ··· l½ 
Zinc cents per lb ................. • ...... • • • • • • 
Steei car axles, Chicago, per net ton. . . . . . . . . . . . . $44.50 
Old carwh eels, Chicago, per gross ton . . . . . . . . . . . . $32.50 
Steel rails (scrap), Chicago, per gross ton ........ $34.50 
Steel rails (relaying), Chicago, per gross ton. . . . . $55.00 
Ma ch ine shop turnings, Chicago, per n et ton. . . . . . $17 .25 

RAILWAY MATERIALS 
Dec. 19 

Rubber-covered wir e base, New York, cents per lb. 32-34 
Rails, heavy, Bessemer, P ittsburgh .. .... ....... . $38.00 
Rails, h eavy, O. H. Pittsburgh, per gross ton ..... $40.00 
·wire n a ils, P ittsburgh, per _10 0 lb............... $3.50 
Railroad spikes, 9/16 in., Pittsburgh, per 100 lb.. $5.50 
Steel bars, P ittsburgh, per 100_ lb. .......... ..... $5.00 
Sheet iron blacl{ ( 24 gage), Pittsburgh, per 100 lb. $5.80 
Sheet iron', galvanized (24 gage), Pittsburgh, per 

Gii~~~Pz~d 0b~~b~d -~i~~ .. i>iit'si:i;_{rgh,. ~e~ts 0Pe0r0 ih: :g: 
Galvanized wire, ordinary, Pittsburgh, cents per lb. $3 95 
Cements (carload lots) , New York, per bbl....... $2.22 
Cement (carload lots), Chicago, per bbl.......... $2.31 
Cement (carload lots), Seattle, per bbl........... $2.65 
Linseed oil (raw, 5 bbl. lots), New York, per gal. $1.23 
Linseed oil (boiled, 5 bbl. lots), New York, per gal. $1.l:.! 
White lead (100 lb. keg), New York, cents per gal. 10 
Turpentine (bbl. lots,), New York, cents per gal.. 47½ 

*None offering. 

Dec. 24 
23½ 
23½ 
27 
6½ 

50 
6.35 

*85.50 
36 

Dec. 24 
22 
19 ½ 
17½ 
14¼ 
5%, 
5 

$44.00 
$34.00 
$34.50 
$55.00 
$17.25 

Dec. 24 
32-34 

$38.00 
$40.00 

$3.50 
$3.90 
$4.50 
$5.80 

$4.85 
$4.35 
$3.95 
$2.22 
$2.31 
$2.65 
$1.26 
$1.27 
10 
47½ 




