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Tell People What the 
Fare Is When You Change 

COMPANIES which realize the necessity of pub1icity 
as an aid for increasing their rates should not 

neglect its help to instruct people in regard to the 
proper car fare after increased rates are granted. Of 
course, the greater number of the people who live in 
the city know about any change in fare when one 
is made. But it must be remembered that the cars 
carry many strangers who cannot be expected to know 
that the fare has been increased from 5 to 6 cents 
or that a zone system has been installed, and it is 
surprising how many among the regular residents of 
a community will be ignorant of an event of this kind 
or forget about it when they have to pay their fare. 
In the interest of speed on the platform, we suggest 
that a placard giving the fares charged, placed in a 
position in the car where the passenger can read it 
when he pays his fare, would be of public help . It 
is particularly necessary for a year or so after the 
change has been made, but it would be appropriate at 
all times. 

N. & W. Electrification 
Patriotic as Well as Profitable 

MEN may build better than they know. The Nor
folk & Western Railway was electrified so that the 

road would be able to handle more coal at less cost than 
would have been possible with more steam trackage. The 
company could not anticipate that its progressiveness 
would be so soon rewarded in other than a monetary 
way. Now the whole country may moralize on how 
much better our fuel situation would have been last 
winter-and to-day-if there had been a wider applica
tion of electrification. The Norfolk & Western Railway, 
at least, has nothing to regret as it moves thousands 
upon thousands of additional cars of coal toward the 
great ports and manufacturing . centers buzzing with 
war activities. To this road the worst winter of a 
generation proved only a spur to higher tonnage. 

The article in this issue tells the story from the 
operating standpoint. What a bold undertaking it was 
for both the customer and the manufacturer to install 
an absolutely new type of engine! How pleasant it is 
to record that practice has borne out carefully applied 
theory so successfully that any defects developed have 
been rather of materials than of design, and therefore 
easily remedied! 

The fallacy of comparing steam and electric locomo
tives on a locomotive-mile basis is self-evident in the 
light of what these electric engines are doing in han
dling heavier tonnage at greater speeds and with 
smaller personnel. Nor have the full possibilities of this 
electrification been reached. We venture to prophesy 

that when the need arises the company will find means 
to increase the capacity of its heaviest g rade and tun
nel section to a still greater degree either by using more 
of the present electric locomotives per train or by secur
ing super-electric split-phase locomotives! 

Company Sections Are Partly Missing a 
Splendid Opportunity for Securing Information 

AQUESTION which we have not been able to answer 
satisfactorily is why American Association com

pany sections and other electric railway organizations 
do not make greater use of the talent which is avail
able for instructing and inspiring them. The records 
of company section meetings which appear from week 
to week in the "Association News" column of this paper 
contain topics and names of speakers in sufficient va
riety to furnish suggestions for very profitable 
programs. The ELECTRIC RAILWAY JOURNAL prints 
records of the meetings incidentally for their news 
value, but mainly in the hope that what one section 
has done will prove suggestive to others, and not only 
to sections of the American Association but to other 
company organizations as well. 

When a competent speaker is secured by one section 
it is a fair presumption that he would be available else
where. His experience in addressing one section should 
enable him to speak better before another. Now is the 
time to plan for the activities of next fall. A suggestion 
along this line is that the files of this paper be carefully 
studied in order to bring to light the names of men 
who have demonstrated their ability to say something 
worth while and to say it in an interesting way. 

The Motor Truck 
as a Freight Jitney 

INTERURBAN roads in many parts of the country a re 
r eporting serious competition in freight haulage from 

motor trucks doing an inter-city business. This compe
tit ion comes mostly in connection with the package or 
less-than-carload freight of the railways and where 
the main highways have been well improved. The 
great advantage of the motor truck, of course, is its 
ability t o take on its load at the shipper's premises 
and t o deliver it directly at the consignee's door. But 
thi s same independence of fixed conditions wh ich is so 
desi rable in one way is undesirable in another since 
it leads, under present conditions at least , to independ
ence in all other matters as well. Like the freebooting 
jitney in the passenger field, the fre ight truck swears 
allegiance to no authority save t o it s owner. Given 
the requirements that a trucking company maintain the 
same facilities for the convenience of its patrons and 
assume the same responsibility as to safe delivery of its 
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goods as a railway, it does not take a man of very much 
ability along the lines of either economics or mathe
matics to figure out from the standpoints of both cost 
and labor that the balance sheet is all in favor of the 
railway for haulage over any considerable distance. 

Transportation of freight by truck at the present 
t ime is not only uneconomical but is highly unpatriotic 
s ince it takes both man and money power from more 
essential enterprises. The particular job of the rail
ways in this connection must be fi rst properly to equip 
and prepare themselves for the handling of this busi
ness, and second, both by deed and by suitable publicity, 
to show that of t he two methods of handling the freight 
business, theirs is the more essential. 

Proposed Chicago Ordinance Is 
Modeled Along Progressive Lines 

ALTHOUGH several important steps are yet to be 
taken before the proposed Chicago traction ordi

nance, noted elsewhere in this issue, becomes effective, 
t he fact that the aldermen of that cit y have approved 
t he measure by a decisive vote indicates that service-at
cost agreements appeal strongly to the public mind. 

The Chicago situation is of special interest in view 
of the fact that a settlement with t he existing com
panies was worked out through a public trustee cor 
porat ion when approval of combined operation under 
private management seemed remote. J ust as the Bost on 
trustees, however, urged the former management to 
rema in in office, the Chicago aldermen sanctioned the 
appointment of Messr s. Busby, Blair and Budd on the 
board of trustees. Both instances are a fi t ting illust ra
t ion of t he confidence of the authorities in the ability 
of t hose who have been respons ible for service in the 
past. Such cases augur well for efficiency under trustee 
control. 

The Chicago franchise has been wisely drawn fo r 
an indefin ite period. The existing companies have 
agreed to turn over t o a trustee corporation, without a 
dollar in payment, the local properties . In return for 
this they a re t o receive a guarantee of interest on the 
capital investment practically equal to the present aver
age return of the combined companies. The traction 
fund of about $25,000,000, accumulat ed during the last 
eleven years from t he cit y 's share in the net receipts 
of t he surface lines, is to be put to a good use-for 
the construction of subways to be rent ed to the new 
cor poration. 

Like t he most far-sighted sett lements of recent time, 
t he Chicago ordinance provides for an unlimited slid
ing scale of fares t o meet actual cost s. An emergency 
fu nd protects t he invest or against loss while the fares 
or t ransfer charges are in p rocess of adjustment. Thus 
the people, other than those who use the cars, are not 
t o be burdened with transport ation charges of any 
kind. On the other hand, the ca r r iders are not to 
pay the cost of street sprinkling or cleaning if these 
public benefits become a drain on the service. 

The managements of the surface and elevated lines 
are to be congratulated on having gone thus far t o 
br ing about a solution of the Chicago transportation 
problem. The city authorities also are to be commended 
for thei r spirit of fair play in making necessary com
promises, It is to be hoped that the 800,000 voters, 

as well as the members of the State Legislature, will 
take the remaining steps necessary to bring about the 
unification of facilities. The end of the war should 
f. ee Chicago started on its way toward possessing one of 
the most extensive local transportation systems in the 
world. 

Let's Tell Others 
What We Can Do 

A S MOST of the industries of this country go, that 
of electric railways is an old one. Perhaps it is for 

that reason that electric railway managers tend to be 
diffident about telling folks what they are able to do. We 
were moved to this reflection by reading the advertise
ment of one of the large motor truck manufacturers 
published in one of the greatest advertising mediums 
of the country, a popular periodical which counts its 
readers by the million. The pith of this advertising 
story was that motor truck freight haulage is a vital 
war measure because such transport saves steel. On the 
basis of a 2-ton truck hauling its load 100 miles per day, 
it was figured that the motor truck equivalent of 50,000 
freight cars with their locomotives effected a saving of 
1,100,000 tons of steel. It is not our thought to argue 
the matter, right or wrong as the figures may be. Our 
thought is, How do the electric roads stand in the way 
of comparison? 

Certainly it is not ha rd to find interurban railways in 
this country where a crew of three men operating a two., 
car train have the capacity and do actually haul 60 tons 
of freight 100 miles in a working day. Using the truck 
manufacturer's own estimate of H tons of steel per 2-ton 
t ruck, electric car s will not have more steel in their 
make-up than the t r ucks required to haul the same ton 
mileage. To car ry the comparison a little farther is 
most interesting. E lectric cars will require only one
tenth the labor a nd one-thi rd of the equiv~lent fuel; and 
besides there a r e other little matters such as life of 
equ ipment and general maintenance very much in our 
favor. The ability of the truck freighter to collect his 
load at the shipper's door and deliver it direct to the 
consignee is off set by the greater mileage which electric 
car s can make when handling local freight and the 
greater security offered the owner of the freight, not 
to count such other things as highway wear and tear 
which the trucker leaves to the public purse through 
taxes of which he ord inar ily pays a minimum. 

How the Railways Can Help 
in Increasing Our Man-Power Supply 

AS OUR military campaign in Fr:rnce becomes more 
active and our a rmy increases in size, we must still 

further increase our efforts to utilize our man power in 
this country to better advantage than ever before. It 
has been estimated that for every soldier put in the 
field from four to ten workers are required in the war 
industries at home t o keep the flow of munitions and 
other supplies to the front unimpaired. This means 
that with an army of 3,000,000 men in the field the 
workers at home would number at a minimum 12,000,-
000, or a total of 15,000,000, or if the army is increased 
to 5,000,000 men, as is now being advocated, a total of 
25,000,000 working units would have to be withdrawn 
from peaceful pursuit s for the industry of war. As there 
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are approximately only 36,000,000 working people in the 
United States, or that was the number before the war, 
the size and nature of the task before this country is 
obvious, even with an ~rmy of from 2,000,000 to 3,000,-
000. Its only solution is to employ women in a large 
number of those positlons for which men heretofore 
have been considered necessary and also to dispense 
with services which men have been performing when 
this can be done without seriously interfering with the 
national efficiency. 

Fortunately, both of these ways are available in elec
tric railway operation to a very large extent. The 
woman conductor supplies one of these ways and the 
one-man car the other. Whatever might have been the 
situation if there had been no war, there can be no 
question of the urgency of action now in all ways in 
,which man-power can be saved. Lahar should not play 
the part of the obstructionist, both for patriotic reasons 
and because there is no danger in these strenuous times 
,of the men displaced in this way going without employ
ment. Both the country and the men will gain by any 
change which transfers the latter from non-essential 
to essential work. 

Is It Difficult to Sell a 
New Idea to a Railway Manager? 

AQUESTION put to us not long ago by a manufac
turer whose business brings him into contact with 

a wide line of industries was this: "Are railways busi
nesslike?" Yankee style, we asked him: "Businesslike 
in what sense?" His reply was: "Businesslike in the 
sense of studying new money-saving processes on merit." 
Drawing then upon his experience with other industries 
he continued somewhat along these lines. "Compared 
with manufacturing industries, railway managers do nr~ 
seem to have the same acute business sense. For ex
ample, several years ago we spent many thousands of 
dollars to develop a certain process before we tried to 
commercialize it. When we brought it to the attention 
of people in several competitive lines of business, they 
'perked up' at once. No sooner had the process been 
explained to them than they began telling us how many 
thousands of dollars they would be able to save. Their 
only concern was that their competitors might 'beat 
them to it'! When we put the same proposition before 
the steam and electric railroads, it was a different and 
sadder story. A few here and there asked to be shown 
and then bought, but the majority were skeptical. It's 
hard for me to understand the difference in viewpoint. 
What's the answer?" 

Our interlocutor had struck bottom, and we had to 
answer with declarative instead of interrogative sen
tences. We were embarrassed to make the admission, 
but we did say that it seemed to us that the difference 
was largely due to the fact that the manufacturers always 
had before them the costs of their operations compared 
with those of others who were selling to the same trade, 
whereas the railway company seldom had real production 
costs and still more seldom compared them to advantage 
with other properties. Furthermore, such· comoarison 
was difficult because of varying factors in different 
towns. Another difficulty was that the frequent change 
in control compared with privately-owned concerns put 
a premium on the use of goods of lowest first cost in
stead of lowest continuing cost. 

"That's too bad," said our friend dryly, "but don't 
you think that the railway men would have been a bit 
keener, too, if they had to hustle everlastingly for cus
tomers?" And then we thought it was time to leave! 

How Can We Run 
Cars Without Crews'! 

N?T having arrived as yet at that stage of progress 
m the transportation field where we may load 

p~ssengers i~to an accident-proof, crewless car, and by 
simply pressmg a button shoot them quickly, safely and 
comfortably to their respective destinations the above 
question is at present the cause of no littl~ worry to 
transportation department officials. Of course, labor 
scarcity pinches all along the line as far as electric rail
ways are concerned, but the pinch is certainly most con
spicuous in the transportation department. 

With _ a few emergency repairs from time to time, 
cars, overhead and W!l-Y can be made to give service for 
a considerable period without much labor being ex
pended on upkeep. Such operating practices, however, 
only defer the inevitable day of reckoning, but the point 
is that a laborer in these departments may take a day 
off without causing a direct reduction in service. Be
sides, in these departments, old men and boys who are 
not physically able to stand the drive of work in the 
manufacturing industries can still be secured to do some 
of the most necessary tasks. 

Not so in the transportation department, however. 
Crew men must be active and must be trained. The 
failure of a crew to report nowadays usually means 
that their car stays in the carhouse. Extra lists are 
either things of the past or are much abbreviated. Even 
in districts remote from the scene of active war prepa
rations, suitable aew material is simply not available. 
Interurban lines that in the old days attracted a high 
class of employees are now in some cases forced to 
operate reduced services. 

What is the solution to this problem? There is no 
universal answer, and in some communities no answer 
at all except an actual reduction in service. The in
juries thus resulting to both public and railway are sim
ply the fortunes of war, and both parties will have "to 
grin and bear it" the best they may. As has been noted 
many times before in these columns, woman conductors 
or one-man cars may afford the best solutions in other 
communities. But as in munition manufacturing dis
tricts fem ale labor is almost as scarce as male labor and 
all services cannot be operated by one-man cars, neither 
of these proposals is a universal answer. 

In some instances, notably in the shipbuilding dis
tricts, old railway men now in the shipyards assist in 
handling the rush-hour services. On the whole, how
ever, to quote in substance a recent expression on the 
subject by a well-known operating man, the possibilities 
within a company are usually quite as great as any 
outside. In other words, the rerouting of cars to cut 
out dead car mileage, the changing from swing runs to 
straight runs where such changes will permit the reg
ular crews to operate trippers on overtime, the use of 
proper cars for the service, and similar schemes are 
quite as productive of results from the labor standpoint 
as anything else. 
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Norfolk & Wes tern Electrification Helping 
Directly to Win the War 

The Fifty Per Cent Increase in the Mountain Grade Capacity of the Norfolk & Western Through 
Electrification Has Permitted Millions of Tons of America's Best Coal, Otherwise Locked 

Up, to Go to Our Ships and Shops-An Electrification in the Very Heart of a Great Coal 
Region Which Has Also Proved Successful in Technical and Financial Respects 

THE ELFX'T R JC LOCOMOTIVE COAL TRAI N SERVI CE THA T JS PLAYING A REA L PART IN FUR NISHING THE FUEL 
FOR UNCLE SAM' S SHIPS 

ON page 22 of the last annual report of the Norfolk 
& Western Railway was the significant statemem 
that during the month of October, 1917, when con

ditions were normal, the cost of freight movement wi th 
electricity was 26 per cent less that if steam had been 
used. For amplification of the company's operating 
statement it is permissible t o state that the elect r ic 
costs included allowance for fixed charges, depreciation, 
maintenance of track, line, power and shops, etc.; while 
the steam figures covering similar charges were calcu
lated in accordance with the rules of the Interst at e 
Commerce Commission. 

But it must be far more gratifying to the directors 
of the company to know that their decision to electrify 
has also proved of t he greatest possible value in the 
winning of the war. For it is the famous P ocahontas 
coal that is used by our Navy in millions of tons, and 
only through electrification has it been possible to ship 
50 per cent more of this efficient fu el t han would 
have been the case under steam operation, especially 
during the harsh winter of 1917-1918. Thus foresight 
and boldness have been doubly rewarded. 

As the value of electrification from an economic 
basis is largely that of handling a tonnage beyond a 

N OTE: Earlier articles in this paper to the Norfolk & Wes tern 
Railroad electification will b e fo u nd as follows : Vol. 42, pages 
189, 298, 650; vol. 43, p age 705 ; vol. 45, pages 581 , 1058 ;; vol. 47, 
pag es 311, 332, 419. 453, 644; v ol. 49, page 538. 

value critical for steam, it may be pointed out that if 
the Norfolk & Western had been electrified in 1905, the 
change might not have paid; if it had been electrified in 
1910, there would have been no particular saving, while 
on the basis of business done since 1915, electrification 
was absolutely the right t hing. 

In the case of this company, the limitations on steam 
were imposed by a gauntlet tunnel through which the 
greatest number of trains could be handled eastbound in 
twenty-four hours,. This permitted, with trains of 3300 
tons, a maximum of about 40,000 tons a day. Compare 
this with the nineteen electric trains hauling 61,200 
tons of coal east bound from Elkhorn Grade, as shown 
in the summary of train movements made on May 4, 
1918, and given in Table I. 

In the old days the signal operators, knowing how 
liable steam t rains were to stall in the tunnel, would 
not r isk blocking the tunnel when preference freight or 
passenger trains were due to arrive. This deliberate 
holding of trains at the portals increased the congestion 
already due to low speeds. To-day the now-so-vital coal 
trains are handled electrically through the tunnel directly 
ahead of preference freight or passenger trains. 

The importance of the Norfolk & Western Railway 
as a coal carr ier may be gaged by the fact that in 
October, 1917, it carried in the electric zone 45,390,554 
ton-miles of freight (mostly coal) and only 495,860 ton-
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TABLE I - SUMMARY OF TRAIN MOVEMENTS FOit MAY 4, 1918 

Electric Locomotive Situation 

In hill crew service. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7 
In pusher service . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3 
Extra locomotives available........... .............. .. O 
Locomotives in shop ...... .......•................... : : ·: : : : : : : : : : : : : : : 2 

Summary for 24 Hours Ending 11 :59 p.m., Date May 3, 1918 
E. B. f!om E~orn Grade . . . . . . . . . . . . . . . . . . 19 tra ins, 789 loads, 61,200 tons 
E. B. trme freights . ... ..................... 2 trains, 83 loads, 3,526 tone 
From Pocaho1:1tas. ......................... 2 trains, 89 loads, 6,300 tons 
E. B. fr~m Chft yard. . . . . . . . . . . . . . . . . . . . . . 3 trains, 145 loads, 11,200 tons 
W . B. time freights. ....................... 0 trains, 0 loads, 0 tons 
W. B. extras 12, crews light 12, trains 767, "empties" 18 west loads 
Hill crew trips from Elkhorn Grade, 21. · 
Hill crew trips Flat Top to Bluefield only 0. 
Pusher trips, 34. 
Hill crews reporting, 1 0. 
Pusher crews reporting, 7. 
Loads delivered to Radford Division, I 035. 
E. B. loads on Pocahontas division 1916 { At Bluefield, 725. 

• At Elkhorn, 285. 
Full tonnage engine hours, 181 hrs., 58 mins. , 
Reduced tonnage engine hours, 26 hrs., 05 mins. 
Trains with reduced tonnage, 2. 

miles of passenger trains. This is a ratio of more than 
100 to 1 when addition is made of the empty cars which 
are not included in the foregoing figure. 

Table II shows the number of cars and engine hours 
during April, 1918. 

ELECTRIFICATION EXTENSIONS 

At present the company is electrifying the main-line 
section from Vivian to Farm, westbound, covering ap
proximately 12 miles of route, and also a 5-mile branch 
from Welch to Wilcoe reaching the assembling yards at 
Wilcoe where traffic originates from the United States 
Coal & Coke Company, a subsidiary of the United States 
Steel Corporation. This extension will make the elec
trified division cover 41 miles of route. 

The next step in electrification logically would be to 
convert a complete division from terminal to terminal. 
If westbound, the distance between Farm and William
son would be 70 miles; if eastbound, from Bluefield to 
Roanoke, 106 miles. 

ELECTRIC LOCOMOTIVES Do THREE TIMES THE MILEAGE 

OF STEAM AND WITH BIGGER LOADS AT HIGHER SPEEDS 

Since the day in June, 1915, when the Westinghouse 
split-phase electric locomotives went into service, they 
have been going at top load because of the rapid in-
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TABLE H-SHOWING SOME TRAFFIC :<;TATISTICS OF POCAHO NTAS 
DIVISION, NORFOLK & WESTERN RAILWAY, 

- No. of Trains~ 
r>at~ East West 

I 14 14 
2 18 14 
3 24 13 
4 20 13 
5 22 15 
6 21 9 
7 17 13 
8 17 10 
9 21 13 

10 10 14 
11 20 16 
12 24 18 
13 18 15 
14 21 15 
15 22 12 
16 22 14 
17 23 13 
18 22 12 
19 19 31 
20 22 13 
21 22 18 
1.2 23 3 7 
1.3 24 16 
24 22 14 
25 24 15 
1.6 22 13 
27 20 16 
28 23 21 
29 15 13 
30 20 17 

,\IQNTII OF APRIL, 1918 

---No. of Cars--~ 
Loaded E mpty 

East West East West 

----Engine-I lours·--~ 
Full R educed 

Tonnage Tonnage 
Hours Min. Hours Min. 

535 49 879 
782 48 907 

1,056 126 728 
771 46 747 

139 35 0 0 
194 4 0 0 
228 34 0 0 
220 35 0 0 

885 40 898 222 18 0 0 
853 0 550 
704 146 760 
744 62 609 

232 35 0 0 
168 29 3 34 
205 29 7 5 

894 75 798 224 45 0 0 
364 I 06 797 187 42 0 0 
956 124 1,054 185 20 0 0 
972 141 1,029 
837 125 800 

213 46 0 0 
225 14 0 0 

862 71 1, 105 221 27 0 0 
896 135 705 209 17 5 35 
905 67 86 5 217 28 0 0 

1,053 72 782 210 46 0 0 
971 72 670 247 12 0 0 
845 70 820 213 38 0 0 

1,004 66 899 240 44 10 20 
924 22 1,257 213 17 0 0 
936 254 869 250 55 0 0 

1,001 IOI 914 208 49 3 0 
939 135 704 222 47 0 0 

1,035 71 908 237 I 7 25 
921 100 840 203 33 21 50 
927 127 1,032 217 0 0 0 
937 164 1,255 201 0 0 0 
522 83 766 164 42 0 0 
834 113 1,210 184 15 0 0 

Here are some performances of the twelve electric 
locomotives, of which ten are normally in service: 

November, 1915, 31,900,000 ton-miles freight and 
425,716 ton-miles passenger. 

December, 1917, 41,787,000 ton-miles freight, 470,574 
ton-miles passenger. 

February, 1918, 48,922,000 ton-miles freight, 400,441 
ton-miles passenger. The rapid increase in two months, 
and during a twenty-eight day month at that, will be 
noted. · 

Since electrification, the tonnage handled without ad
ditional locomotives has increased by 50 per cent. The 
increased burden placed upon locomotives may also be 
gaged by the fact that in January, 1916, the total engine, 
freight and passenger-miles were 35,055; in March, 1918, 
47,845. On a per diem basis, the daily average during 
January, 1916, was 123 milfls and during March, 1918, 
151 miles. 

A comparision with steam locomotives in the same 

A. 

V N 

;\Jc\f' OF NORFOLK & WESTERN ELECTRIFICATION, GREATEST C'OAL ROAD OF AMERICA 

crease in business. There has been no opportunity for 
long shoppings, defects being repaired or weak spots 
strengthened with the least possible sacrifice of working 
time. On grades of 1 ½ to 2 per cent, two locomotives 
develop 6000 hp. at 14 m.p.h. constant <;peed. The loco
motives weigh 274 tons each. 

service just before electrification shows that the former 
were capable of making about one-third the mileage in 
a given period. They might make 1500 t o 1600 miles 
a month, whereas the electric engines do 4000 miles 
easily. For March, 1918, in fact, the daily average was 
151 miles or 4530 miles for the month. 
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So fa r as actual runn ing is concerned, the st eam loco
motives were at a tremendous disadvantage on t he heavy 
grades, where they averaged about 7 m.p.h., and in the 
funnel t he speed was as low as 4 to 3 m.p.h. The con
sequence was a pil ing up of trains outside the t unnel, 
many drawbar and knuckle failures due to low speeds, 
and a host of worries for the dispatching department. 

NORFOLK & WESTERN POWER STATION 

With elect ric operation the locomotives go up the grade 
and through the tunnel at the constant speed of H 
m.p.h. This has absolutely eliminated congest ion and 
s implified d ispat ching wonderfully. In fact, in the 
words of t he chief dispatcher: "Electric locomotives 
a re as superior t o steam as telephone dispatch ing (also 
used by this railway) is superior to telegraphic dispatch
ing. E lectrification plus telephone dispatching now 
enables s ix men to handle one-third more business with 
mor e ease than t welve dispatchers handled the old com
bination of steam and telegraph." Evidently the best 
boost ers for electrification are the electrified! 

T he st eam crew used to go out of Bluefield with two 
Mallet engines and added a Mallet pusher for 3300-ton 
loads between Eckman and Ruth. The elect r ic crew 
goes out with but one engine for the same number of 
empties and a dds a pusher for a load of 3300 tons. In 
other words, for t he empties the ratio was two steam to 
one electric; for heavy loads, two elect ric locomotives 
were used as compared with three steam. 

ELECTRIC ENGINES HAVE AS LITTLE AS T HIRTY 

MINUTES' TURNING TIME 

Another important reason for the superiority of elec
tric operation is the decrease in standing time. An 
electric engine is allowed but forty-five minutes terminal 
turning t ime, for change of brakeshoes, journal inspec
tion, etc.; everyth ing in excess of that period is charged 
as "delay"; if need be, they are t urned in thirty minutes. 
On the other hand, Mallet locomotives in the same service 
averaged ten hours terminal turning time-a ratio of 
13.33 and 20 t o 1 ! 

The maximum tonnage per train varies, of course, 
with the profile. Where the ruling grade is 2 per cent, 
a train of 3300 tons with two locomotives is the standard. 
On the eastern slope where t he ruling grade is 0.3 per 
cent, maximum loads of 4800 tons are permissible, wh ile 
on westbound trip with a ruling grade of 1 per cent, 

T ABLE I ll - SHOW I NG DETAILS OF DELAYS TO ELECTRIC 
LOCOMOTIVES 

Abstracts from M onthly and S emi-Monthly Reports 

Total delays ... _ . __ . _ _ _ _ _ _ _ _ _ _ __ . . __ _ 
Total delays, minutes __ . _____ . __ . ______ . 
Delays due to mechanical and electrical 

defects.. . . . __ . ... _ .. _. _ .. _ _ _ _ .. _ 
M inutes delay for mechanical and electrical 

~~~- ----- ---- ---- - ---· --Average minutes delay ________ .... _____ _ 
Minimum delay, minutes. _____ __ ..... __ _ 
Maximum delay, minutes ______ .. ...... . . 
Eastbound, trains over Elkhorn Grade .... , 
E lkhorn crews reporting. - - - . _ ....... - .. , 
P usher trips . _ . _ . __ . ... ___ . _ . __ . ______ _ 
P usher crews reporting _______ .... _ .. _ . __ 
Average number of trips per crew __ . . .... . . 
Total engine-hours .... : . . . __ __________ _ _ 

Total engine delays due to electrical and 
mechanical defects, minutes. _ . ... . . ___ _ 

Per cent of t ot a l engine hours delay ... . _ . __ 

1918 19 18 1918 
All Feb_ J _l5-31 J_ l-1 5 

66 12 23 
I, 994 115 4 34 

62 12 22 

1,677 115 434 
30 9} 19 

3 2 2 
138 20 100 
341 175 127 
307 149 170 
777 391 311 
176 102 108 

4½ 4 3 
6, 009 3,1 19 2,720 

h-50m h-55m h-17m 

1,877 115 434 
o_ 5 0.06 0.26 

191 7 
D_ 15-3 1 

25 
530 

21 

486 
23½ 

2 
140 
155 
143 
328 

65 
5 

2,794 
h-56m 

486 
0. 28 

3000 t ons is the limit. The latter loading is rarely at
tained in operation, as the principal loads are trains of 
empties wh ich would not exceed 2000 tons with 100 cars. 

ELECTRIC ENGINE-HOUR Loss LESS T HAN ONE-HALF 

OF 1 PER CENT 

To speak generally, it may be said that the loss of 
engine-hours due to electrical and mechanical defects 
of locomotives is usually within the remarkably low 
figure of one-half of 1 per cent . As sli.own in Table III 
the performance for the period of J an. 15-31, 1918, six
hundreths of 1 per cent, is simply astounding for winter 
service over mountain grades. 

An examination of the detail records of defects and 
their character discloses the somewhat unexpected fact 
that the most novel part of the equipment- the phase 
converter-is also the most r ugged. In fact, the 
mechanical parts have given more concer n than the 
electrical parts, because of t he extremely heavy service. 
To-day a large portion of t he mechanical defect s are 
due to plain wear. It is impracticable t o go into the 
details of the experiences wit h t hese locomotives from 
the beginning, three and a half years ago. It may be ob
served here, however, that a general overhauling of these 
engines is carried out only once a year; and the panto
graph shoes (sheet steel) are good for 10,000 to 12,000 
miles or say quarterly replacements. 

The power plant is located at Bluestone, 11 miles from 
Bluefield. This is not the cent er of t he power load but 
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PROFILE OF THE NORFOLK & WESTERN E L E CTR IFICA
TION, I NCLUDING T H E T UG F ORK BRANCH 

had to be chosen because it was the only place that had 
enough water for condensing purposes. 

To the original installation of three 11,250 kva. West
inghouse t urbo-generators there has been added a fourth 
unit alike in all respects except t hat the condenser pump 
is electrically driven to impr ove steam balance on light 
loads. This addition, of course, is to take care of the 
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extension. The boilers now comprise twelve instead. of 
ten B & W Stirling units of 677 hp. each. 

The transformer substation locations and equipments, 
varying according to grade and load conditions, are as 
follows: 

No. 1-Bluefield station, between Bluefield and 
Graham for 1.22 per cent grade, two 3000-kva., 44,000/ 
11,000-volt transformers. 

No. 2-In the Bluestone power house, for 0.4 per cent 
grade, two 3000-kva. transformers. 

No. 3-Maybeury, for 2 per cent grade, two 5000-
kva. transformers. 

No. 4-North Fork, for H per cent grade, two 4000-
kva. transformers. 

No. 5-Vivian, the extreme western end of the present 
"lectrification, for 1 per cent grade. two 2000-kva. trans
formers. 

No. 6-Substation to be built at Welch for the exten
sion, two 3000-kva. transformers. 

POWER LOAD DISPATCHING INAUGURATED 

Until recently an electric locomotive picking up fifteen 
to twenty cars at a time on sidings for train make-up 
was out of touch with headquarters. To secure more 
effective operation and better load factors, a portable 
telephone system has been installed whereby the power 
director is informed by the conductor or the engineer 
of the leading locomotive that the train is full and ready 
to start. The train dispatchers are not advised by the 
power director unless the train is to be held say more 
than ten minutes. 

These telephones are at the various stations, starting 
in order from Graham, Flat Top, Bluestone, Maybeury, 
North Fork, at various coal operating or outlet tracks, 
at Eckman and at Vivian. There are three power 
directors, each working an eight-hour trick. 

The desirability of this load dispatching may be ap
preciated by stating the coal-loading conditions. There 
is a large yard at Vivian and a still larger one at Eckman, 
at which end is also the heaviest grade-the 2 per cent 
rise beginning at Ennis. An engine originating at Blue
field, the eastern end, will go westward either with trains 

TABLE IV.-SUMMARY OF LOG SHEET FOR TWENTY-FOUR HOURS 
END S D 11:59 P. \'.!, MAY 3, 1918 

Eastbound extras from Elkhorn grade 
Eastbound time freights 
Eastbound from Pocahontas .. 
Eastbound from Clift yard 
Westbound time freights . . . . . . . . . 
Westbound extras 12-C. L ... 
Hill crew trips from Elkhorn grade, 21 . 

19 trains, 789 loads, 61,200 tons 
2 trains, 83 loads, 3,526 tons 
2 trains, 89 loads, 6,300 ton! 
3 trains, 14 5 loads, 1 1,200 tons 
0 train~, 0 loads, 0 tons 

1 2 trains, 7 6 7 ears, 1 8 West loads 

Hill crew trips from Flat Top to Bluefield only, 0. 
Pusher trips, 34. 
Hill crew reported, 10 
Pusher crew reported, 7 
Loads delivered to Radford Division, 1035 
E~tbound loads .on Pocahontas Division, 1916, including 725 a t Bluefield and 

• Elkhorn, 285 
E ngine ours at full tonnage, 181 hours, 58 minutes. 
Engine hours at reduced tonnage, 26 hours , 05 mim1tes. 
Number of trains with reduced tonnage, 2. 

Weather Time 
7:00 a.m. to 3:00 p.m. 
3:00 p.m. to 11 :00 p.m 

11 :00 p.m. to 7:00 a.m. 

Power Direetcfrs 

of empties for delivery to the mines; or the engine may 
leave Bluefield light westbound, and pick up loaded cars 
at Flat Top yards and take them through to Eckman or 
Vivian. On the return trip, when the train has been 
filled out to capacity, the power director is advised that 
the train is ready to move. 

All information is recorded on a log sheet, of which 
the summary for May 3, 1918, is reproduced in Table 

IV. This summary shows that on that day nineteen 
trains handled 789 loads, tota ling Gl,200 tons. 

That. the Norfolk & Western is as progressive in its 
steam activities as in electrification may be shown by 
citing a few of the things that it is doing, such as 
the following: 

Construction of steel frame and wooden side coal cars. 

CLOSE-UP OF THE NORFOLK & WESTERN LOCOMOTIVE 

Completion of sixteen, home-designed and home-built , 
locomotives (incidentally the largest passenger locomo
tives in the world) during the first four months of 1918. 

Development and construction of 1750 of the largest 
coal cars ever made. These cars carry 100 tons net. 

Installation of electric furnace for steel castings. 
Ordinarily the company designs and builds all of its 

freight cars and such engines as shop room will permit. 
To-day, the company has in use approximately 180 

Mallet engines and has recently bought another fifty b~
cause of the tremendous pressure of business. 

Compressed Air Society Adopts Definitions 
to Eliminate Confusion 

UPON recommendation of its technical committee the 
Compressed Air Society, 30 Church Street, New 

York City, has adopted the following definitions of cer
tain compressed-air terms in order to eliminate confu
sion as to their exact meaning : 

Displacement-The displacement of an air compressor is 
t~e volume displaced by the net area of the compressor 
piston. 

Capacity-The capacity should be expressed in cubic feet 
per minute and is the actual amount of air compressed and 
delivered, expressed in free air at intake temperature and 
at the pressure of dry air at the suction. 

Volumetric Efficiency-Volumetric efficiency is the ratio 
of the capacity to the displacement of the compressor, all 
as defined above. 

Compression Efficiency - Compression efficiency is the 
ratio of the work required to compress isothermally all the 
air delivered by an air compressor to the work actually 
done within the compressor cylinder as shown by indicator 
cards, and may be expressed as the product of the volumetric 
efficiency ( the intake pressure and the hyperbolic logarithm 
of the ratio of compression), all divided by the indicated 
mean effective pressure within the air cylinder or cylinders. 

Mechanica l Efficiency-Mechanical efficiency is the ratio 
of the air indicated horse-power to the steam indicated 
horse-power in the case of a steam driven, and to the brake 
horse-power in the case of a power driven machine. 

Over-all Efficiency-Over-all efficiency is the product of 
the compression efficiency and the mechanical efficiency. 
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Some Pitfalls in· Regulating Depreciation 
In Determining Past Investment Commissions Should Adopt a Reason
able Depreciation-Deduction Rule Regardless of Subsequently Used 
Methods of Computing Depreciation-Future Deductions in Rate Cases, 
However, Depend Upon Financial and Accounting Policies Followed 

BY JOHN BAUER 
P rinceton Un iversity 

THE Colorado Public Utilities Commission re
cently laid down a rule on depreciation and valua
tion which should be subjected to very careful 

analysis, because it threatens to become a bad precedent 
in rate valuations.' The commission states that allo'Y
ance should be made among operating expenses for de
preciation or replacernrnt of property, but that the 
deduction of past accrued depreciation from the ap
praisal for rate purposes depends upon whether the 
depreciation allowance in the operating account is based 
upon the sinking-fund or the straight-line method. 

If the depreciation allowances are determined by the 
sinking-fund method, then the earnings of the fund 
(so the argument runs) are credited to the deprecia
tion reserve and to that extent relieve the consumers 
from paying directly for replacement of property. No 
deduction, therefore, should be made from the appraisal 
for depreciation. But, if the allowance is computed 
on the straight-line theory, then larger charges are 
made to operating expenses for depreciation, and the 
earnings of the fund are not credited to the reserve. 
In order, therefore, not to place larger burdens upon 
consumers than by the sinking-fund method, the de
preciation reserve should be deducted from the 
appraisal. 

A careful analysis of this opinion is worth while be
cause of the tremendous effort that is being made by 
public service corporations all over the country to se
cure the adoption of the principle that past accrued de
preciation should not be deducted from cost new of 
property valued for rate purposes. The opinion goes 
a long way toward granting the companies' contention, 
and it is likely to be used ai a leading precedent for 
their purpose. Much of what is said is excellent, but 
the issues are not so simple as they are represented. The 
principle involved is so important that no unwarranted 
conclusion should go unchallenged. A proper analysis 
has importance, therefore, far beyond the particular 
case at issue. 

The proposition regarding the different handling of 
the depreciation item under the sinking-fund and 
straight-line methods might be satisfactory enough, if 
the uncertainty of past investment were cleared up and 
if the proper accounting and financial policies were 
enforced. If the investment entitled to a fair return 
were once determined, the commission's distinction 
might be properly followed for the future, but even 
that would depend on the precise accounting and finan
cial methods followed . For the past, however, when 
the amount of the investment is uncertain, when the 
accounting methods have been unreliable, when no fixed 
financial policies were pursued and when rates to 

1 'The City of Lamar, Col., vs. The Intermountain Railway, 
Light & Power Company. 

consumers were not based upon cost but were fixed ac-• 
cording to what the traffic would bear-when, in short, 
there were no clear methods of reguiation, the commis
sion's view is palpably wrong. The following analysis 
makes a clear-cut distinction between cases involving 
past uncertainties and those based upon ascertained 
facts and involving definitely prescribed future methods 
of regulation. 

HANDLING OF THE PAST MUST BE BASED ON 

REASONABLENESS 

Let us consider, first, the commission's view from the 
standpoint of cases that require the clearing up of facts 
before definite regulation may be attempted. Appar
ently the particular case before the commission was of 
this sort-there was uncertainty as to the investment, 
there had been no definite method for providing for 
depreciation or renewals and the rates had not been 
based on any clear regulatory system. An appraisal 
was made of the property, with the usual difference· be
tween the company's figures and those of the commis
sion, and the fair value was finally placed at approxi
mately $140,000. In arriving at this amount, the com
mission considered that the "annual depreciation re
quirement will be determined and set aside on the s'ink
mg-fund basis, and has, therefore, in accordance \vith 
the principles hereinbefore announced, made no deduc
tion on account of accrued depreciation." 

The purpose of the appraisal was to determine the in
vestment on which a return should be allowed. For the 
future no appraisal will be required for any subsequent 
rate determination, provided the commission sets up a 
definite depreciation and financial ,Policy and institutes 
t.he proper accounting control for the purpose. But 
before such an automatic procedure may be established, 
past uncertainties must he cleared up, and, especially, 
a fair investment figure must first be determined. 
This is the sole object of. a physical appraisal. The 
valuation merely furnishes the starting point for any 
future automatic control of rates and return on invest
ment. Why, then, should the future particular me~od 
of providing for depreciation have any bearing on de
termining the valuation? Are the reasonable present 
claims of the investors against the public any different 
whatever future depreciation policy may be adopted? 
Why should investors get more or less, whether the 
sinking-fund or straight-line method be employed? Are 
they not entitled to a fair return on a fair valuation? 
Should that not be the same by whatever way depre
ciation may hereafter be computed? 

The precise future treatment of depreciation in any 
comprehensive plan of regulation is principally a ques
tion of apportioning operating costs among consumers; 
it is not a factor in the valuation. The straight-line 
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method places relatively larger renewal costs upon the 
consumers during the early years of the property, while 
the sinking-fund method provides ideally for an equal 
annual distribution; but the investors are not inter
ested in this, provided they get a fair return on their 
investment. In other words, they are entitled to a re
turn on an amount determined independently of the 
method by which renewal costs are borne by the com
pany's consumers. 

In determining past investment, then, the commission 
should adopt a reasonable rule independent of any 
future operating policy. Various rules may be adopted, 
each having its own special advantages and disadvan
tages. First, there is the choice as to whether repro
duction cost or actual installation cost should be used; 
and, second, as to whether or not a deduction should be 
made for depreciation. But, once more, the deduction 
for depreciation has nothing to do with the policy of 
future provision for renewals. It is merely a question 
whether in clearing up past investment any allowance 
should be made for physical condition of the property 
due to wear and tear, obsolescence and inadequacy. It 
is a question of reasonableness, and nothing more. No 
matter how future depreciation be treated in the oper
ating account, would it make sense to fix the same basis 
of return to the investors whether the property is new, 
up to date and in every way suitable for its purpose, or 
whether it is old and worn and is extensively obsolete 
and inadequate? The inventory, of course, would be 
identical, but should the valuation or investment be 
counted the same? Is not this the essence of the prob
lem of whether depreciation should be deducted from 
cost new in an appraisal? If so, does it depend in the 
least on the method by which depreciation may be com
puted hereafter? 

How THE FUTURE DEDUCTION OF DEPRECIATION 

Is DETERMINED 

As for the future, when we start with a definite rat e 
base on which a fair return should be allowed, then, it 
is true, in keeping the rate base up to date there is a 
question whether the depreciation reserve should be de
ducted from cost new of the property. Even so, how
ever, the de~u,ction,..-, does not depend altogether on 
whether df preci~tiorr"· is computed by the sinking-fund 
or the straight-line method. It depends rather on the 
precise accounting and financial policy that may be re
quired by the commission and followed by the corpora
tion. The fundamental consideration should be that 
investors get a fair return on their ascertained invest
ment and no more. 

Let us assume that for the future a company is en
titled to a fair retur n on its fair known investment, 
and that the sinking fund method of providing fo r de
preciation is used. This usually assumes that fo r a ll 
depreciable property an equal annual sum is paid into 
a fund , which together with interest at a given rat e 
will furnish sufficient funds for a ll futu re renewals. 
Suppose that the investment (as in the particular Colo
rado case) is $140,000, that the equal annual sinking
fund allowable for deprecia tion is $5,000 and that the 
investment remains unchanged so that the company is 
regularly entitled t o a return of 6 per cent on $140,000. 
The usual accounting procedure would be to charge 
$5,000 a year t o operating expenses for depreciation, 

credit the amount t o the depreciation reserve and then 
set as ide $5,000 cash in a special depreciation fund ; 
then also to credit the interest earnings to the depre
ciation r eserve and add the cash t o the depreciation 
fund. The depreciation reserve and the corresponding 
fund would then always be equal ; the two must not be 
confused. 

Now, should the depreciation reserve be deducted 
from the cost new of the property? The Colorado Pub
lic Service Commission says "No !" This view is cor
rect if the depreciation funds themselves are not in
cluded in the property. But if they are included in the 
proper ty. the reserve should be deducted, or the inves
tors will get a return a lso on the depreciation funds 
contributed by consumers through the rat es paid for 
service. The investors are entitled to a fa ir return on 
$140,000 and no more. 

The foregoing is the usually assumed procedure when 
the sinking-fund method is used, i. e., that the funds 
are accumulated with interest and are used only fo r 
renewals, and that the depreciation fund and the de
preciation reserve are equal. But the sinking-fund 
method may be used without the accumulation of cash 
funds for renewals equal t o the accrued depreciation 
reserve. The essence of the method is merely that prop
e.rty be written down through credits to the deprecia
t ion reserve at an increased annual amount (increas 
ing at a fixed rate) ; the funds themselves may be used 
for any corporate purpose. The imp ortant thing is that 
money be kept in the business through charges to in
come; it may better be used for additions a nd improve
ments to the property than be kept exclusively fo r 
renewal purposes. 

In such cases, where under the sinking-fund method 
the f unds are put into improvemen ts, obviously the 
proper ty is built up out of the contributions by the 
consumers, and the full cost of the property will exceed 
the company's investment of $140,000 by the amount 
of the depreciation reserve. It will be necessary, there
fo re, to deduct the depreciation reserve from the cost 
of the property, even though the sinking-fund method 
of computing depreciation is used. 

There are other variations in procedure that may be 
followed in connection with the sinking-fund method ; 
and whether the depreciation reserve should be deducted 
from the cost of the property to show the investment, 
will depend upon the special circumstances. In any 
case, however , the investors should receive a retu rn on 
their act ual investment of $140,000, regardless of the 
precise accounting and financial plan by which the prop
erty is mainta ined. 

Likewise, if depreciation is computed by the straight
line method, the commission's rule that the reserve 
should be deducted from cost new cannot be followen 
indiscriminat ely. The sttraighU ine method assumes 
that the cost of property is charged off to operating 
expenses and credited t o the depreciation reserve in 
equal annual amounts during the life of the property. 
But beyond this general statement, the exact procedur2 
may be of a varied charact e,r . The money ret ained in 
the business may be put into new property, or it may 
be set aside into a special renewal fund. If it is put 
into property, the earnings are necessarily merged with 
the general operating revenues and clea rly the depre
ciation reserve should be deducted from the cost of the 
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property to show the company's investment of $140,000. 
If, however, special renewal funds a re kept, the de

duction of the depreciat ion reserve depends upon the 
account ing of t he interest earnings from the funds ; 
in any event, t he funds are contr ibuted by consumers 
and should go to their benefit. If the earnings are in
cluded in the operating r evenues t o relieve the con
sumers through the rates for service, then the reserve 
should not be deducted-unless the funds too are in
cluded in the property. But if t he earnings a re not in
cluded among the operat ing revenues but go to the in
vestors as non-operating income, then the depreciation 
reserve should be deducted from the cost of the prop
erty: otherwise, the company would get the full return 
en the investment of $140,000, and besides would get 
the interest from the funds contributed by the con
sumers . F inally, if the fu nds themselves a re listed 
with the property, the interest should go to operating 
revenues and the reserve shou ld still be deducted from 
the property. 

ULTIMATE TEST Is FAIR RETURN AND No MORE 

The test should always be t hat t he invest or s get from 
the consumers a fair return and no more. The i~ est
ment in the part icular case is placed at $140,000 ; this 
should be maintained by t he public and should not b :! 
changed by any particular method of pr oviding for 
renewals. 

There are many pitfalls in the proper treatment of 
depreciation in a comprehensive plan of regulation. 
The Colorado Public Service Commission has evidently 
fallen into several at the same t ime. The serious one 
is the confusion between clea ring up past investment 
and other financial uncertainties, and setting up a defi
nite policy of control for the futu re. The view is almost 
absurd that any deduction for past depreciation in a 
r ate case should depend on the fu ture method of com
puting deprecia tion for operating pu rposes. Yet it is 
exactly this general view that is being vigorously urged 
by utility interest s for the sake of establishing a larger 
rat e base. 

When the investment has once been determined , the 
method whereby depreciation is computed, how the 
funds are kept and how the revenues are treated in the 
futu re deduction of the depreciat ion reserve from the 
cost of the proper t y does depend on the pa rticula r 
accounts. But the future method of treating deprecia-

"t ion in the operating account simply has no bearing on 
t he reasonable determination of the investment entitled 
t9 a return when a company is first brought under a 
plan of regulation. 

Women as Station Agents in Japan 
The Mino r Japan) Electric Railway, reported r ecently 

in the ELECTRIC RAILWAY JOURNAL as experimenting 
with the employment of women conductors, has gone 
a step further in deciding to appoint women "station
masters" in future at all stations of t he line. Most of 
the women employees in the service of the railway a re 
young girls about twenty years old, and complaints are 
already beginning to be heard from the male operatives 
who are a nnoyed to receive orders from g irls of such 
tender age. 

An Interurban Bus That Pays 
Seattle-Bothell Bus Line Eliminates Competition 

After Three Years of Consistent Service-
Three Other Lines Previously Abandoned 

SOME years ago when Stone & Webst er interests 
in Washingt on were confrontEd by the problem of 

giving transport ation in certain territories t oo spa rsely 
peopled fo r a railway, they undertook operat ion with 
a uto buses. For t his pu rpose a separate corporation
the Washington Auto Bus Company-was fo rmed with 
no railway connections except a t r ans£ er arrangement 
at Seattle wit h t he Puget Sound T raction, Light & Power 
Company. Even this was abolished as early as Aug. 
1, 1917, because passengers preferred t o st ay on the 
buses instead of transferring to st r eet cars at Cowen 
Park, 5 miles from the center of Seattle. As a matter 
of fact, this arrangement during the twenty-two months 
it lasted cost the bus company $2,731.55, which was 
7.ii per cent of its gross receipts. The buses now come 
down to the upper business dist rict a t F ifth A venue 
and P ine Street, which is also t he terminus of the 
Seattle-Everett interurban railway. 

The origin of the bus service was described in the 
Sept. 18, 1915, convention number of the ELECTRIC 
RAILWAY JOURNAL ; a description of the several t ypes 
and makes of buses bought appeared in the same article, 
followed by a deta iled story on Jan. 22, 1916, on the 
three Brill buses with International Motor Company's 
2-ton Mack chassis which are still in use. A second 
review of operating results appeared in the Aug. 4, 
1917, issue. 

The following te lls the st ory of the sole bus survivor 
after December, 1917, out of the four routes tried . 
This is t he Seattle-Bothell line, which began operation 
on Nov. 15, 1915. Through consistent, excellent service 

ONE OF THE 2-TON BUSES ON THE SEATTLE-BOTHELL 
L I NE 

it has secured the fie ld to itself. Rival buses disap
peared in June, 1916, but a few jitneys held out until 
October, 1916. It was not befo r e May, 1918, t hat the 
company had wiped out early losses and could show 
$300 on t he right side of t he ledger. 

The Seat tle-Bothell line is 16 miles long. It is favored 
by excellent roadway conditions, t he 16 miles being 
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made up of 5 miles of brick or asphalt within Seattle, 
followed by 7 miles of Warrenite asphalt and 4 miles 
of brick. This accounts for the fact that the pneu
matic frcnt tires average 10,000 miles, equivalent to 
0.83 cent per mile per wheel. The solid block tires 
for the rear wheels averaged 7000 miles, equivalent to 
1.8 cents per mile per wheel. Thus the total tire cost 
per mile per bus was 2 X 1.8 + 2 X 0.83 or 5.2 cents. 

THE BUS OPERATOR RECORDS FARES ON AN ORDINARY 
CASH REGISTER . 

As the solid tires did not give sufficiently smooth riding 
they have been replaced by pneumatics. The buses have 
a maximum speed of 25 m.p.h., and an average schedule 
speed of 20 m.p.h. The average gasoline consumption 
is 1 gal. for every· 7.4 miles. 

A pleasant rnrprise was the sturdiness of the buses 
in this service. Thls is indicated by the fact that 
depreciation is now on the basis of a four-year life 
instead of three. Consequently the allowance for four 
buses is now $338.55 instead of $470 a month. 

The present equipment comprises the original thre~ 
2-ton Mack chassis machines, a 1-ton Mack added in 
July, 1916, and intended only for double-heading but 
actually used as a regular, and a fifth 2-ton bus of 
the same type. All buses seat twenty riders.. The 
1-ton bus displaced an inferior vehicle of other make. 
The:,;e twenty-~eat buses were bought f.o.b. Seattle at 
$4,600 each or $230 per seat . One would cost now 
at least $5,500. 

Judging from the weights of these machines, bus 
designers appear to take more pains to save gasoline 
than many car designers of the past ( and some of the 
present) do to save electricity. Although these buses 
have to carry their own generating plant, their weight 
per seat rangeR from 335 lb. to 395 lb. only. 

One reason why the company is able to show satis-

factory results is that it can get a r easonable rate of 
fare. To take care of increased costs it raised its rates 
8 per cent (in addition to the 8 per cent war tax) on 
Feb. 1, 1918. This makes the cost per mile as follows: 
One-way, 2.75 cents; round trip, 2.30 cents; ten-ride 
commutation, 1. 75 cents. 

The increased rate has raised t he average return 
per bus passenger from 20 to 22 cents. Fares are 
recorded on a special locked type of the National Cash 
Register Company whereby the total and number of 
fares of every class are printed on a tape. 

The buses are run at any headway necessary to meet 
traffic, the range being from fifty minutes down to 
two and one-half hours. The seat-use factor since com
petition ceased is high-85.5 per cent. In winter 300 
to 350 passengers are carried every day; in summer 
400 to 500. Between October, 1917, and February, 
1918, travel increased 21.4 per cent and receipts rose 
27.8 per cent. 

One other factor besides those named has had a 
big part in making the auto-bus a success-and that 
is the use of but one operator per bus. Up to April 
1, 1918, such operators received 50 cents per trip. Now 
they get 60 cents. A trip covers fifty-five minutes ex
clusive of layover. Curiously enough, the Puget Sound 
Traction, Light & Power Company did not have its one
man safety car operation approved so readily although 
less skill is required to pilot a street car. 

Detail bus figures follow: 

STATISTICS OF l\IOTOR BUS OPERATION, :'5F.ATTLE-BOTHELL. 
ROUTE, I 6 MILE S 

Bus-miles ..... ... . ..... ............ . 
Revenue from operation .. .. ......... . 

g~~~!~l~~i~~pe~~~~ .· : · .· ·: : .· : .· : : : : : • .. . 
Taxes (covering I 916 operation) ... . . .. . 

T otal. .. . . 
Deticit ..... . 
Surplus ... . 

1917 
134,352 

$27,032.56 
$21,045. I I 
$4,142.24 

$1 26 .24 

$25,313 . 59 

$1,718 . 97 

191 6 
I 13,040 

$19,213.29 
$16,551.44 
$5,193.30 

$2 1,744 74 
$2,53 I . 45 

On the basis of the bus-mile unit, 1·e eeipts in 1916 avera g ed 17 
cents ~nc'.l in 1917, 20.12 cents. Ope r a ting expenses ineluding 
deprec1a t1on dropped from 19.23 cents in 1916 to 18.84 cents · in 
1917, hut excluding the reduced allowance for d epreciation the 
operating expenses for 1917 were 15.66 cents p er bus-mil e a gainst 
14.64 cents in 1916. 

B. R. T. Employees Active m War 
Thrift Movement 

In a little more than three months of organized War 
Savings activity the employees of the Brooklyn Rapid 
Transit Company have bought more than $50,000 in 
Thrift and War Savings Stamps. During the month 
from June 15 to July 15 alone a record of $17,416.21 
wa.s made, against $13,580.01 for the month previous. 
Strong war savings societies have been fo rmed in the 
transport ation departments and the mechanical depart
ment. In these approximately 85 per cent of the em
ployees are regularly enrolled in societies. The man
agement of t he company has at present arranged t o lend 
to the Brooklyn War Savings headquarters the ser~ices 
of Charles W. Roberts, of the legal department, in dis
tricts that have not been satisfactorily covered thus far. 

The Pfoneer Bulletin, published by t he commerdal , 
indust rial and professional divisions of t he War Savings 
Commit tee of New Y ork in the interest of the local cam
paign, contained recently an article complimenting the 
company upon the excellence of the results obtained. 
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Traffic Problems Confront 
the Rose City 

Return of Jitneys ls Threatened in Portland, Ore., 
Because of 6-Cent Railway Fare in Jitney Zone-

PJatform Shortage Is Keeping Company Astir 

ON' MAY 17 the citizens of Portland, Ore., indicated 
their disapproval of the 6-cent fare, granted by 

their own State Public Service Commission and ap
proved by their own courts, by voting for the return 
of the jitney. First, they reduced the bond per jitney 
from $2,500 to $1,000 and adopted the device of a blanket 
bond of $10,000 for 100 jitneys in the name of the 
Jitney Drivers' Union. Second, they failed to pass more 
definite restrictions as to service continuity and the like. 

In spite of these acts, however, one driver on June 
13 stopped operating the Linnton suburban bus line 
rather than have the expense of filing a bond on top 
of the losses suffe:red by his disgusted predecessor. Nor 
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HOW RAILWAY AND JITNEY SERVICES IN PORTLAND 
COMPARED IN JUNE, 1917 

had the Jitney DriYers' Union come through with it s 
$10,000 bond by ,June 14, nearly one month after the 
passage of t he ordinance. 

Of course, with 36.436 men r eported in Portland 
shipyard service on June 15, it is not likely that the 
jitney will reappear in large numbers during the war 
boom, for only the most short-sighted "ne'er-do-well" 
would run a jitney to earn a precarious living in 
eighteen hours when he could readily make twice as 
much money in one-half the t ime. Yet one should 
look beyond the period of the war when thousands of 
m en .may be glad to get anything to do. Herein lies 

the real danger of the jitney's returns at Portland or 
elsewhere. 

Many a present restrictive ordinance may be wiped 
off the books in a great wave of unreasoning sympathy 
for the unemployed-unreasoning because the jitney 
man's gain is the platform man's loss, regardless of the 
economic waste of the jitney itself. Therefore the elec
tric railway must be able to win out on the basis of giv
ing a service that will keep out the jitney-ordinance or 
no ordinance. This means two things: (1) Shorter 
headways at higher speeds due to smaller one-man cars 
of fewer stops and higher acceleration and braking 
rates; (2) short-haul fares which do not exceed that of 
the jitney. 

How THE JITNEYS LAPPED OFF THE CREAM 

The recent capable, though unsuccessful, campaign 
against the return of the jitneys in Portland revealed 
interesting conditions. In a letter to the electorate on 
May 11, the Portland Railway, Light & Power Com
pany pointed out that electric railways, on a single-fare 
basis, had to take the lean with the fat. This put 
them at a great disadvantage with the jitneys, which 
merely went after short hauls in the densest territory. 
This statement was backed up by a map. 

For the convenience of ELECTRIC RAILWAY JOURNAL 
readers, this ·map in reproduction here has been ampli
fied to show by surrounding lines how carefully the 
j itneys running in June, 1917, kept away from both 
outlying and hilly sections. In two districts a service 
with big buses was tried and voluntarily given up, 
except that a few jitneys ran into part of one district 
fo r short hauls. Where there were hills, even a short 
haul could not induce the jitney to come out. · One 
would suppos~ that a map like this would convince 
anybody with eyes to see and a brain to judge._ Nev~r
theless, the pro-jitneyites won by a big majority in 
every district except those where large numb:rs of 
platform men live. 

The map shows clearly the relationship between the 
5-cent jitney rirea and the 6-cent railway area, which 
r eally runs beyond the city boundaries. About 15 per 
cent of the railway riders actually pay only 5½ cents, 
using fifty-ticket books sold for $2.75, while H per 
cent have 4-cent school tickets, sold twenty-five for $1. 
In general, the jitneys formerly drew travel from 
within a 2-mile to 3-mile well-populated zone, while the 
electric railway was graciously permitted to carry people 
three times that distance at 5 cents or less. 

THE P UBLIC DOES NOT UNDERSTAND 

It is evident from the foregoing facts that if the 
Portland company had retained the 5-cent fare for all 
or a greater part of the jitney zone, there would have 
been no desire to bring back the jitney, since the subur
banites knew perfectly well that they could expect no 
help from that irresponsible and non-philanthropic 
vehicle. In fairness it should be added the railway 
management simply put it up to the commission to grant 
relief, and it would have been satisfied with any course 
that produced such relief. 

The Portland management is cognizant of the advan
tages of the safety car for beating the jitney. Twenty
five have been ordered. 

While jt is true that despite the 6-crnt fare effective 
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since Jan. 15, 1918, traffic has risen 20 per cent com
pared with a year ago and receipts 44 per cent (this 
discrepan·cy is due to the 6-cent fare and to increases 
in the 15-cent Vancouver line) , one must not overlook 
the influence of the enormous activity and great influx 
of industrial population. This great increase in receipts 
is practically offset by increase in operating expenses 
due to the great advance in wages in all departments 
and the much higher cost of all material entering into 
maintenance. This prosperous condition also beclouds 
the issue, whereas the pro-jitney vote has the poten
tiality of great harm, for it shows the public misunder
stands. 

Probably the real increase in business is greater than 
the figures shew, for even with a wage scale ranging 
from 38 cents to 45 cents an hour, the company cannot 
hold its men. Because of the frequent necessity for 
overtime, some carmen are earning in excess of $200 a 
month. Still, what's that alongside the honorarium of 
a champion riveter? 

The conditions in this great shipyard city are difficult 
to describe. About 50 per cent of the men have resigned 
within the year, so that to-day about 600 men are new 
hands. In the meantime, there has been the need of 
meding a base schedule of 175 cars and a rush schedule 
of 450 cars. Under the circumstances the company 
considers itself fortunate that the schedule speed has 
dropped only from 9.52 m.p.h. to 9.35 m.p.h. Doubt
less the sale of tickets, including the five-for-30-cent 
kind, has helped to avoid the great increase in car-hours 
which may follow the use of an odd-unit fare. 

The case of Portland-5-cent short-haul jitney versus 
6-cent long-haul trolley-certainly indicates how electric 
railways lay themselves open to loss through subsidizing 
the suburbanite. What makes the long-haul situation 
at 5½ to 6 cent~ even worse is that so many suburbanites 
use private automobiles, especially for the mid-day 
shopping. 

It is safe to prophesy that if the short-haul rider 
gets a 5-cent fare in the faster automatic-type one-man 
car, while the suburbanite is made to pay for the long 
haul through thin territory, jitneys would neither be 
invited to return by a majority nor find it possible to 
live if they did return. 

Real Rapid Transit for Ship Workers 
Five-Car Train Operation Over the Lines of the 

Pacific Electric Railway Gives a High
Grade Service-F'irst Train Out Two 

Minutes After Whistle 

THE great superiority of train over single car serv
ice in handling shipbuilding traffic is demonstrated 

by the comparative ease with which the Pacific Elec
tric Railway is taking care of the heavy increase in 
traffic to San Pedro, the harbor of Los Angeles, Cal. 
As San Pedro itself has little housing accommodation, 
most of the workers come from Los Angeles, 22½ miles 
distant , and from Long Beach, 8½ miles away, with a 

·. few from Redondo via the San Pedro-Torrance line. 
There are four shipyards in the San Pedro section: 

The Los Angeles Shipbuilding & Drydock Company, 
which is building eighteen 8800-ton steel vessels ; the 
Fulton Shipyards, which is building wooden boat s at 
Wilm_ington; the Chandler Shipbuilding Company, 

which is also building wooden ships, and the latest 
comer, the Southwestern Shipbuilding Company, which 
has a contract for ten 8800-ton steel vessels. The last
named company is on an island reached by ferry from 
San Pedro. 

VARIED WAR SERVICE GIVEN 

Not all of the traffic is from sh ipbuilders, for be
sides these and the ordinary local riders there are many 
soldier and sailor passengers, on account of the pres
ence of Fort MacArthur and a naval reserve station. 

An idea of the character of travel may be gained from 
the following figures for June 3: 

Out of Los Angeles between 5.20 a.m. and 6.51 a.m., 4066 
passengers in seventy-one carloads. 

Out of Long Beach between 5.50 a.m. and 7.10 a.m., 1724 
passengers in thirty-two carloads. 

Via San Pedro-Torrance line, 219 passengers. 
Returning from San Pedro to Los Angeles between 3 

p.m. and 9.45 p.m., 5485 passengers in 104 carloads. 
Returning from San Pedro to Long Beach between 3 p.m. 

and 7.15 p.m., 2087 passengers in forty-two carloads. 

The speed with which the cars are boarded and sent 
off is indicated by the fact that on June 3, fifty-one 
cars were observed to pass the Wilmington substation at 
San Pedro in fourteen minutes. From the blowing of 
the whistle at 5.45 p.m., it is just two minutes to the 
departure of the first train! The maximum train length 
is five cars, this limit being set by the type of air brakes. 

Fares are paid in tickets, both commutation and ex
cursion. A ticket office has been built at the plant of 
the Los Angeles Shipbuilding & Drydock Company. 

Within a year, comparing April, 1917, with April, 
1918, the number of passengers on the Los Angeles
San Pedro line has risen from 123,000 to 434,000 and 
on the Long Beach line from 46,000 to 155,000. These 
lines have regularly had a thirty-minute service, but 
this is now reinforced by longer trains and spec_ials as 
required. 

POWER AND TRACK FACILITIES ADDED 

In order to handle this business properly, the com
pany enlarged both its power and its track facilities. In 
the first place it concentrated three portable substations 
(two 600-kw. and one 1000-kw.) along the line, and it 
has ordered two 1000-kw. General Electric rotary con
verters and one 1000-kw. Westinghouse motor-generator 
set to be delivered early in 1919. These will be oper
ated as automatic equipments. At the Wilmington sub
station there is now a 1000-kw. motor-generator set au
tomatically operated. 

The trackage at San Pedro was increased by buildin,... 
1450 ft. of storage track with inspection pits, and ab.~ 
by installing 1650 ft. for freight-house use. Curves 
totaling 6500 ft. were double-tracked between Long 
Beach and Wilmington, and three-position all-electric 
block signals were taken from less busy lines to add to 
the protection of this one. The company also placed 
3030 ft . of second track on the Gardena-San Pedro 
line in San Pedro, to be used not only for transport ing 
the 4000 employees of the Los Angeles Shipbuilding & 
Drydock Company but also for carrying construction 
material. 

Owing to the increased travel on these and other lines, 
the company has purchased a number of used cars of 
fast suburban type, nine from San Diego and two each 
from Visalia and Fresno. 
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Electric Railway Executives Confer in 
New York 

Meet on Short Notice at Call of American Associa
tion to Consider Grave Problems Incident to War
Time Operation of Properties - Executive Com
mittee Decides to Omit Atlant ic City Convention 

IN RESPO N S E to the general call t o elect ric rail
way executives issued last week by the executive 
committee of the American Elect r ic Railway Associa

t ion a large number of men occupyi ng the highest posi
tions in the industry and representing electric r ailways 
from all over t he count ry held a conference on Aug. 22, 
a t the United Engineering Societ ies Building, New 
York Cit y. The object of this conference was to con
sider the recent decisions of the National War Labor 
Board and their probable effect on the electric railway 
indust ry as a whole. President Stanley presided at the 
conference. 

P hilip H. Gadsden, resident member of the E lect ric 
Railway War Board at Washington, discussed in con
s iderable detail the work of the board in connect ion with 
the recent hearings of the National War Labor Board. 
He took up also the work now being carried on in 
Washington in an effort to set before the proper gov
ernmental officials the present serious condition of the 
electric railway industry. 

Mr. Gadsden said that the work of the board had 
been hampered by lack of accurate data relative t o the 
financial and operating conditions of the electric rail
ways, both as an industry and as individuals. He 
advocated a stronger organization of the railways in 
order that t he benefits of co-operation and the uniform 
presentation of cases before federal boards and r eg
ulat ive bodies be secured. He also pointed out that 
only by mutual assistance can anything be accomplished. 

WAR BOARD WANTS ACCURATE DATA 
Regarding the questionnaires sent out to a number 

of railways in the spring for the purpose of fu rnishing 
working dat a for the board, Mr. Gadsden st ated that 
more than 150 were returned to the board. An analysis 
of these made by the research committee attached to 
the st aff of t he Director-General of Railroads shows 
t hat during the current year the net r evenue applicable 
to the payment of dividends has, fo r the industry as a 
whole, practically reached t he zero point. The dat a for 
this analysis were collect ed before the National War 
Labor Board decisions were made. If applied t o the 
whole indust ry these would increase the annual operat
ing expense by $100,000,000 more fo r labor alone. 

A new questionnaire is now being sent out t o all of 
t he 1260 elect ric railway companies of t he country 
and Mr. Gadsden urged emphatically that t he forms be 
fi lled out and returned to the War Board with the 
utmost expedition. 

With the r egard to the present critical situation, an 
increase in . fare s is by no means a universal remedy, 
t he available data indicating that in most cases an 
increase in fa re is accompanied by a decr ease in volume 
of traffic, so that a 20 per cent increase in fare may no·c 

result even in a 10 per cent increase in gross revenue. 
The situation calls urgently fo r federal aid of some kind 
or other if the electric r ailways are not to be doomed. 

CONVINCING TESTIMONY THAT THE SITUATION 
Is CRITICAL 

In the discussion that followed Mr. Gadsden's presen
tat ion of the work of t he E lectric Railways War Board 
it was pointed out t hat local referendum votes do not 
always g ive relief in t he fare situation even when the 
request of t he railway is backed by the labor unions. 
It also seemed to be a rather general impression that 
the public does not believe t he statements about the 
serious condition of the electric railway industry and 
can be brought t o do so only by some radical means. 

C. M. Clark, of E. W. Clark & Company, explained 
t he rather drastic plan applied by the Columbus Railway, 
L ight & Power Company in practically doubling the 
fares to secure t he revenue wherewith to meet the in
cr eased operating expense. When actually confronted 
wi th the situat ion the Columbus public proved to be 
r easonable. 

Horace Lowry, president Twin City Rapid Transit 
Company, emphasized that t he public does not believe 
t he railways t o be in as bad a condition as they claim. 
The problem is to convince the public of the actual 
s ituat ion. 

Thomas N. McCarter, president Public Service Rail
way, described the fa re si tuation on that property with 
particular reference t o the rehearing of the higher fare 
case wh ich is t o take place before the Public Utilities 
Commission next Thursday. The company has asked 
to have t he case heard again in the light of the wage 
awards made by the N at ional Wai: Labor Board. Higher 
fares are absolutely necessary on thi s property to pre
serve it s financial integrity. 

The basis of a stat ement made and illustrated by 
J. D. Mortimer, pr es ident North American Company, 
was that wage increases must be behind applications 
for fare increases if t he latter are to be effective. The 
urgent thing is somehow to convince the public that 
it is dependent upon good railway service. Then co
operation will come. 

WHAT Is THE RELATION BETWEEN HIGHER 
FARES AND RIDING? 

H . G. Bradlee, v ice-p resident Stone & Webster, out
lined briefly the results of the increase in fares to 7 
cents in Tacoma, Wash . There has been an apparent 
increase of about 20 per cent in income, with a 10 
per cent falling off in riding. Part of the loss will 
probably be made up and with the natural increase the 
riding may soon reach its · preyious volume. 

Richard McCulloch, pr esident United Railways of St. 
Louis, said thaV prompt action orl the fare increase was 
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secured in that city on account of the close relation 
of wages for labor and rate of fare. He thought that 
it may be necessary to ask for further increase, although 
a reasonable increase in income resulted from the recent 
raise. 

INTERURBANS MUST NOT BE OVERLOOKED 

L. J. Wolf, Aurora, Elgin & Chicago Railway, com
pared the situation in the interurban field with that in 
the city field, showing that the two are different. There 
is a limit to which the interurban rates can be raised, 
which is determined by competing facilities. The in
terurban presents its own problems which will require 
solution in these times. Charles L. Henry, president 
Indianapolis & Cincinnati Traction Company, emplrn
sized this point by showing that there are many fact'o:rs 
which affect interurban revenue besides the matter of 
fares. The general development of the saving habit by 
the people in order to permit them to help finance the 
war is one such factor. 

C. L. S. Tingley, vice-president American Railways, 
brought out the fact that whether or not a raise in fare 
will produce an increase in income depends in part upon 
the nature of the territory in which a road operates. 
For example, where war industries abound, an increase 
can be -expected; otherwise it may not be realized. 

P. F. Sullivan, president Bay State Street Railway, 
pointed out the importance of a general grasp of the 
present situation. We are dealing with millions now 
where thousands were dealt with before. Details are 
important, but most important of all are the fundament
al principles involved. Like Mr. Tingley, Mr. Sullivan 
considers that income is determined now largely by 
factors other than rates of fare, notably by the losses 
in revenue due to absence of men from the territory 
and by the presence or absence of war industries. 

THE INVESTORS' POINT OF VIEW 

0. B. Willcox, representing the Investment Bankers' 
Association, said that bankers had hoped that the War 
Finance Corporation would realize that the electric 
railways face war problems. War burdens will be borne 
by our citizens cheerfully if equitably distributed, but at 
present invested capital is being asked to carry more 
than its share. The result will be bankruptcy, or a 
contribution by the public to care for deficits. The 
latter can be done nationally or locally. Before the 
war electric railways were about holding their own 
financially. They should have assistance now because 
they are essential and because unless relief is given their 
property will be confiscated. War conditions threaten 
the integrity of a vast property. 

F. W. Frueauff, H. L. Doherty & Company, said that 
some kind of a subsidy is necessary if railways are to 
continue, and this idea was reiterated by other speakers, 
particularly by M. C. Brush, president Boston Elevated 
Railway. Mr. Brush gave details of the trustee plan 
under which the Boston Elevated Railway is now op
erating and showed how the public will pay for the 
service which it demands. By having representation 
of all interests on the board of trustees it is possible 
to get suitable action on any real need of the railway. 
In Mr. Brush's opinion it is possible to secure local 
subsidies in some form or other. 

In addition to the speakers mentioned above brief 
remarks were made by the following: P. .J. Kealy, 

president Kansas City Railways Company; T. W. Wilson, 
president Wilmington & Philadelphia Traction Company, 
and Rankin Johnson, president Trenton & Mercer County 
Traction Company. Numerous questions were put to 
Mr. Gadsden, who in reply gave many interesting side
lights on the ramifications of the work of the Electric 
Railway War Board. 

ANOTHER CONFERENCE To BE HELD 

Before the meeting adjourned a resolution, moved 
by Mr. Wolf, was passed to the effect that the meeting, 
as far as it represented the industry, stand back of the 
American Electric Railway Association War Board. On 
Mr. McCarter's motion it was decided that the meeting, 
when adjourned, should be adjourned subject to further 
call by the War Board. 

NO CONVENTION THIS YEAR 

At a meeting of the executive committee of the 
American Association held in New York, immediately 
after the conference, it was decided to omit the con
vention scheduled to be held at Atlantic City early in 
October. In its place will be a brief meeting in Ne,'"' 
York on a date still to be determined. 

Freight and Express Service Started m 
Kansas City 

T HE Kansas City Railways recently instituted ex
press and freight service between the interurban 

fre ight station at Kansas City, Mo., and two terminals. 
One of thrne terminals is in Independence, Mo., the 
cars running over the company's tracks, while the other 
terminal is at Zarah, Kan., 18 miles out over tracks 
of the Kansas· City, Lawrence & Topeka Railway 
Company. 

A motor truck line has been operating between In
dependence and Kansas City for three years and has 
a large business. One of the largest department stores 
has considerable deliveries to Independence, which 
heretofore have been largely taken care of by its own 
trucks. The freight cars on the railway tracks now 
receive this merchandise from the retailer at the inter
urban station and carry it to the public square at 
Independence, Mo., where a railway waiting station has 
been transformed into a receiving station for freight. 
The bulk of the freight business on both lines from 
Kansas City outward is from wholesalers, and largely 
from grocery jobbers. The goods are delivered prac
ti~ally at the doors of the suburban merchant, s ince 
their stores are usually located along the electric rail
way line. 

In order to accommodate the citizens along the line, 
the interurban company is carrying milk cans in its 
passenger cars until other arrangements can be made. 
The cars are loaded in the early morning, when there 
are comparatively few passengers, and thus do not 
interfere with the passenger traffic. 

Despite the agitation for the use of trucks on high
ways, there has been comparatively little attempt to 
establish truck service around Kansas City. There 
are two or three truck lines operating now on rock 
roads, only one of which serves a community already 
served by interurbans. The other truck lines are being 
dE.veloped in competition with steam roads. 
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Study of Car Energy Saving at Dubuque 
Tests Made on Level and Hill Lines Show that Savings as High 

as 26 per Cent Can Be Obtained by Use of 
Meters as Checking Devices 

BY L . E. GOULD 
Pres ident Economy E lectric Devices Com pan y, Chicago, Ill. 

A STUDY was conducted last winter on the Ime:, 

of the Dubuque (Iowa) Electric Company t o 
lea rn the probable saving in car energy con

s umption that could be expected from an in stallation 
of ene rgy-c hecking devices on the cars. Referring to 
the map of the Dubuque lines, Fig. 1, the test s with 
wh ich t his article is concerned were made on t he Main 
St reet line and the West Dubuque-Eight h Str eet line. 
As the physical conditions of these lines are widely 
dissimi lar, t hey afford an excellent example of t he 
comparative resu lts obtainable with t h e same car 
equipment on level lines and on hills. The t est s were 
conduct ed by t he E conomy Electric Devices Company, 
Chicago, Il l. 

The route of the Main Street line, Fig. 1, is parallel 
with t he Mississippi River and its profile is practically 
level. There are twelve fixed stops and fourteen curves 
on each round trip, the distance of 5.6 miles being made 
at an average schedule speed of 8.4 m.p.h. The normal 
headway is ten minutes with a rush-hour headway of 
five minutes, but as all other lines in the city use part 
of the Main Street tracks the average car spacing is less 
than one minute. The car equipment used was t hat 
which is regularly operated on the line: These cars are 

---- Moin St . 
---- W. Dubugue- 13th.St - 9 Swi t ches 

--- --- Eagle Point - Follows Moin5t.-45witches 

·-•-·- Linwood and Dodge - 5 Switches 

steel, low-floor , pay-as-you-enter, double-end, with a 
seating capacity of forty and a weight of 34,500 lb. The 
cars are equipped with two GE-203-G, 50-hp. motors 
geared for a free runn ing speed light of 28.25 m.p.h.; 
Brill 39-E maximum traction t rucks, a GE CP-25 com
pressor , S. G. 2-valve a ir brakes, two G.E. K-36-J con
trollers, and hand-operated doors and steps. 

The test cars were each equipped with a 100-amp. 
capacity Sangamo E conomy meter to record the actual 
energy consumed by the, car motors. The test included 
two per iods, the fi rst a blind period, -and the second an 
instruction per iod. Dur ing the blind period the cars 
were operated with meter dials covered, the meters be
ing r ead at the carhouse nightly. The data of car mile
age and total passengers were obtained from the audit
ing depar tment. The runs were operated by the regular 
crews without instruct ions of any kind. This period 
lasted three days and from the data obtained the aver
age base figu r es of energy consumption per car-mile and 
passengers per car-mile were obtained. A basic figure 
of 2.093 kw.-h r. per car-mile was thus secured against 
which to make comparisons. It is quite probable that 
this figure is slightly lower than the average because 
of the presence of the meters on the cars, even though 

FIG. 1-MAP OF DUBUQUE (IOWA) ELECTRIC COMPANY'S RAILWA Y Lil\TES 
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the dials were masked so that the readings could not be 
observed by the men. 

At the start of the second period the motormen as a 
group were given a talk on energy-saving methods by 
A. H. Smith, superintendent. Personal instruction also 
was given on the cars. Meter record cards of the form 
here shown were used by the motormen, to set down 
their energy readings by trips. 

RESULTS OF LEVEL LINE TEST 

The following tabulation of the test results together 
with the graphic representation of Fig. 3, will show the 
comparison between the operating efficiency of the crews 
during the blind, uninstructed period and afterward 
when instruction had been given and the meters were 
being read so that the car energy consumption of each 
round trip could be reported by the motormen. Due to 
better handling of the controllers and brakes, the car 
energy consumption was reduced 0.253 kw.-hr. per car
mile (a saving of 12.1 per cent.) notwithstanding a 
traffic increase of 1.1 passengers per car-mile (16.7 per 

ECO NOM Y MET E R CARD 

~;::~;~~~ .. . 

Car ~o .. ,2,~ . DatcJ.q/6/17 
Time Meter Diff. ! Rem:trk• Rd i:. 

1.m, 

Pm . n n I 1) 

650 :.: /082 7 
I/ c v J ,vr · v ..,""',, 
lt1f'F' a f R,-,rn 

625 -· p.m . /075 JI I.e. 
545 ;: !061/- 12 LC. __ 
505 ;:. /052 JO TC. 
425 :.:. /()42 10 re 
345 :1032 g- I.C 
305 : :1024 II I. C. 
225 ;: /0/3 IZ I.C. 
/45 :;, JOO/ 12 LC. 
/05 :oqN ! lC.Sfafio11 
1240 : : OC/il START 1/Jamlo~rv I'd. 

SPACES BELOW FOR OFFICE USE 'S 
5.lZ7.... . ...!()!.......... . .... /...''!: ........ 

. ~Mileage KWH KWH-CM 

FIG. 2-l\lETER RECORD CARD 
FSED I N TEST 

cent.). While this 
saving is not no
tably large, the type 
of car used is high
ly efficient from the 
energy standpoint, 
and the transporta
tion department of 
this road has been 
consistent in thor
oughly training its 
platform men to 
maintain efficient 
p o we r operating 
methods. Also the 
b a s i c figure of 
2.093 kw.-hr. p e r 
car-mile w a s ob
tained d u r i n g a 
p e r i o d when the 
mean average tem
perature was +23 
deg. Fahr. and the 
saving was made in 
a period when the 
average . tempera

ture was -1 deg. Fahr. Snow caused slipping of wheels 
and frozen brakes during both periods and a heavy 
increase in traffic due to the severely cold weather and 
the approach of the holiday season filled the cars to 
capacity. These conditions operated against a max
imum saving. 

One of the units in the Main Street test was car No. 
200. During the blind portion of this test while meter 
dials were hooded, there was nothing in the power read
ings obtained from this car to indicate an abnormal con
dition. However, on the first day of the second period, 
when meter readings were being taken by the crews. 
complaints were made relative to difficulty experienced 
in maintaining schedules without the continuous appli
cation of the power, which made saving impossible. 
The condition of the car continued to become worse, and 
instead of a decrease in power consumption as made by 
other cars, it showed an actual increase of 7.01 per cent 

during the second period over power requirements dur
ing the blind period. It was found that the excessive 
power required was due t o a defect in a side bearing, 
which was subsequently corrected in the shops. After 
this the energy consumption of car No. 200 returned 
to normal. 

A separate graph on Fig. 3 shows the erratic action 
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FIG. 3-GRAPH SHOWING RESULTS OF POWER SAVING 
TEST ON MAIN STREET LINE 

of car No. 200. While interfering with the best test 
results, the action illustrates that in a meter installa
tion: (a) The meter readings will indicate equipment 
defects; (b) that the car crews are on the alert to re
port any condition of their cars which prevents them 
from making satisfactory records. Before the use of 
meters with instruction, the other crews operating cars 
in good condition had power readings as high, and in 
some instances higher, than car No. 200 showing that 
when no incentive is given for economical use of power, 

D ate 

SUl\li\IARY OF :\IAI.'\ STREET TEST 

First Period 

Kw.Hr. Kw.-Hr. PasseDgers Passengers l'dileage 
P er Car Mile per Car Mile 

3 296. 04 597 2 . 01 1760 5 . 95 
4 446. 81 935 2. 09 2925 6. 55 
5 446 . 81 958 2. 14 3163 7. 08 

Tot als 1,189.66 2,490 7,848 
r -

Average kilowatt-hours per ear-mile for first period 2. 093 
Average passengers per car-mile for first period 6. 6 

Second Period 

Date K w.-Hr. K w.-Hr. Passengers Passengers M ileage 
per C1tr-Mile per Car Mil e 

6 446 . 81 821 1. 835 
7 296. 04 498 1. 68 
8 391. 81 771 1. 965 
9 419 . 31 770 1. 84 

Totals 1,553 . 97 2,860 
Average kilowatt-hour per rnr-mile for seeond period 
Average passengers p Pr ear-mile for seeond period 

Comparisons of Two Periods 

3386 
1951 
3762 
2870 

11,969 
1,840 
7 . 7 

7. 58 
6. 59 
9 . 6 1 
6. 84 

Kilowatt Hour per Car Mile Passengers per Cnr Mile 
First Period....... . . . . . . . • . . 2 . 0Cl3 . . . . • . • . . 6. 6 
Second Period. . . • . . . . . . . . . . . 1 . 840 , . . . . . . . . 7. 7 

Difference................ 0 . 253 .. .. .. . • 1. 1 
Decrease= 0 . 253 kilowatt-hours per cnr mile= 12. I %- [ncrcasc in passen-

gers per car-mile= 1. 1 = 16 . 7 %. 
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a much greater amount than necessary will be used. 
When the crews received instruction which enabled them 
materially to reduce their power r eadings on other cars, 
the condition of car No. 200 prevented such a saving and 
this fact immediately became noticeable to the operat
ing crew. 

TEST ON HILL LINE 

The route of the West Dubuque line is between the 
business district and West Dubuque, located on the river 
bluffs. This line is largely single track and its steepness 
is indicated by the fact that it is in competition wifo 
a cable-incline railway. There are many safety stops, 
curves and tu rnouts on this line, and heavy grades 
reaching a maximum of 10 per cent as shown in Fig. 
4. The round trip mileage is 10.6, the scheduled speed 
is 7.95 m.p.h., and a normal headway of ten minutes and 
a rush-hour headway of five minutes are maintained. 
The same equ ipment w:i q used for this test as on the 
Main Street line. 

The West Dubuque t est included two periods simila r 
to the Main Street t est but was conducted with differ
ent crews. Weather conditions were about the same 
until the test was terminat ed on Dec. 12 by a blizzard 
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which interfered with the operat ion of most roads in the 
Central States. On the West Dubuque line the energy 
consumption before the meter s were used by the motor
men was found to be 3.41 kw.-hr. per car-mile. Im
proved operation reduced t his to 2.52, a net saving for 
the test period of 0.89 kw.-h r . per car-mile, or 26.1 per 
cent. A port{on of this subst antial saving is credited t o 
a reduction of passenger traffic, although most of it 
is cl€arly due to improved handling of the controllers 
and brake equipment. 

This line is so steep that power must be applied con
tinuously during the up-grade part of the trip and 
brake8 must be applied hard almost all the time when 
descending the hill. There is practically no opportunity 
to coast on the major par t of the route. In the opinion 
of those conducting the t est the saving is very largely 
due to the motormen t aking particular care to accel
erate better and not to run unduly on the resistance 
notches, and also to the fact that they avoided coasting 
up the severe grades, thus calling for reacceleration and 
greater resistance losses in operating over the remain
ing portions of the line. 

As a result of these tests, t he Dubuque Electric 
Company has purchased meters for all of its cars. 

Cleveland Railway Way Department's New 
Consolidated Offices 

SINCE •the completion of the Harvard Avenue main
tenance yard of the Cleveland (Ohio) Railway, 

described and illustrated in the issue of the ELECTRIC 
RAILWAY JOURNAL for Feb. 24, 1917, separate offices of 
the way department have been maintained at the yard 
and in the downtown section of the city. The yard office 
building, as it appears today, was shown on page 339 
of the issue referred to. 

A decision was reached recently to consolidate all 
of the engineering work of the department at the yard, 
and the office building is now being enlarged for the 
purpose. As a great deal of study has been given to 
the layout of this building by C. H. Clark, engineer 
of maintenance of way, and D. W. Morrow, the com
pany'R consulting engineer. the dimensions of the 
principal rooms may be of interest to way engineers 
of other companies who may be contemplating similar 
consolidations. 

The original building is about 36~ ft. x 33 ft. in 
outside dimensions, with two floors. On the first floor 
is a 13½-ft. x 13-ft. entrance hall in one corner, a 
16}-ft. x 13-ft. toilet and washroom, and a large room, 
30½ ft . x 20 ft., originally intended for lockers and 
lunch tables but actually used as a general office. 
Upstairs are three roomy offices of about equal size. 
The room dimensions given above and below are inside 
measurement. 

The two-story addition now under construction is 
53 ft. x 23 ft. outside. The first floor will contain 
a general engineering office, occupying all of the area 
except that needed for a 7i-ft. x 12-ft. instrument room 
and a 12-ft. x 18-ft. blueprint room. Upstairs will be 
a large drafting room, 37 ft. x 20 ft., with 50-in. 
Cooper-Hewitt mercury vapor lamps, and a smaller 
drafting office similarly illuminated. 

The remodeled building will give Mr. Clark '.:lnd hiR 
asrnciates ideal headquarters close to the center of 
way construction and maintenance activities, and the 
drafting room will have much better lighting than was 
possible when the engineering work was done in the 
Leader-News Building. 

Women Employees in Great Britain 
In April, 1917, the number of women directly replac

ing men in Great Britain was estimated at 1,256,000. of 
whom more than three-fourths were found in industrial 
and commercial occupations and in government employ. 
In January, 1918, according to the British Labor Ga
zette of June, 1918, this number had increased to 1,-
442,000. The degree· to which women replace men varies 
widely in different industries. In government establish
ments, not including controlled establishments engaged 
in munitions work, they formed 36 per cent of the total 
employees; in banking and finance, 24.6 per cent; in 
commercial occupations, 16.9 per cent; in engineering 
firms, 7.14 per cent; and in all of the metal trades 6 
per cent. 

These figures refer only to the women directly replac
ing men. Many others are engaged in work where they 
replace only1 partially, or indirectly, men who have been 
withdrawn. 
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GENERAL VIE W OF REMOTE CONTROL, ONl;;-1\IAN-OPER
A TED QUARRY TRANSPORTATION SYSTEM 

Manless Car Operation in a 
Stone Quarry 

A Description of a Third-Rail Remote Control 
System Which Permits the Operation of 

All Cars from a Central Tower 

T HE feasibility of electric motive power for indus
trial transportation systems has long been recog

nized by electrical engineers, but owing to a variety of 
causes it has not received the attention given to other 
lines of the electrical industry. At present small steam 
locomotives constitute the bulk of the motive power 
used on such systems. The present dire necessity fo::
effecting economies along the lines of labor and fuel 
saving, however, is bringing other methods of car 
haulage to the front . This article is a brief description 
of the interesting electrical system used on the quarry 
railway of the Casarbis Stone Company, Kenneth, Ind. 
The service requirements in this quarry demand that the 
transportation system deliver to the crusher from 5000 
to 6000 tons of rock per ten-hour day. Also it must 
readily permit of track shifting and extensions and of 
accurate car spotting. To fulfill the latter requirement· 
the dump cars must be capable of motion in either direc
tion and the system as a whole must permit of their 
being stopped, started and operated upon any part of 
the track. 

As installed the equipment consists of twenty motor
driven dump cars, which receive thei r motive and con
trol energy from a third-rail system, at a central con-

;\IANLESS CAH ASC J•; N JH NG A (j PER C J;;NT GRADE 
I N THE STONE QUARRY 

SH!Y\YING THE METHOD OF DUMPING THE MANLESS CAR 
AT THE CRUSHER HOPPER 

trol tower. Except for their motor drive and the modifi
cations in design required to permit the mounting of 
the motors, there is nothing of special interest in the 
construction of the dump cars themselves. The third
rail contact system was employed as being best able 
to meet the requirements relative to track shifting 
and extension. It is divided into sections, long or short, 
as the operating conditions may require. Independent 
feeders connect the sections with the central tower. 
In this tower are located the controller, illustrated in 
one of the accompanying photographs, by means of 
which one man can control the operation of all the cars 
in the system. 

As will be seen from the illustration motor control
lers are located in banks at the right and left, while in 
the center is a bank of distributing switches, one switch 
being provided for each feeder. This arrangement 
makes possible the control of the cars on all track 
sections with a minimum number of motor controllers. 
These controllers do not make the main circuits directly 
but, by means of an auxiliary circuit, actuate electro
magnetic contactors as in some of the fam iliar types 
of electric railway controllers. The motor controllers 
have t hree main positions ; forward, central or off, 
a nd backward. When a lever is pushed forward the rai1 
section, which it is then controlling, is connected through 
its feeder and a resistor located at the t ower to the 
250-volt supply. As the lever is pushed farther forward 
the resistance is cut out. With the lever in the back 
position the same track section may be energized with 
from 30 to 100 volts for braking and control purposes. 

S PO'L"L'lNG A MANLESS C.A R IN TI I 1;; q LT A I ! I: Y 
READY FOR LOA flINU 
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CONTROL EQUIPMENT IN THE OPERATING TOWER 

In the installation illustrated, one man operates twenty 
cars which are served by three steam shovels. Some 
idea of the saving in labor and cars can be secured 
from the statement that an equivalent steam locomotive 
equipment would require about 75 ten-cubic-yard cars, 
from twelve to sixteen 35-ton locomotives and thirty 
men. 

Special Light Third-Rail Installed Where 
Clearance for Standard Construction 

Was Unobtainable 
BY G. H. McKELWAY 

Engineer of Distribution, Brooklyn Rapid Transit System 

T HE following construction was found necessary on 
a certain third-rail line in the East in order to carry 

the third-rail over a short bridge spanning a street. 
The deck of this bridge was on a level with the top of 
the running rails which were carried across in grooves 
in the deck. No provision had been made for the in
stallation of the third-rail at the time the bridge was 
built and the engineer in charge of the construction 
would not consider cutting a groove into the deck, as 
this would seriously damage the water-proofing. 

With the usual type of construction employed on this 
road, the bottom of the third-rail projects a little below 
the top of the running rail, so that it was impossible 
to use the standard section of third-rail. A light center
beari ng rail, removed from an old surface line, was 
therefore substituted for the heavy T-rail. This gave 

SPECIAL SUPPORT FOR LIGHT THIRD-RAIL WHERE IT 
CROSSES A ST R EET BRIDGE 

the necessary clearance above the bridge floor, and the 
smaller cross-section of the center-bearing rail was com
pensated for by paralleling it with a 500,000-circ. mil 
jumper. Standard insulators for supporting the rail 
could not be used on account of the small clearance avail
able, so that the insulators were placed on a "devil strip" 
between the two third-rails. The caps were placed at 
right angles to their normal direction so as to support 
the steel bar, which was so bent as to rest on the caps 
of both insulators -and with the ends under the base of 
the light third-rail. This steel strap was, of course, 
alive whenever current was on the third-rail, and to 
prevent anyone from coming in contact with it a wooden 
box was made to fit over the insulators and straps, as 
shown in the accompanying illustration. 

Building Up Worn Spring Posts 

SPRING posts in the side bearing trucks still in use 
on some of the cars of the Portland Railway, Light 

& Power Company wear both in head and shaft to 
such an extent that it is necessary to replace them 
from time to time. It has been found that these worn 

posts can be very satisfac
torily repaired by the use 
of an electric welder. In 
fact, when so repaired they 
are found to be fully as 
good as new. 

The metal deposited by 
the spot-welding process is 
"spongy" .so as to require 
hammering or rolling before 
it will satisfactorily with

WORN SPRING POSTS RE- stand wear. In the case of 
PAIRED BY ELECTRIC 

WELDER the spring posts the metal 
is compacted by being cold 

rolled. The pins are trued up on the lathe to within 
·r;1-2 in. The illustration shows three stages in the pro
cess; the worn pin, the pin after being spot-welded, 
and a completed pin welded, turned and rolled, ready 
for further service. 

This work has been carried out under the direction 
of F. P. Maize, master mechanic of the Portland Rail
way, Light & Power Company. 

Calculating Machines in Engineering "r ork 

T HE construction department of the Connecticut 
Company, New Haven, is using a Monroe calcu

lating machine for a number of special engineering 
calculations in addition to routine· work, such as adding, 
subtracting, multiplying, dividing and combining these 
operations. Among the special tasks to which the ma
chine has been applied are: Preparation of monthly 
statements of mileage of track, based upon track 
sketches furnished by the engineer of maintenance of 
way; annual revision of mileage tables, records of track 
charges; calculation of route mileage by sections; 
tabulation of data of all kinds, including annual state
ments, tax bills, etc. The machine was purchased 
originally for use in valuation work in which some kind 
of a calculating machine is a virtua'.I necessity. 1 
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Studies in the Wear of Armature 
Ball Bearings 

Results Indicate that Motor Maintenance 
Is Simplified and Danger of Armature 

Rubbing on Pole Faces Is A voided 
BY WALTER FINK 

Ma ster Mechanic, A ustin (Tex.) Street Railway 

T HE Austin Street Railway operates seven safety 
cars, the armatures of the GE-258 motors of which 

are equipped with ball bearings, part Gurney and part 
S.K.F. These 1bearings have given no trouble, and 
require little more attention than squirt-gun lubrication 
with grease every three months. Service data on the 
Gurney bearings have not been obtained, the first three 
cars placed in service here two years ago being equipped 
with S.K.F. bearings. 

So far as ball bearings for armatures a re concerned 
it is obvious that one of their prime advantages is to 
maintain a constant gap between the armature and the 
pole pieces, thus preventing the disastrous and costly 
effect of fast-wearing babbitt bearings. Therefore, we 
thought it would be interesting to see how long a ball 
bearing would be sure to protect the user against this 
ki~d of service failure, and so made a r ecord of the 
wear found on the balls and races. The following t able 
.shows the results obtained during a period of more 
than two years : 

WEAR OF BALL BEARINGS ON GE-258 MOTORS AFTER 
APPROXIMATELY 100,000 MILES WEAR F ROM 

APRIL, 1916, TO JUNE, 1918 

Car Armature Commutat or or R aceway Balls 
N o. No. Pinion-E nd A*-Wear, In. B t -Wear, In. 

25 402,856 C.E. 1. 370 0. 003 0. 562 0 
P .E. 1. 649 0. 014 0. 933 0. 005 

25 402,775 C.E. 1.369 0. 001 0.562 0 
P .E. 1.657 0. 012 0. 936 0. 005 

26 402,773 C.E. 1. 367 0. 003 0 . 562 0 
P.E. 1. 658 0. 009 0. 937 0.001 

26 402,772 C.E. 1. 368 0. 003 0 .562 0 
P.E. I . 658 0. 008 0. 937 0 

27 402,768 C.E. I . 367 0. 003 0. 562 0 
P.E. I. 657 0. 012 0. 936 0. 003 

27 402,774 C.E. 1.367 0. 003 0 . 562 0 
P.E. I . 657 0. 012 0. 936 0. 00 3 

* A is the distance in inches from inside of inner race to outside of outer race, 
b earing assembled . 

t Bis the diamet er of the balls in inches. 

In addition to the measurements taken the followin g 
conditions were noted: (1) Inner races were all in 
good condition. (2 ) Outer races at the commutator end 
were found to -have the outside slightly pitted in some 
places and faint r ings worn from turning in the housing. 
At the commutator end inside, two small g rooves were 
worn where the balls r un. The pinion end outside was 
slightly pitted in some places and faint r ings were 
worn from turning in the housing and grooves were 
worn where the balls run. Two ragged holes of . s-in . 
diameter in one of the grooves of a rmfl,ture No. 
4 02,774 appeared to be due to a local defect in the steel. 
(3) All balls were in excellent condition except one ball 

,of armature No. 402,773, commutator end, which had 
two pits of about h- -in. in diameter. ( 4) All separa
tors were in good condition. (5) On armature No. 402,-
856, pinion end, the locking spring on the nut holding 
hall bearipg in place was broken and the nut had un
screwed. Complete mileage data on armature ball bea r
ings are not yet ava ilable, but the informat ion given in 

the table above might be used as a basis to estimate 
the life. 

The data presented in the table show that the balls of 
the commutator-end bearing on the six motors tested 
had not worn at a ll. The wear of the balls in the pinion 
end bearing varied from nothing to 0.005 in. 

The thickness of the bearing measured from the 
inside of the inner race to the outsi de of the outer race, 
with the bearing assembled represents the amount the 
armature dropped toward the poles and is one-half the 
total wear of the bearing. As the table shows, this wear 
after nearly 100,000 miles of service was found to vary 
from 0.001 in. to 0.014 in. In the original design the re
taining collar which holds the pinion end ball bearing 
was screwed on and held in place with a locking spring. 
Breakage of the locking pin spring allowed the collar to 
unscrew and thus caused the bearing to wear faster . 
The first remedy was to secure the collar nut with a 
·i\-in. cotter key. The second and permanent remedy as 
applied also by the manufacturer is to discard the nut 
by shrinking the retaining collar on the shaft. 

By referring to the notes under the table it will bf: 
seen that the outside of the outer races was found 
slightly pitted, the scars being rough spots ½ in. to 2 in. 
in diameter. Further study of one bearing on car No. 
25 indicated that this was due to the passage of current 
through the bearings. To prevent this we now ground 
the motor frame to the truck. In any event, the rough
ening of the outer surfaces does no harm since the balls 
do not run on them. 

From our experience, we feel justified in saying that 
the use of armature ball bearings greatly simplifies the 
upkeep of rolling stock, particularly on small properties 
where frequent, specialized inspection is out of the 
question. 

Train Service for War-Time Rush
Hour Traffic 

Prople's Railway, Dayton, Ohio, Is Handling Large 
Numbers of Munition and Other War Workers 

-Details of Couplers Are Given 
in This Article 

The People's Railway, Dayton, Ohio, is having ex
cellent success in using trai n operation fo r handling 
rush-hour traffic. The company, has had the problem of 
transporting a steadily increasing host of munition 
workers in addition to the regular rush-hour t raffic. 
The city of Dayton is unique in having it s st reet rail
way service supplied by six independent operat ing com
panies. Of these the People's Railway is one of the 
oldest and la rgest, operating some 35 miles of import
ant through r outes. 

Among the manufact uring establishments located 
upon its lines may be mentioned the Recording & Com
puting Machine Company, Ohmer F ar e Register Com
pany, Barney & Smith Car Company and the Maxwell 
Motor Company. All of these have made extensive 
additions to their plant s and operating forces. 

To handle this increased traffic the People's Railway 
has purchased considerable new equipment during the 
past year and there are now in service forty large 
double-truck motor cars, fif ty-one single-truck motor 
cars, ten large double-t ruck trailers (see E. R. J., April 
6, 1918, page 669) and fo urteen single-truck trailers. 
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MULTI-POINT DISCONNECTING SWITCH IN ELECTRIC 
COUPLER CIRCUIT 

Special rush-hour service is provided by two and three
car trains consisting of pay-as-you-enter, double-truck, 
double-end, motor cars with a seating capacity of forty
four, coupled to one or two, double-truck, center-en
trance trailers with a seating capacit y of fifty-five each. 
The combined seating arrangement for 154 passengers 
is no true measure of the total capacit y of a three-car 
train, as large standing room space is provided afford
ing comfortable accommodations for more than 400 
passengers. This train service was inaugurated in 
June, 1917, and has since demonstrated its merits not 
only in increased transportation efficiency but in the re
sultant economy as well as the winning of unqualified 
public approval. 

The increased number of loading platforms together 
with the automatic motorman's s ignal controlled by the 
car-door position minimizes the length of stops and 

"cleans up" the heavy traffic points effectively. As an 
extra safety feature long coiled springs, extending be
tween dashes of coupled cars, to provide barriers to pre
vent pedestrians from walking in between cars. Special 
vertical metal strips attached to the dashes are used to 
prevent unsightly chafing of these springs while round
ing curves. 

For the purpose of saving time in making up tr~ins 
and insuring safety for trainmen the Tomlinson coupler 
manufactured by the Ohio Brass Company is used for 
making mechanical, air and electrical connections be
tween cars. In addition to coupling the cars automatic
ally, this coupler establishes at the same time a connec
tion of the two air-brake pipe lines and the five elec
trical circuit connections between the cars of the train. 
The air-pipe couplings are integral parts of the coupler 
head proper while the electrical couplers are in the form 
of separable units bolted on the side of the coupler 
head. Each electric coupler provides contact points for 
the fo llowing purposes: One buzzer signal circuit, tw ~ 
single-stroke bell circuits, one door signal circuit, two 
spare contact points available for future use, and three 
circuits connected in parallel for the trolley circuit are 
used for furnishing heater and light current to the 
trailers. 

An important safety feature of the electric coupler is 
the multi-point disconnecting switch mounted under the 
car platfrom and operated manually by extension 
handles running to each side of the car near the corner 
post. These switches are of the inclosed drum type with 
the air brake cut-out cocks mechanically coupled to tne 
ends of the switch drum in such a manner that air for 
the brakes on the trailers can be obtained only while 
these switches are in the closed position. An uncoupled 
motor -car, therefore, cannot be operated with its 
switches closed ( exposed electric coupler contact points 
alive) due to the fact that the pipes of the air-brake 
system are open. 

An ingenious modification of the standard H. B. life
guard tripping gate permits its ready removal by a for
ward swing and lifting the engaging hooks from the 
suspension rod. This is necessary on the coupled end 
of the motor car to permit lateral swing of the coup
lers on curves. 

<- ,,.,, ,~,,,,, .;;,:; - -· ,-, •-

TRAIN WITH CEN T E R-ENTRAKCE TRAILERS, PEOPLE'S RAILWAY, DAYTON, OHIO 
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Controlled Permissive Signaling for 
the Winnipeg Electric Railway 

The Number of Cars That May Follow Through a 
Block in the Same Direction Is Limited by the 

Revolving Switch of the Signal Relay 

IN THE operation of electric railways over single
track sections between successive passing sidings or 

between double track, it is convenient for several cars 
going in th2 same direction to follow through the same 
block and occupy it at the same time. Single-track 
permissive signaling is required for such movements. 
The two signals at the end of the block are intercon
nected in such a way that when a car has entered the 
blcck the signal at the other end of the block indicates 
"Stop and Stay," while the signal at the entering end 
indicates "Permissive." In accepting the permissive in
dication ~he motorman of a following car is informed 
thereby that he is entering an occupied block, but that 
the traffic therein is moving in the same direction. 
Trolley contactor signals operating in this manner, in
volving a car counter in the signal relay, have been 
in use more than fifteen years and have proved of great 
value. 

On street railways having cars running on close head
way and free to take a block when the signal is clear 
or permissive, this very facility of movement is an ob
jection, since by continuous movement in the one di
rection, at certain spacing, traffic in the opposite direc
tion may be indefinitely held up. To prevent the latter 
the N achod Signal Company has developed a "con
trolled permissive" system in which not more than a 
predetermim:d number of cars may follow through the 
block in the same direction. To accomplish this ~ peg 
is set in any desired hole on the revolving switch 
of the signal relay to control the number of cars that 
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C 
THREE INDICATIONS CONTROLLED PERMISSIVE 

SIGNALS FOR WINNIPEG ELECTRIC RAILWAY 

may follow through the block; and the system is such 
that it may be added to N achod signal installations 
already in service. 

The diagram shows the layout with type CD sig
nals as supplied to the Winnipeg (Manitoba) Electric 
Railway. The three-indication signals A and B ·.are 
located near the switch points facing the double track, 
with entering trolley contactors 1 and 3 two spans in 
advance of the signals, and leaving contactors 2 and 4 
near the frog. Two line wires connect signals A and 
R, and two line wires connect the contactors at one 
e;nd of the block with near signal. The arrangement 
thus far describes the standard permissive signal. The 
supplementary two-indication light signals C and D 
are located on the same poles that support the entering 
contactors 1 and 3, these signals being normally green, 
bu t may be thrown to red. In operation, suppos ing the 
relay to be set for three cars, then with two cars in 
the block running from A towa rd B, signal B will be 

at "Stop," signal A at "Permissive," while signals C 
and D will be green. The third car may therefore 
enter the block at contactor 1, but this will cause signal 
C to go to red behind the enter ing car, and there
fore no more cars will attempt to pass under contactor 
l. The cars will pass out of the block one at a time, 
uut signal C will remain red until the last car goes out, 
when it will go to green as signals A and B clear. 

Portable Machine Shop Installation Near 
the Battle Front 

PORTABLE machine shops with such equipment as 
is usually found in a repair shop are used at the 

Jront in France. As shown in the illustration the equip
ment is mounted in cars each 20 ft. long and 5 ft. 4 in. 
•.vide. These are used on the light railways ( 60 cm. 
gage). The equipment provided includes drilling and 
grinding machines, hacksaws, lathes and planing ma
chines operated by power from one of the standard 

PORTABLE MACHINE SHOPS IN FRANCE 

petrol-electric tractors. The equipment is usually in
si alled in groups with the intention of having four or 
more cars connected up as a unit. The tractors can 
haul the other cars constituting the machine shop for
ward or backward as desired. The shop remains in one 
location, however, unless it is decided to change the light 
railway base. The sides of the cars are arranged with 
hinges at the bottom and open outward, thus forming 
a platfo~ extension on each side. · 

Where the nature of the repair work is too heavy or 
complicated to be handled readily in the field, the rolling 
stock is shifted to a large central repair plant thoroughly 
t'quipped with machine tools, spare parts and appliances 
l~f various sorts for rehabilitating engines or cars which 
suffer from the troubles incidental to light railway 
operation. 

Increasing Capacity of Railway Motors by 
Vanes on Rotors 

AS DESCRIBED in the ELECTRIC RAILWAY JOURNAL 
of Aug. 12, 1916, the Portland Railway, Light & 

Power Company, has been installing vanes for venti
lating its GE-58 motors. Up to the present time auout 
100 motors have b: en equipped in this way. The plan 
has been so successful that all the motors of this type 
are to be so equipped as rapidly as opportunity offers. 

The vaned back plates are 14 in. in diameter, and 
are cast with twelve equally spaced projections ~ in. 
deep, to which the vanes are riveted with two rivets 
to each vane. The cost of labor and materials for 
these new back plates with vanes attached is about $1.10 
each. ~ 
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Windows in Automobile Top to Facilitate 
Inspection 

By HAVING openings cut in the top of the automobile 
which he uses in overhead inspection, J ames Scott, 

superintendent of overhead Cl~veland Railway, has made 
this inspection work a great deal easier. As the accom
panying illustration shows, a line of three openings 
about 10 in. x 12 in. each is made in the top immediately 
over the driver's seat. These openings are covered with 
celluloid sewed to the material in the top with a rein
forcing of several thicknesses of the same canvas as 
is used in the top. The work was ?one by the automobile 
manufacturer. 

This simple arrangement permits the inspection of 

A HANDY KINK FOR THE I N SPECTOR OF OVERHEAD 

CONSTRUCTION U SED IN CLE VELAND 

overhead while driving, and incidentally it is very con
venient when the driver wishes to make notes at night. 
In the latter case he can stop his car under a street 
lamp and have excellent illumination for any notes he 
wishes to make on a writing pad. 

Twenty Cars Remodeled to Safety Type 

T WELVE single-truck cars and eight double-truck 
cars on the El Paso (Tex. ) Electric Railway have 

recently been remodeled for safety car operation 
through the addition of air brakes and the outfits of the 
Safety Car Devices Company. In both types resem
blance to the new cars in operation has been secured by 
ehanging from monitor to arch roof, using the same 
type of trolley base support and completely refinishing 
both the interior and the exterior. The cluster light
ing has been changed to two individual rows of five 23-
watt Mazda lamps each. 

The single-truck cars which seated thirty-two pas
sengers now seat thirty-six through the use of extra 
seats on the idle platform. The ~eating capacity of the 
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TWO REMODELED CARS IN SERVICE AT SAN 
JACINTO PLAZA 

double-truck cars has been raised from forty-four to 
forty-eight. While these cars will not be so fast and 
so light as those of the Birney type, they will cost ap
preciably less to operate than before, and will permit 
more frequent service to be given. 

The rebuilt cars are going into operation on the lines 
first equipped with new cars so that the public will al
ready be accustomed to front-entrance operation. The 
new cars will be transferred to other lines as fast as 
they can be replaced by cars of the remodeled type. 

Home-Made Gasoline Motor Car for 
Auxiliary Service 

The Sumpter Valley Railway, Baker, Ore., recently 
built in its shops a gasoline motor car for " auxiliary 
service on its narrow-gage line. A 45-hp. White motor 
truck engine was used and the body was built to seat 
twenty-seven passengers. A light four-wheel pilot 
truck was set under the head end and a single pair of 
large diameter wheels to which power was transmitted 
served as the rear truck. The car was designed to make 
an average speed of 20 m.p.h. and operated over grades 
up to 4 per cent. Excellent service is reported for the 
thirty days during which the motor was in use. At the 
end of that time it was completely demolished in a head
on collision. 

GASOLINE MOTOR CAR ON NARROW-GAGE ROAD 
OF SUMPTER 

0

VALLEY RAILWAY 
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Improved Co-operative Plan 
Company in Philadelphia Announces 

Further Liberal Modification of 
Employees' Co-operative Plan 

The Stotesbury management of the 
Philadelphia (Pa.) Rapid Transit Com
pany on Aug. 19 submitted to all em
ployees of the company an improved 
co-operative plan. It will do more for 
the men than the plan which has been 
ir. such successful operation during the 
past seven years, and under whicl: the 
public and the owners of the property 
have benefited along with the em
ployees. 

ALL EMPLOYEES INCLUDED 

The co-operative plan as now improv
ed will include benefits to all employees, 
putting the men in the electrical depart
ment, shops and buildings, way, and 
other departments on a proper compar
ative basis with those operating the 
cars. Under the plan, there will be 
established larger sick and pension ben
efits and greater life insurance. Wages 
will be based upon the average of 
wages established by the War Labor 
Board in the four big cities, Chicago, 
Cleveland, Detroit and Buffalo. 

Sick benefits will be at the rate of 
$1.50 a day commencing with the eighth 
day's illness, and continuing for a period 
not to exceed 100 days in any year. 
This is in addition to the -amount which 
the company pays in case of injury 
under the Workmen's Compensation 
Act of Pennsylvania. The present sick 
benefit is only $1 a day. 

A pension of $40 a month will be 
paid to any incapacitated member who 
has reached sixty-five years of age and 
b2en in the service of the company con
tinuously for twenty-five years. This 
compares with $20 a month now being 
paid. Special cases will receive special 
consideration. Every member will re
ceive a life insurance for $1,000, main
tained while he is in the service of the 
company. This takes the place of the 
present death benefits of ~650. For all 
of these benefits and protection to him
self and family, the employee will pay 
only $1 a month. The company will con
tribute $10,000 a month for the same 
purpose. Any and every. employee who 
has been with the company a year may 
become a member of this co-operative 
plan. 

How THE PLAN HAS w ORKED 

Under the co-operative plan which 
has been in effect some very important 
accomplishments have resulted. The 
8tot esbury management took over the 
property following- two serious strikes. 
The settlement of thE};jast one provided 
a wage scale of 23 cents in 1911 in-

creasing to 25 cents an hour by July 
1914. The co-operative plan was adopted 
by the Stotesbury management in 
August, 1911, and accepted by the men 
in November. It carried a promise that 
the 22 per cent of passenger receipts 
would give the car men 28 cents an 
hour by July, 1916. Actual1y, they 
were receiving 31 cents by that time 
and since then the fund has enabled 
further increases to 43 cents an hour. 
In dollars and cents, the result to the 
men has been that from July 1, 1911, 
to June 30, 1918, they have received 
under the co-operative plan $5,368,153 
more than they would have had under 
the scale fixed in the strike award. Re
cently, with the approval of the co-op
erative committee and the management, 
a further advance of 5 cents an hour was 
given, making the scale in Philadelphia 
the same as that established in other 
cities of the first class by the War 
Labor Board. 

NEW PLAN A FAMILY MATTER 

The improved co-operative plan has 
been sent personally to every employee 
of the company that he may have it for 
study at home, and it is requested that 
the wives of all men shall join with 
their husbands in making such study, 
because it is obvious that the plan is 
essentially a family proposition and it 
is desired that the women folk indicate, 
along with the men, their approval of 
the plan. A card is inclosed with the 
statement of the plan with places for 
the signature of both the employee 
and his wife. 

The present plan of representation by 
co-operative committeemen will be con
tinued with such enlargement as to 
Pumbers as the added membership of 
the improved co-operative plan makes 
necessary:. 

Increase in Wages for Third 
Avenue Men 

The Third Avenue Railway, New 
York, N. Y., on Aug. 21 a nnounced an 
increased scale of wages for its motor
men, conductors, and storage battery 
men. The increase affects a total of 
2100 employees, on all the lines oper
ated by the company in Manhattan, 
the Bronx and Westchester. 

By the increase the scale of from 30 
to 36 cents an hour which has been in 
force for all classes of employees is 
raised to a scale of from 40 to 43 cents. 
F irst, second, a nd third-year motormen 
and conductors will receive 40 cents, 
and men of more than three years' 
service will be paid 43 cents a n hour. 
Storage battery men, r egardless of the 
term of service, will r eceive a flat rate 
of 40 cents an hour. 

Hearing on Cincinnati Grant 
Salaries and Fares Principal Points 

Discussed at First Public Hearing 
on New Grant 

At the first public hearing on the 
proposed revision of the street railway 
franchise at Cincinnati, Ohio, Council
man A. L. Murdock demanded that the 
Cincinnati Traction Company be re
quired to submit a statement showing 
the salaries paid its officers. C. W . 
Culkins, director of street railways, ex
plained that he has no authority under 
the present franchise to require the 
company to make such a statement, but 
he said that figures had been submitted 
showing that the amount of salaries 
paid the officers and legal representa
tives averaged $6,000 a month, which is 
less than 0.08 cent per car passen
ger and has little bearing on the fare 
question. 

CITIZENS WANT FIVE-CENT FARE 

W. J. Schultz, representing the citi
zens' committee, asked that the rate of 
fare in the revised ordinance be changed 
from 6 cents to 5 cents. He declared 
that if the change was not made, there 
would not only be a referendum, but an 
ordinance would be initiated which 
would take away from the City Coun
cil the power to regulate fares. He 
made a long talk in exp.lanation of the 
relations existing between the Cincin
nati Traction Company, the Cincinnati 
Street Railway and the Ohio Traction 
Company. 

The ordinance was read for the sec
ond time before the City Council on 
Aug. 16. It is possible that it will be 
brought up for a third reading and pas
sage on Aug. 21 or 22. Mayor Galvin 
has assured officers of the Amalga
mated Association that he will sign the 
ordinance as soon as it is passed. Em
ployees have notified the company that 
some action on an increase in wages 
must be taken by Aug. 30. 

COUNCIL MEMBERS FAVOR MEASURE 

Several other public meetings have 
been held, but there are indications 
that a ma jority of the members of Coun
cil favor the measure and will vote 
for it, in the belief that it is the best 
arrangement that can be made under 
present circumstances. 

Another hearing was held on Aug. 
19. Many suggestions were made, but 
few were adopted. 

The report of the sub-committee on 
the revision of the franchise was ap
proved by the joint Council and citizens' 
advisory committee on Aug. 9. The 
main provisions of the revised draf t 
were reviewed in the ELECTRIC RAIL
WAY JOURNAL of Aug. 17, page 302. 
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Service-at-Cost for Chicago 
Salient Features of New Plan Now Awaiting Public Approval and 

Passage of Enabling Acts for Unification 

A "service-at-cost" plan has again 
bE en applied in the solution of a long 
t r ansportation controversy. The Chi
c~.go City Council on Aug. 14, as men
tioned in a preliminary note in the 
ELECTRIC RAILWAY JOURNAL of Aug. 17, 
sanctioned an ordinance to bring about 
the . consolidation · of the surface and 
elevated sy~tems ,and to provide for the 
construction of subways by the city. 
The personnel of a board of trustees 
nairted by the companies was approved 
by the Aldermen and, if the measure 
finally ' becomes effective, these nine 
men will have full charge of the cor
poration and the carrying out of a con
si".ruction program involving $500,-
000,000. 

MEASU.RE l\1usT Go BEFORE VOTERS 

Various steps a re still to be · taken 
before the ordinance becomes law, but 
the overwhelming vote in Council is 
said to indicate that the measure m eets 
with popular approval. If the fran
chise is not vetoed by t he Mayor, it will 
be submitted to the voters of the city 
on a referendun1 on Nov. 5 next. If 
it is approved by the public, the State 
Legislature next Januar y will be asked 
for new laws, giving the t r ust ees the 
right to operate the combined system, 
permitting franchises longer than 
twenty years, and amending the sub
way act so as to permit the city to 
lease bores for longer tha n t wenty
year periods. All these acts must again 
be submitted to the City Council. Then 
the various companies will be a llowed 
six months time in which t o perfect a 
consolidation and accept t he ordinance. 
It is believed that the ordinance will 
become effective about January, 1920. 

To review briefly the main points 
of the or dinance, noted heretofore in 
this journal, it may be st ated that the 
n ew ordinance gives the Chicago Local 
Transportation Company- the new 
trustee corporation- author ity to take 
oYer the existing proper ties without 
paying a dollar and to const r uct, main
t &in and operate the combined system, 
including subways for surface and 
n ,pid transit lines to be paid for out of 
the city's traction fund. The plan con
t emplates operation of service a t cost 
with full protection of the capital in
vestment during an indeterminate 
period. 

CONTROL BY TRUSTEES 

Management of the corporation is to 
be vested in a board of n ine t rustees, 
the members of which up to 1928 are 
to be named by the present companies 
subject to approval by the City Council. 
Three of the members a re t o hold office 
until Dec. 31, 1928, three others for 
a,nother year, and the remaining three 
until Dec. 31, 1930. The City Council 
is to designate their successors, and 
any vacancies are to be filled by the 
board. The annual salary is t o be 
$5,000. Three of the nine trustees are 

to compose the executive committee 
and receive ext ra compensation. The 
board will have power to elect officers 
of the company, who may or may not 
be trustees. 

The financial plan is somewhat com
plicated. The authorized capital ac
count as of June 30, 1916, is $220,114,-
428, and of this amount 60 per cent is 
to be in the form of bonds and the re
maining 40 per cent will be stock or 
debentures. The bonds are entitled to 
receive present rates of interest. The 
other securities are to be guaranteed a 
1·eturn of 8 per cent up to 1932, the 
end of the average franchise life, and 
7 per cent thereafter. All new capital 
will receive a return based on actual 
cost. Some of the corporations have 
bonds outstanding in excess of the pur
chase price and all have more than 60 
per cent of their obligations in the form 
of bonds. These excess securities will 
have to be exchanged for debentures 
with no lien on the property but with 
a higher rate of return. 

There is sufficient money in the 
r,resent city traction fund to build the 
subways called for under the ordinance. 
These subways will be rented to the 
company at 6 per cent after operation 
begins, while the charge for city money 
during construction will be 3 per cent. 

For maintenance and repairs the 
company must spend each year 6 per 
cent of its gross receipts, and the un
expended portion is to be deposited in a 
special fund. The renewal and de
preciation fund will be made up from 
payments of 8 per cent of the gross 
r eceipts every month, and the trustees 
may increase this percentage when 
necessary. 

A CCOUNTING SYSTEM 

Commencing five years after the 
E'ffective date of the ordinance, one
fourth of 1 per cent of the t hen out
standing capital account is to be paid 
into an amortization fund from the re
ceipts of the combined system. Each 
fi ve years thereafter this amount is to 
be increased until it reaches 1 per cent 
of the capital account, with the pro
vision that the amount paid in any 
year is never to be less than in the 
preceding year. This fund is to be used 
either for betterments and extensions 
other than subways or the retirement 
of outstanding securities. 

The accounting system calls for the 
payment of: (1) all operating expenses; 
(2) if!terest on bonds; (3) subway 
rentals; (4) payments into the amorti
zation fund, and (5) payment of in
terest due on other securities. If the 
gross receipts are insufficient in any 
year to meet these payments, the de
ficit is to be cumulative. Any surplus 
is to be deemed surplus receipts and 
be added to the amortization fund. 

Rates of fare are to start with 5 
cents for each passenger twelve years 
of age or over, and 3 cents for each 

passenger between seven and twelve 
years. If, however, any other rate is 
in force when the ordinance becomes 
effective, that rate is to continue until 
altered by the trustees. The latter 
a lso have authority to fix a charge of 
2 cents for transfers between rapid 
transit and surface lines. An emer
gency fund of $2,000,000 is created to 
protect the required payments and, if 
this is diminished below $1,000,000, the 
trustees are obligated to put into effect 
immediately higher transfer charges 
or rates of fare until the deficit is made' 
up. Moreover, if the surplus receipts 
at any time are s.ufficient to justify a 
reduction in the transfer charge or 
rates of fare, the trustees are required 
to make such reduction. The transfer 
privileges are extremely liberal under 
the ordinance, as each passenger is to 
be a llowed to transfer wherever two 
lines connect, intersect or come within 
200 ft. of each other. 

CITY HAS RIGHT OF PURCHASE 

The company is permitted to carry 
express matter and package freight 
on terms to be approved by the trustees, 
and it may enter into contracts with 
ccnnecting roads for through freight 
business. The company is required to 
pave, repave and keep in repair the 
part of the streets occupied by its 
t r acks. There is also a provision that 
the company clean and sprinkle its 
right-of-way, but whenever a deficit is 
created which would require an increase 
in fares or transfer charges the com
pany may be relieved of these latter 
obligations until the deficit is made up. 

The right is reserved to the city to 
purchase the property of the company 
at any time, on giving six months ' 
11otice, by paying the then existing 
ca pital account. This price as of June 
3G, 1916, was $220,114,428 for the com
bined properties, the elevated valua
t ion being $70,943,020 of this amount. 

There is also a section in the ordi
nance covering labor, which provides 
that hours of work and working condi
tions shall conform to reasonable 
standards, and that the employees shall 
receive wages not less than those cus
tomarily paid for similar work else
where. 

PROGRAM OF PHYSICAL CONSTRUCTION 

The ordinance also includes all de
tails as to the program for physical 
construction. The various elevated ex
tensions and improvements, as well as 
the subway routes, are listed, a con
sjderable proportion of the work being 
placed in the first and second three
year periods. _Detailed provisions are 
also set forth for permits, spacing of 
tracks, special work, poles and wires, 
pavement, power houses, cars, etc. 

There is no change in the present 
electrolysis ordinance, except that a 
board of electrolysis claims is estab
lished consisting of three members, one 
to be named by the city, one by the 
company. In the event that they are 
unable to agree on the third member, 
the latter is tq 1' be appointed by th~ 
"\\. es tern Society of Engineers. 



August 24, 1918 

Seattle Wage Contract Signed 
The proposed new contract between 

t he Puget Sound Traction, Light & 
Power Company, Seattle, Wash., and 
its trainmen has been signed and 
ratified by both parties, effective as of 
Aug. 1. The contract provides for an 
eight-hour day, arbitration of all dif
ferences between company and em
.ployees, time and a half for overtime, 
and co-operation in the arrangement 
of schedules to make as many straight 
runs as possible. A similar agreement 
has been drawn up to be signed by the 
city and the employees of the Munici
pal Railway. 

The contract provides that the com
pany shall not discriminate against 
union men, and on the other hand, that 
the union shall not discriminate against 
such employees as do not desire to join 
the organization. 

The agreement is to continue in force 
until Aug. 1, 1919, and from year to 
year thereafter unless either party de
sires a change, when notice of such 
desire must be given in writing thirty 
days before Aug. 1 of each year. 

The union of railway employees has 
asked the city to hasten the examina
tion of the company's books, in order 
that a settlement may be reached on 
the question of relief for the company, 
so that the wage scale may be put into 
effect. The scale will be retroactive as 
of Aug. 1, and if no adjustment can be 
reached by the city and the company, 
the entire matter· will shortly be re
ferred to the National War Labor 
Board. 

The new wage scale -increases the 
present wage of 33 to 40 cents an hour 
to 50, 55 and 60 cents an hour. Other 
conditions will remain practically the 
same as under the old agreement. 

Generator Accident at Norfolk 
An accident on July 26 to the 12,000-

kw. steam turbine at the Reeves Ave
nue power house of the Virginia Rail
way & Power Company, Norfolk, Va., 
has more or less seriously interfered 
with street railway service at Norfolk 
and vicinity. The company has been 
able to operate about 60 per cent of 
the normal regular service with the ex
ception of two days during the week 
ended Aug. 10, when the commercial 
power load and th~ intense heat re
sulted in heating ~he generators to a 
point where it was deemed advisable to 
discontinue the operation of the cars 
in order to avoid further dynamo 
trouble. Service was abandoned for 
the two days referred to from 8 a. m. 
to 5.30 p. m. and from 7.30 p. m. until 
midnight. The service that was given 
enabled the company to assist in tak
ing care of the morning and evening 
rush. 

The president of the Board of Con
t rol of War Construction Activities for 
the locality at Norfolk looked into the 
situation with a view to cutting off 
temporarily such commercial power 
a~ in his opinion was not absolutely 
essential. This reduction of power load 
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has enabled the company to resume the 
operation of approximately 60 per cent 
of the regular service throughout the 
day on the lines in the city. 

Portland Would Run Line 
To guide the city in its proposal to 

establish a municipal railway to Linn
ton for the relief of industries in that 
district along the line of the old United 
Railways, Mayor Baker of Portland, 
Ore., has asked the city legal depart
ment to furnish an opinion setting forth 
the legal questions involved, and outlin
ing a complete method of procedure to 
be followed. 

The United Railways has presented 
an inventory to the city giving a valua
tion of $232,000 on the line as railroad 
property, this price not including equip
ment. City Traffic Examiner E. M. 
Cousin presented an inventory of the 
same line, g iving a valuation of $90,000 
less. It is estimated that it would cost 
the city approximately $150,000 to place 
the road in operation, this price includ
ing cost of constructing 3 miles of 
tracks which have been torn up. Ex
aminer Cousin states that cars can be 
bought for $8,000 each, ·and that it will 
cost the city about $25 a day for power 
and $40 a day for labor, figuring on 
thirty trains daily. 

Judge C. H. Carey, representing the 
United Railway, has advised the Coun
cil that his company would not operate 
the line to Linnton, nor would it recon
struct the line, but that the company 
was willing to co-operate in any other 
way with the city in serving the people 
of Linnton with electric railway facili
ties. 

Commissioner Kellaher proposes to 
issue public utility certificates bearing 
4 per cent interest, and Ma'yor Baker 
advises that if the people of Linnton 
a re willing to buy these certificates, he 
will favor the issuance of them. It has 
been virtually agreed that if the city 
is able to reach an agreement with the 
company as to price, and definite as
surance is given that the Linnton people 
will care for the certificates, the city 
will purchase the line and begin opera
tion. 

Providence Wage Decision Later 
A decision in the case involving the 

demand of the employees of the Rhode 
Island Company, Providence, R. I., for 
an increase in wages, will be delayed 
by the joint chairmen of the War Labor 
Board, probably for a month or even 
longer. 

The question of wages for the men in 
Providence was one of the last to go 
before the board. The f ederal trus
tees in charge of the Providence prop
erty under the New Haven dissolution 
decree refused the demand of the union. 
Later an agreement was reached to put 
the matter before the federal board, 
but only on the understanding that the 
status of the company, financia l and 
otherwise, would be taken into consid
eration. 
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Short Strike in Ottawa 
The strike of the union employees 

of the Ottawa (Ont.) E lectric Railway 
has been settled. After a tie-up, which 
practically paralyzed business in Ot
tawa for two days , the railway resumed 
operation on Aug. 15 on all the various 
lines. 

The decision to return to work was 
reached at a meeting of the conductors, 
molormen and other employees held in 
the union headquarters at which they 
passed upon the proposal made by 
Senator Gideon Robertson to submit an 
appeal from the award of the concilia
tion board. The conciliation board 
awarded the men 33, 35 and 37 cents 
an hour. The previous wages had been 
26, 28 and 30 cents. The men asked for 
46 cents for men in the service six 
months, 48 cents for men in the service 
twelve months and 50 cents for men 
above one year's service. 

The strike ended without the slight
est sign of violence. Police and sol
diers were on duty, but the action of 
the company in deferring the operation 
of its cars precluded all possible dif
ficulty. 

Labor Board Approves P. R. T. 
Wages 

The National \Var Labor Board has 
3pproved the action of the Philadelphia 
(Pa.) Rapid Transit Company in vol
untarily increasing· the wages of its 
employees and otherwise revising con
ditions of employment to correspond 
with the award recently rendered in 
electric railway controversies by Wil-
liam H. Taft and Frank P. Walsh, joint 
chairmen of the board. 

The company increased the wages of 
its 7000 employees to correspond with 
the scale applied by . Messrs. Taft and 
Walsh in other first-class cities of the 
country. Moreover, it agreed that its 
employees may belong to any union 
which they may see fit to join, and of
fered to reinstate all of the men who 
participated in the strike, beginning 
May 29 last, without prejudice, and at 
the same rate of pay as they would 
have received had t;hey continued un
interruptedly with the company. 

As a result of the company's action, 
the board dismissed the complaint en
tered by the Street & Electric Railway 
Employees' Protective Union. This. 
complaint originated following the 
f;trike. It was renewed following the 
company's adoption of the Taft-Walsh 
award, on the ground that union work
f'rs were still being discriminated 
against. While dismissing the com
plaint, the board directed the secre
tary to assign an examiner to super
vise enforcement of the award in Phil 
adelphia as is being done in other cit
ies. The motion adopted by the board 
follows: 

"That inasmuch as the Philadelphia 
Rapid Transit Company has accepted 
the award of the National War Labor 
Board as applied to other cities of like 
class, the complaint of the Street & 
Electric Railway F,mployees' Pt·otective 
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Union is dismissed, and that the secre
tary be instructed to appoint an ex
aminer to see that the award is en
forced as in other cities." 

The new scale of wages for Philadel
phia was announced in detail in the 
ELECTRIC RAILWAY JOURNAL of Aug. 
10, page 251. 

Vienna Walks 
Now and then the stories that are 

published in regard to the economic 
conditions within the Central Powers 
contain references to the matter of city 
railway transportation. They indicate 
without exception a very serious condi
tion with respect to service, equipment 
and personnel. One of the latest of 
these sporadic articles sent from 
Zurich, Switzerland, indicates that the 
local railway situation in Vienna has 
reached such an acute stage that there 
is -a prospect of total suspension of 
service during the coming winter. So 
serious are conditions that the Burgo
meister had a recent audience with Em
peror Charles, in which he begged him 
to intercede with the military authori
ties, from whom must come all mate
rials for repairs and also necessary 
lubricant s. On the other hand Buda
pest is said to obtain from the military 
a uthorities everything it needs for the 
same purpose. 

Since the war the Vienna lines have 
assumed a service never before con
templated. They carry frf'ight, food
stuffs, wounded, and at night perform 
the service of funeral cars from the 
war hospitals to cemeteries. It is es
timated that they have transported 
1,000,000 wounded. All this has been 
achieved although about 11,000 em
ployees of the lines have been called to 
the colors. 

Municipal Railway Extension Plan 
The City Council of Seattle, Wash., 

recently passed an ordinance introduced 
by Councilman Oliver T . Erickson pro
viding for the issuance of $1,200,000 of 
utility bonds for the construction of an 
extension of the municipal railway from 
the city limits nor th of Green Lake 
to connect >\-ith the elevated line an<l 
thence to the Lake Burien line, which 
runs beyond the southern city limits. 

The plan contemplates the construc
tion of the line from East Eighty-fifth 
Avenue to Tenth Avenue northeast, 
south on the latter street, across 
the Tenth A venue's northeast bridge, 
now under construction , to Fuhr
man Avenue, thence to Fairview 
A venue, to Virginia Street and Fourth 
Avenue, and thence south over the 
tracks of the Seattle & Rainier Va!lev 
Railway to First A venue South a nd 
Washington Street, where the extended 
line will connect with the elevated rail
way. 

It may be necessary to construct 
a bridge along the east side of Lake 
Union, where the line will skirt the 
shore, as the Fairhaven A venue bridge 
is not wide nor strong enough to carry 
cars. 

News Notes 

Capital Traction Men Want Increases. 
-An increase to a maximum of 48 
cents an hour for motormen and con
ductors has been asked by men of Cap
ital Traction Company, Washington, 
D. C. 

Wage Increase for Indiana Union 
Traction.-An increase of 4 cents an 
hour has been given 400 conductors 
and motormen of the Union Traction 
Company, Indianapolis , Ind. The wage 
schedule, which was from 26 cents to 
36 cents an hour, will be increased to 
30 cents to 40 cents an hour. The in
crease went into effect on Aug. 15. 

Northern Indiana Increases Wages.
The Northern Indiana Railway, South 
Bend, Ind., has increased wages on both 
interurban and city lines. The inter-

- urban scale, formerly from 26 cents 
to 35 cents an hour, has been increased 
to 33 cents to 40 cents an hour. The 
city scale, now from 25 cents to 30 
cents an hour has been increased to 28 
cents to 33 cents an hour. 

Seattle Report Completed.-Thomas 
F . Murphine, superintendent of pub
lic utilities of Seattle, Wash., has com
pleted his examination into the books 
and accounts of the Puget Sound Trac
tion, Light & Power Company, under
taken to determine whether increased 
fares will be necessary to meet the 
increase in wages granted trainmen 
ou Aug. 1. The report will be turned 
over to the City Council in the near 
future. 

Strike in St. John.-Members of the 
• street railway and allied unions at St. 
John, N. B., struck on Aug. 15 and 
the city is without railway service. A 
shut-down of the entire plant of the 
New Brunswick Power Company, which 
c0ntrols the St. John Railway and sup
plies industrial plants and house elec
tric lighting, is threatened. The gas 
service has been cut off and newspapers 
are being set by hand. The men struck 
on a question of back pay. 

Strike at Marion Settled.-On Aug. 
JG the striking motormen and conduc
t ors on the local line of the Columbus, 
Delaware & Marion Electric Company 
at. Marion, Ohio, and the management 
of the road reached an agreement with
out any outside aid. During the period 
of the war the men are to receive from 
33 to 38 cents an hour and the scale 
will be advanced annually 1 cent an 
hour for six years of service. The in
crease amounts to about $7,000 a year 
tt• the company. 

Separate Louisville Organizations.
Employees of the Louisville (Ky.) Rail
way who have declined to join the 
newly organized union recently held a 
meeting at the offices of the company 

and formed an independent organiza
tion, with the name of Louisville Street 
Railway Employees' Association. The 
new association is composed of the 
older employees, who declare their 
loyalty to the company and their inten
tion not to demand an exorbitant in
crease in wages. 

Arbitrator Protested.-The appoint
ment of C. U. McElroy, Bowling Green, 
Ky., by Governor Stanley as the third 
arbitrator at Lexington, Ky., has been 
protested by the union and Secretary 
of Labor William B. Wilson has noti
fied Eugene Southerland, president of 
the union, that he will -send a repre
sentative to Lexington. The Kentucky 
Traction & Terminal Company had se
lected F. W. Bacon, Philadelphia, as its 
representative and the union had B. F. 
Kible, Portsmouth, Ohio. These two 
were not able to reach an agreement 
and the Governor was asked to appoint 
a third man. 

Toledo Commission Files $9,500 Ex-
1wnse Account.-A report of the 
moneys received and expended during 
its investigation of the street railway 
muddle and the preparation of the so
called community plan, was filed with 
Mayor Oornell Schreiber of Toledo, 
Ohio, on Aug. 16 by the Toledo Street 
Railway Commission. In all John N. 
Willys furnished $9,500, all of which 
was expended in one way and another. 
Provision was made in the ordinance 
reported for the repayment of this 
money to Mr. Willys. Of this, it seems, 
Johnson Thurston received $2,600 for 
legal and general services. He was one 
of the members of the commission. 

Employees Organize for Mutual Aid. 
-The Eastern Texas Electric Company 
Employees' Association of Beaumont, 
Tex., has been organized and charter 
has been filed in the office of the Secre
tary of State at Austin. This associa
tion has no capital stock and is for the 
mutual help and protection of the em
ployees of the electric company, which 
recently consolidated the Stone & Web
ster properties of Port Arthur and 
Beaumont. The association will oper
ate a long lines similar to the em
p:oyees' association recently organized 
in Galveston by the employees of the 
Galveston Electric Company and the 
Galveston-Houston Interurban line. 

Wages and Fares Coupled.-With 
the announcement ·on Aug. 15 by of
ficials of the Wilmington & Philadel
phia Traction Company, Wilmington, 
Del., of an increase in wages of 4 to 
5 cents to motormen and conductors, 
based on length of service, the com
pany intimated that a further increase 
in fares might be asked. The new 
wage increase is in accordance with 
the recommendations of the War Labor 
Board. The employees have been re
ceiving from 37 cents to 40 cents an 
hour. The company some time ago 
h1creased fares to 6 cents and it is ex
pected that it will petition the Public 
Utilities Commission for the right to 
charge 7 cents ·a ride, or sell four tick
ets for a ·quarter. The new wage scale 
went into effect as of Aug. 15. 
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. Financial and Corporate 

Havana Lines Gained 
Higher Costs, However, Reduced the 

Gain of 16 per Cent in Gross to 
1.5 per Cent in Net 

For the year ended Dec. 31, 1917, 
the earnings from operation of the 
Havana Electric Railway, Light & 
Power Company, Havana, Cuba, showed 
substantial gains as compared to those 
for 1916. The gross earnings from 
operation were 16.16 per cent greater 
than in 1916 and, although the extra
ordinary rise in the prices of all com
modities increased the operating ex
penses 33.8 per cent, the net earnings 
from operation gained 5.24 per cent. 
Even after the deduction of both the 
United States and Cuban taxes, there 
still remained 1.57 per cent more than 
in the preceding year. Detailed figures 
for the last two years are given in 
Table I. The division of 1917 earnings 
is shown in Table II. 

The total number of passengers in 
1917 was 66,418,450, an increase of 
6,719,659 or 11.25 per cent. This ,is the 
highest percentage increase since 1906, 
when the present management began. 
Passenger earnings also gained 11.25 
per cent. Track statistics show 2.21 
miles of main line built during 1917. 

The increase in operating expenses 
in the railway department, caused by 
the unusual conditions during the year, 
was lower in proportion than in the 
gas and electric light and power de
partments. In the former case about 
31 per cent of the increase was due to 
coal, 42 per cent to rise in wages of 
motormen and conductors, 14 per cent 
to loss from the book values of dis
carded power plant equipment sold, and 
13 per cent to salaries, wages, supplies 
and miscellaneous charges. 

Comparative statistics for the rail
way department in 1916 and 1917 are 
shown in Table III. 

Out of the net income for 1917, or 
$2,615,261, the company set aside as 
reserve for depreciation and special 
charges the sum of $211,843. It also 
paid out $1,976,254 in 6 per cent pre
ferred and common dividends, and pro
vided $117,373 for sinking funds and 

TABLE I - COMPARATIVE INCOME 
S T ATEMEN T OF HAVANA ELECTRIC 
RAILWAY, LIGHT & POWER COM-
PANY FOR CALENDAR YEARS 19_16 
AND 1917 

1917 Per 1916 Per 
Amount Cent Amount Cent 

Gross earn-
ings .. ... $6,989,599 100 . 0 $6,017,708 100. 0 

Operating 
expenses 
& taxes 3, 385,470 48. 4 2,443,885 40. 6 

Net earnings. $3,604,129 51. 6 $3,573,823 59. 4 
Other in-

come .... 149,755 2 I 144,561 2. 4 

Gross income $3,753,884 53 . 7 $3,718,384 6. 18 
Fixed 

charges. I, 138,623 16. 3 1,297,093 21. 6 

Net ineome . . $2,615,261 37 . 4 $2,421,291 40 2 

$64,000 for bad and doubtful debts. 
The balance then carried forward to 
1918 totaled $2,270,290. 

Dividend Complaint Dismissed 
After a brief investigation of the 

complaint filed with the District Attor
ney in which it was charged that of
ficers and directors of the International 
Railway, Buffalo, N. Y., violated 
the law last March by declaring 
a dividend when there was a 
deficit in the treasury, the District At
torney dismissed the complaint, holding 
there was no basis for such a charge. 
An investigation of the company's 
books showed there was a surplus at 
the time the dividend was declared. No 
inquiry has ever been made regarding 
the assertion that the company filed 
false statements with the commission. 

TABLE II-SUMMARY OF OPERATIONS BY DEPARTMENTS OF HAVANA ELECTRIC RAIL
WAY, LIGHT & POWER COMPANY IN CALENDAR YEAR 1917 

Gross Per Cent Net 
Earnings Operating of Earnings 

Department 
from Expenses Gross from 

Operation and T axes Earnings Operation 

~~~f~:t ) < ( 
$3,499,01 I $1,782,845 50. 95 $1,716,166 

2,454,312 790,413 32. 20 1,663,898 
817,295 562,203 68. 78 255,092 
173,968 206,804 118. 87 *32,835 

22,523 26,625 118 . 21 *4, 102 
22,488 16,577 73 . 71 5,910 

$6,989,599 $3,385,469 48 . 43 $3,604, 129 

TARLI;; Ill - COMPARATIVE RAILWAY STATl8TICS FOR 1916 AND 1917 

"potal number of.r,asseng,•rs carried ....... . 

p:::~:::~ ~:~~i;g~~---: ... ·. ·. : : .. . : : · .. : ·. ·. : : : . 
Passenger earnings per car-mile ..... ..... : 
Total carnini,s from operation .. .. ........ . 
Total operatmg expenses .. .. . .... ....... , 
Total (!PCrati1_1g expenses per car-mile.,,,., 
Operatm~ rat10 (per cent) . ..... ... . 
Net earnmgs from operation . ... ... . 
--~ase. 

1916 
59,698,791 
12,143,682 
$2,984,939 

$0. 2458 
$3,122,362 
$1,307,928 

$0. 1076 
41. 89 

$1,814,434 

1917 
66,418,450 
13,387,023 
$3,320,922 

$0 . 248 1 
$3,49Q,OJ I 
$1,663,9 17 

$0. 1243 
47 . 55 

$1,835,091 

Inerease 
6,719,659 
1,243,340 
$335,982 
$0. 0023 

$376,648 
$355,988 
$0 0167 

5. 66 
$20,659 

Per Cent 
of Gross 
Earnings 

49. 05 
67. 80 
31. 22 

* 18 . 87 
*18. 21 

26. 29 

51. 57 

Per 
Cent 
11 . 25 
10 . 24 
11 . 25 
0. 93 

12 06 
27. 22 
15. 52 
13 . 51 

I. 14 
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Boston Gross Gains 
First Two Weeks with 7-Cent Fare 

Show Gain of 30 per Cent 
in Gross 

The recent fare increase from 5 cents 
to 7 cents on the Boston (Mass.) Ele
\'ated Railway affords one of the first 
opportunities for the industry to study 
the effect of a substantial r ate advance 
upon the earnings of a great city prop
erty. In the Boston case the advance 
was simply a straight 2-cent additional 
ce,llection on all fares. The free trans
fer arrangements are not involved in 
the matter from the financial stand
point. If the number of revenue pas
sengers carried on the road had re
mained the same after the increase a s 
before it, there would have been a gain 
of exactly 40 per cent in earnings of the 
company. 

The actual gain in gross, however, 
as indicated by the first two weeks 
under the new schedule of fares, has 
been 30 per cent. This is a remarkable 
increase, in comparison with the ex
perience of other electric railways in 
the State. In many other cases where 
the fare has been raised from 5 to 6 
cents or from 6 to 7 cents, the gain in 
revenue has been barely half or even 
less than half the theoretical percentage 
increase; and sometimes, where the 
rates are complicatd througb the use 
of tickets or the modification of zone 
limits, the gain has been almost neg
ligible. 

The Boston Elevated Railway op
erates in about a dozen cities and towns, 
which border on the city proper or are 
immediately adjacent suburbs. There 
is a competitive suburban steam rail
road service in the Boston district 
which does a large business; jitneys 
are not at present a real factor in the 
situation, but the private automobile 
is a decided "revenue cutter." Long 
observation of traffic conditions indi
cates that the greater part of the falling 
off in revenue resulting from the ad
vance from 5 cents to 7 cents is to be 
attributed to a curtailment of trips not 
associated with travel between home 
and office or shop, and induding short
haul travel which would not hesitate 
at a 5-cent fare but which holds off at 
7 cents. The bulk of the daily neces
,:ary patronage is continuing, and so far 
the increased fare is not sufficient to 
divert any very substantial traffic to 
the competing steam railroad lines. 

The 30 per cent increase in revenue 
above obtained will, however, have to 
be further augmented in order to en
able the company to meet its increased 
operating expenses, fixed charges and 
its specified dividends, according to 
present indications. It cannot be said 
at this time whether a further increase 
in the fare unit will be required, or 
whether "lOme zone plan will have to 
be tried, at least with respect to the 
outer lines. Back of whatever plans 
for increasing revenue may be adopted 
stands the tax power of the State as an 
ultimate guarantee of t he actual cost 
of the service of the company as a 
public necessity. 
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W F. C. Helps Aurora Line 
.A. E . & C. R.R. Will Have New Note 

ls,;ue of $1,219,000, with Direct 
Federal Aid of $219,000 

As a result of conferences and nego
tiations with the War Finance Cor
poration, the Aurora, Elgin & Chicago 
Railroad, Wheaton, Ill. , will create a 
new issue of $1,219,000 of three-year 
7½ per cent collateral trust notes, 
dated Sept. 1, 1918, and secured by the 
company's first and refunding mortgage 
bonds at 75. All legal matters pertain
ing to the issue are to be subject to 
-a pproval of the counsel of the War 
Finance Corporation. 

Of t he required amount, the War 
1<'inance Corporation will make a direct 
advance of $219,000, subject to certain 
conditions, among which are: 

1. That the maturity of the outstand-

shown in the accompanying table, was 
more than offset by the rise of $1,267,-
082 in operating expenses, so that the 
net earnings decreased $139,963 or 1.9 
per cent. The balance available for 
renewals, financing and dividends 
showed a falling off of $402,056 or 13.6 
per cent. 

The increase in operating costs arose 
from the higher expenditures for coal, 
oil and wages. These were as follows: 
Coal a nd oil, $342,000, and labor, $292,-
000. Taxes increased $189,000. 

During 1917 the sum of $3,950,822 
was expended for additions, better
ments and extensions in railway, gas, 
electric, steam and water departments. 
During the year there was expended 
or appropriated from earnings for re
pairs, maintenance and renewals and 
replacements $2,156,115, which was 
$104,945 in excess of the appropria-

CO:\IPARATIVE INCOME STATEMENT OF SUBSIDIARIES OF UNITED GAS & ELECTRIC 
CORPORATION FOR CALENDAR YEARS 1916 AND 1917 

Per 
1917 191 6 Increase Cent. 

Cross earnings . . $16,287,275 
Opnating expensPs 1inel url ing maint011anc-e) .. 8,998,329 

$15, 160, 156 $1, 127,11 9 7 . 4 
7,731 ,247 1,267,082 16. 4 

N~~ earnings .. $7,288,946 
l axes .. .. . 1,156,370 

$7,428,909 *$139,963 * I. 9 
967, I 00 189,270 19 5 

Cross in('ome.. $6,132,5 76 $6,46 1,809 *$329,233 *5 . 0 
3,503,166 72,823 2 . I Fixed charges. . 3,575,989 

NPt income available fo r renewals, tina ncing a nd 
dividends. ...... . . . . . . . . . . . . . . . . . . . . . . . . . . $2,556,587 $2,95 8,643 *$402, 056 * 13 6 

*Decrease. 

ing $1,546,000 of bonds of the Elgin, 
Aurora & Southern Traction Company 
be extended to Sept. 1, 1921. 

2. That the banks holding the com
puny's unfunded notes- $237 ,000 in 
amount-subscribe for $200,000 of the 
new 7½ per cent collateral trust notes 
at par and accept the company's un
secured notes for the balance. 

3. That the holders of the company's 
~800,000 of 6 per -cent collateral trust 
notes, maturing Sept. 1, 1918, exchange 
their notes, par for par, for the new 7½ 
per cent collateral trust notes. 

The company performs vital func
tions in the transportation, power and 
lighting fields in the district imme
diat ely west of Chicago. The present 
abnormal costs of labor, fuel and ma
terials have brought about a condition 
resulting in a material curtailment of 
its net earnings and thus made it un
able to secure funds through regular 
banking channels . 

It is believed that a timely realiza
tion of the abnormal conditions con
fronting the public utility industry as 
a whole will influence holders of the 
company's maturing notes and bonds to 
extend them to Sept. 1, 1921, and thus 
enable the company to accept the offer 
of the War Finance Corporation. 

U. G. & E. Subsidiaries Show 
Lower Net 

The gross earnings of the sub
sidiaries of the United Gas & Electric 
Corporation, New York, N. Y., in
creased $1,127,119 during 1917 as com
pared to 1916. This gain, however, as 

tions for the same purposes in 1916. 
The balance in the renewals and r e
placements reserve on Dec. 31, 1917, 
for all of the subsidiaries was $2,355,-
819, after sundry adjustments. 

The current surplus earnings of the 
subsidiar y companies, a fter paying 
their preferred stock dividends, 
amounted to $1,829,526, of which 
amount $1,111,973 was paid out in 
common stock dividends. The balance, 
or 39.23 per cent of the current sur
plus earnings, was appropriated to the 
renewal and replacement reserves or 
added to existing surplus. The ac
cumulated surplus of the subsidiary 
companies, after all adjustments for 
current and previous years, amounted 
on Dec. 31, 1917, to $2,123,392. 

National Committee Study
ing Situation 

Country-Wide Organization Is Collect
ing Data Regarding Utility Needs 

-Investment Bankers Help 

To keep the Washington officials 
thoroughly posted on what is being 
done by the public utilities to secure 
increased rates from the local authori
ties the National Public Utilities Com
mittee is working diligently through 
its country-wide organization. This 
comprises the national committee, P.H. 
Gadsden, E. K. Hall and H. H. Crowell, 
and their Washington staff, and 111 
representative public utility men, com
posing the eight regional committees, 
twenty-eight state committees and the 
insular committees in the Philippines 

and Porto Rico. The personnel of the 
regional committees and the state 
chairmen were published in the ELEC
TRIC RAILWAY JOURNAL of March 30. 

The Investment Bankers' Association 
of America has offered to join forces 
with the · members of the regional and 
state committees in presenting the 
problems of the industry to state and 
municipal authorities and will assist in 
any other way that is justified by local 
conditions. In some states the invest
ment bankers have already organized 
committees and the National Public 
Utilities Committee has recommended a 
whole-hearted acceptance of the offer of 
the Investment Bankers' Association. 

To convince Washington officials that 
the public utilities have made the 
greatest possible effort to secure relief 
from the local authorities, the regional 
a nd state committees will ascertain and 
r eport to the National Public Utilities 
Committee what companies are in need 
of reiief, what action has been taken to
ward securing it, and what the results 
have been. This information will be 
presented to the various bureaus, 
boards, committees and administrations 
having an interest in the public utility 
problem. It is the purpose in the fu
ture to give complete facts in every 
case and to avoid generalizations. 

'Canadian Lines Hold 
Their Own 

The gross earnings of electric rail
ways in Canada for the year ended 
June 30, 1917, totaled $30,237,633 as 
c0mpared to $27,416,284 in the preced
ing year, a gain of $2,821,379, or 10.2 
per cent. The operating expenses 
amounted to $20,098,637 in 1917 as 
compared to $18,099,905 in 1916, an in
crease of $1,998,732, or 11.0 per cent. 
The operating ratio in 1917 was 66.47 
per cent, as compared to 67.24 per cent 
in the preceding year. The net income 
remained practically the same. A de
tailed record for the last two years is 
given in the accompanying table. 

COJ\IPARATIVE STATISTICS OF CANADIAN 
ELECTRIC RAILWAYS FOR YEARS ENDED 

JUNE 30, 1916 AND 1917 

Mileage, operating ..... . 
Capital stock ......... . 
F unded debt ....... ... . 

Gross earnings ........ . 
Operating expenses .. . 

Net earnings from oper-
ations .......... .... . 
Miscellaneous income. 

Corporate income ..... . 
Taxes, interest, etc ... . 

Net income ........... . 
Appropriated to re-

serves .... ........ . 
Appropriated to divi-

dends .......... .. . 

Unappropriated net earn-
ings ... ... .. ...... . 

Passengers carried .•.... 
Tons of freight hauled .. . 
Car mileage .......... . . 
Equipment, all kinds ... . 
Employees, all grades .. . 
Salaries and wages .... ' .. 

1916-1917 
1,743.54 

$70,606,520 
90,628,219 

$30,237,663 
20,098,634 

----
$ I 0, 139,029 

2,292,200 

$12,431,229 
7,552,368 

$4,878,861 

1,285,654 

2,468,686 

$1,124,520 

629,441,997 
2,333,539 

84,073,046 
4,295 

11,696 
$9,45 1, 68 5 

1915-1916 
1,730.73 

$67,738,275 
87,157,349 

$27,416,284 
18,099,905 

$9,316,378 
2,928,573 

$12,244,952 
7,358,283 

$4,886,669 

1,535,071 

2,834,906 

$516,690 

580,094,167 
1,936,647 

82,516,612 
4,442 

10,622 
$8,767,734 
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Cleveland Figures Disappointing 
The figures of Fielder Sanders, street 

railway commissioner, for the first five 
days under the 5-cent fare ordinance at 
Cleveland, Ohio, indicate that the Cleve
land Railway is receiving· an increase 
in revenue of less than 25 per cent, 
while an increase of 30 per cent will 
be required to pay the wages of the 
motormen and conductors and meet the 
higher costs of operation in other ways. 
The increase is not me~ting Mr. San
ders' expectations. Hii estimate was 
$2,7.00,000 in five months, but he now 
believes that more than nine months 
will be required to accumulate this ad 
ditional amount unless conditions should 
change for the better soon. 

He attributes the smaller increase 
to the extremely hot weather, the fact 
that many persons walk in preference 
to paying· the higher fare and the dif
ficulty in collecting· cash fares instead 
of tickets. He believes, however, that 
time will remedy these matters. The 
company will soon have tickets at the 
rate of five for a qua1·ter and he believes 
that people will become accustomed to 
the higher fares and go back to the 
cars in preference to walking. 

The Tayler franchise must be renewed 
by May 1, 1919, or the city will lose 
control of the operation of the cars. 
Mayor Harry L. Davis has indicated 
an unwillingness to sign a renewal un
less the franchise is amended in such 
a way as to include a penalty against 
the stockholders of the company when 
the service is poor or when the rate of 
fare is increased. 

Results with Increased Fares 
Railway service in Tacoma, Wash., 

has not improved despite the 7-cent 
fare recently established, according to 
shipyard workers in that city, and the 
Ship Laborers, Riggers and Fasteners' 
Union 1n that city has ordered that legal 
action be started to eliminate the 7-cent 
fare. Union officials state that the 

Keep the Home W[ieels Turning 

action is taken to prevent possible riots, 
a s a result of ag·itation among the 
workers. 

According to accountants of the 
Tacoma Railway & Power Company, 
7-cent fares have produced an increas ~ 
in revenue to the company of approxi-
mately $5,418 a week, or about 24.3 per 
C(;nt, but have decreased the number of 
passengers about 8.5 per cent. Out
side accountants are figuring the in
crease in wages paid to the men, and a 
complete statement will be ready short
ly for the committee of twenty-five 
citizens who recommended the fare in
cr ease. It is stated that for the week 
prior to the raise in fares the com
pany's revenues were $22,268. The 
second week after the fare increases 
became effective the revenues were 
$27,687. The total passengers carried 
decreased from 453,714 to 415,164. 
Transfers increased from 136,111 to 
145,080, or 6.6 per cent. This indicates 
that the short-haul workers that for
merly rode are now walking·. 

Financial 
News Notes 

Stockholders Subscribe for Bonds.
Montgomery & Company and Henry L. 
Doherty & Company announce that 
stockholders of the Cities Service Com
pany have subscribed to $2,100,000 of 
the $6,000,000 of Series B 7 pe"r cent 
convertible debentures recently offered. 
The formation of the syndicate was 
noted in the issue of Aug. 10. 

Discontinued for War Period.-The 
San Angelo Water, Light & Power 
Company, San Angelo, Tex., is not at 
present operating its electric railway 
system. The company has about 1 

M9 

mile of track but no other equipment. 
The road will probably not be operated 
a gain until after the war. 

Would Abandon and Sell Line.-The 
Indiana Utilities Company, which op
erates 3.75 miles of electric railway 
between Angola a nd Lake James, has 
applied to the Indiana Public Utilities 
Commission to sell the road for junk. 
In any event the company proposes to 
abandon its operation. 

Cities Service E arnings for 1917.
The combined gross earnings of t he 
Cities Service subsidiary companies for 
1917 were $69,634,872, with combined 
net earning., of $25,454,032. The 
balance after all interest charges and 
preferred stock dividends were de
ducted was $15,533,580. The electri.c 
railway subsidiaries carried 115,657,669 
passengers over 37 4 miles of t rack. 

Hearing on Abandonment Petition.
Chairman Hill of the Public Service 
Commission for the Second District of 
New York on Sept. 9 will give a hear
ing in New York City on the petition of 
the Westchester Street Railroad for 
approval of the proposed abandonment 
of its line from Tarrytown to White 
Plains and parts of its road in Tarry
town. 

Motion to Dismiss Receivership 
Suit.-The United Railways, St. Louis , 
Mo., through its attorneys, on Aug. 
15 in the United States District Court 
filed a motion to dismiss the amended 
receivership petition filed by John W . 
Seaman of New York a month ago. 
The motion for dismissal set forth that 
the amended petition did not state suf
ficient cause for action, was vague and 
indefinite and did not allege the same 
liability on the part of a ll the defend
ants. It also asserted that Mr . Seaman 
did not seek an adequate r'emedy within 
the United Railways corporation before 
going into court. A similar motion to 
dismiss the original receivership suit 
ftled eight months ago was sustained 
by Judge Dyer. 

Electric Railway Monthly Earnings 
COl\1MONWEALTH POWER, RAILWAY & LIGHT COMPANY, 

GRAND RAPIDS, MICH. 

Operating Operating Operating Fixed N ct 
P eriod R evenue Expenses Income Charges I ncome 

Im., June, '18 $1,831,428 *$1,162,616 $668,812 $505,784 $163,028 
Im., June, '17 1,550,770 *955,369 595,40 I 427,519 167,882 

12m., June, '18 20,789,999 * 13,797,411 7,062,588 5,648,168 1,414,420 
12m., June, '17 18,147,509 * 10,580,010 7,567,499 5,111,143 2,456,356 

E AST ST. LOUIS & SUB URBAN COMPANY, E AST ST. LOUIS, ILL. 
Im., June, '18 $318,857 *$243,468 $75,389 $67,915 $7,474 
Im., Junr, '17 296,753 * 198,621 98,132 64,598 33,534 

l2m., June, '18 3,863,918 * 2,8I0,900 1,053,018 801,618 251 ,400 
l2m. , .June, '17 3,362,412 *2,106,159 1,256,253 767,220 489,033 

F EDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. 
Im ., June, ' 18 $271,226 *$196,786 $74,440 $50,699 $23,741 
Im., June,' 17 206,827 * 165,887 40,940 50,257 t9,3l 7 
6rn., ,JunP, ' 18 1,728,476 * 1,154,996 573,480 302,447 271,033 
6m., ,Jun<•, ' 17 1,345,732 *918,910 426,822 293,334 133,488 

G R AND HAPIDS (MICH.) RAILWAY 
Im., June, ' 18 $103,19 5 *$79,973 $23,222 $ 19,328 - • $3,894 
Im ., .Junr,, ' 17 104,828 *72,133 32,695 18,972 j; 13,723 

12rn., ,June, ' 18 1,286,089 *942,379 343,710 226,881 1 116,829 
12m., .Junr , '17 1,303,090 *865,153 437,937 2 11,141 226,796 

LAKE ~ lfOitE E LECT RIC RATLWA Y , C L EVJ,; LAN D, OHIO 
Im,, June•, '18 $186,672 *$126,267 $60,405 $36,0 25 $24,380 
lrn ., ,June, '17 152,996 * 100,011 53,985 34, 207 19,778 
6m ., .June, '18 958, 841 *711,565 247,276 217,0 29 30,247 
6111 ., June, , '17 81 3,922 *565,065 248,8 57 206,043 42,814 

LEWISTON, AUGUSTA & W~TERVILLE ST REET RAI L WAY , 
LEWISTON, ME. 

Period 
Im., June, ' 18 
Im., June,' 17 

I 2m ., J une, ' 18 
I 2m., J une, ' 17 

Operating 
Revenue 
$86,482 

75,669 
885,908 
846,133 

Operating 
Expenses 
*$60,642 

*56,652 
*736,714 
*626,273 

Operating 
Income 
$25,840 

19,017 
149, 194 
21 9,860 

Fixed 
C ha rges 
$20,338 

15,678 
202,235 
184,686 

PORTLAN D RAILWAY, LIGHT & POWER COM PANY, 
PORTLAN D , ORE. 

Im. , J une, ' 18 
Im., June, ' 17 

f2m., June, '1 8 
12m., June, '1 7 

$632,552 *tt$39l ,5 58 $2 40,994 
490,652 *275,098 215,554 

6,818,090 *tt4, 181,568 2,636,522 
5, 664, 193 *3,070, 129 2,594,064 

$ )87,746 
176,699 

2, 155,699 
2, 173,776 

C H AT TANOOGA RA ILWAY & LIG H T COl\IPANY, 
C H ATTANOOGA,TEN N. 

Im. , June, ' 18 $ 149,073 *$120,003 $29, 070 $31,417 
Im., June, '1 7 128,805 *81,223 47,582 29,628 

Net 
Income 

$5,502 
3,339 

t53,04 I 
35,174 

$53,2 48 
38,855 

480,823 
420,28 8 

t$2,343 
17,953 

12m. , June, ' 18 1,552,084 * l,354,217 197,867 367,374 1 I 69,507 
I 2m., June, '1 7 1, 301 ,091 *907,416 393,675 357,675 36,000 

NASHVILLE RA I LWAY & LIGHT COMPANY, N. \ SHYILLE, TENN. 

Im., Junr, ' 18 $238,5 70 *$ 154,604 $83,966 $40,527 $43, 439 
Im., .June, ' 17 194,493 * l26,143 68,350 40,321 28,029 

12m., June, ' 18 2,566,877 * 1,646,003 920,874 489,555 431,3 19 
l 2m., .June, ' 17 2,43 1, 587 * l, 529, 333 902,254 4?6,976 405,2 78 

* Includes tax<'s, i" D<'ficit. tt For t he month $18,977: and for tw,·lve 
mon t hs, $290,5 12 included fo r dcprednt.ion. 
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Traffic and Transportation 

Indianapolis Hearing Begun 
Testimony Presented in Connection with 

Application for Five Cent-Seven 
Cent Fare 

The hearing of the petition of the 
Indianapolis Traction & Terminal Com
pany, Indianapolis, Ind., for increased 
fares was commenced on Aug. 19. The 
original petition filed in November, 
1917, called for the elimination of re
duced rate ticket fares and the estab
lishment of a flat 5-cent fare, with the 
usual transfer privileges. 

CASE SLOW IN STARTING 

The case has been delayed, owing to 
the claim of the Public Service Com
mission that it lacked jurisdiction. The 
Supreme Court of Indiana, however, 
on July 30, ruled that the commission 
has authority to hear the rate increase 
1ietition. A supplementary petition was 
accordingly filed with the commission 
on Aug. 17, in which the company asks 
permission to charge a fla t 5-cent fare 
,vithin a central zone of 2 ½ miles , a 
7-cent fare within a zone of 3 ½ miles, 
and a 9-cent fare to points beyond the 
3 ½ -mile zone, with a charge of 1 cent 
for all transfers. 

It is estimated that only 50 per cent 
of the theoretical increased revenue 
from the additional fares will be de
rived, and that the increase in earnings 
from the 5-cent fare will be $225,000, 
from the 1-cent charge fo r transfers 
$100,000, and from the zones fares 
$225,000, a total of $550,000 a year. The 
company states that this r evenue will 
be required to meet the increased op
era ting costs and wage increases which 
the company is now paying, and does 
not cover a request of the trainmen 
made a few days ago for an increase in 
wages to the rate recently established 
by the War Labor Board for such cities 
as Chicago, Cleveland, Detroit , etc. 

CITY WOULD APPEAL CASE 

At the commencement of the hearing 
before the Public Service Commission 
on Aug. 19, Samuel Ashby, corporation 
counsel for the city of Indianapolis, 
asked the commission to stop the pro
ceedings and file a petition for rehear
ing before the Indiana Supreme Court, 
a:r.d appeal the case to the United States 
Supreme Court. He contended that the 
Supreme Court of t he State had erred 
in asserting that t he city of Indiana
polis was not a party t o the franchise 
contract, and that for the commission 
tu assume jurisdiction in the fa re case 
under the emergency clause of t he util
ity commission law was a violation of 
the contractual rights of the city. Af
.ter a conference, the commission an
nounced that the furnishing of adequate 
sHvice to a community by a public 
utility was a matter of greater import-

ance than the technical points at issue, 
and that it would proceed with the 
hearing and defer its opinion on the 
matter . of a retrial of the jurisdic-
tional case. • 

Captain Webb, of the U. S. Ordnance 
Department, who has charge of the 
government work in the various manu
facturing plants in Indianapolis, tes
tified as to the need of extensions and 
increased railway service to these 
plants, and stated that these had been 
promised by the company when it 
secured the necessary funds. He stated 
that the employees at these plants were 
in favor of paying increased fares if 
such increase secured them the service 
t r.ey desired. 

Testimony was introduced showing 
that the valuation of the company's 
physical property as of Dec. 1, 1917, 
wa s $24,018,040. If $916,170 were added 
for franchise value, $2,000,000 for 
development costs, $1,200,000 for dis
counts and $500,000 for working cap
ita l the grand total would be $28,-
634,210. 

Columbus Goes to Five Cents 
The rate of fare in Columbus, Ohio, 

is now 5 cents, with 1 cent for each 
transfer and no rebate. The Colum
bus Ra ilway, Power & Light Company 
ser ved notice to this effect on the eve
ning of Aug. 20, after having tried in 
vain for months to induce the City 
Council to grant an increase that would 
cover the additional operating expenses 
brought about by war conditions. 

At the same time the company de
clared its intention to surrender its 
franchises and a little later filed suit 
in the Federal Court to enjoin inter
f erence with the operation of its cars. 
Posters were placed in the cars stating 
that the sale of tickets would be dis
continued the next morning and giving 
the new rate of fare that would be 
charged. 

It is said that many people refused 
to pay the new rate, on the advice of 
City Attorney Scarlett, but endeavored 
to purchase tickets instead. They were 
allowed to ride free when they insisted. 
It is probable, however, that this prac
tice will cease within a short time. 

Mr. Scarlett has asked the Federal 
District Court if it intends to "enter
tain jurisdiction" in the case. 

The old rate was eight tickets for a 
quarter. For months the company has 
labored to show the City Council that 
it is an impossibility to operate at that 
rate under present conditions and keep 
out of a receiver's hands, but that body 
twice refused its plea for a temporary 
increase in the rate of fare and since 
then has been marking time while con
ditions for the company have grown 
worse daily. 

Chicago Fare Request 
Chicago Surface Lines Asks Fair and 

Reasonable Rate of Return on 
Companies' Investment 

Confronted with the prospect of finan
cial disaster as a result of the heavy 
burden imposed by the recent award 
of the War Labor Board, the Chicago 
(Ill.) Surface Lines on Aug. 14 asked 
the City Council to make a recommen
dation so that a petition may be pre
sented to the State Public Utilities Com
mission for such an increase in fares 
aE may be necessary to meet existing 
conditions. The letter of Leonard A. 
Busby, president of the company, asking 
the city to join in the petition because 
of its financial interest in the operation 
of the road, was introduced at the ses
sion of the Council which had just ap
proved an ordinance intended to provide 
"service at cost." This measure, how
ever, is not expected to become effec~ 
tive for more than a year. The letter 
was referred to the local transporta
tion committee for consideration. 

President Busby points out in the 
communication that the City Council 
hist May indorsed the application of the 
union employees for increased wages 
and that when the matter was later 
t aken up with the War Labor Board 
the company submitted to its jurisdic
tion because of such endprsement. The 
award of the board fixed a wage scale 
for trainmen ranging from 43 cents to 
48 cents an hour and a corresponding in
crease to other union employees. The 
amount involved, therefore, will be in 
excess of $4,200,000 a year. 

The letter also sets forth that gross 
n ceipts for the first six months of the 
current year have decreased more than 
$550,000, and material costs have gone 
up to the extent of at least $500,000 a 
year. This means that the added bur
den will bring about a decrease in net 
receipts for the year of $5,700,000 and 
will fall short of meeting the 5 per cent 
interest charges on the purchase price 
by the amount of $6,250 a day. 

Mr. Busby ref~rs to the comments of 
President Wilson and Messrs. Williams 
and McAdoo on the situation of public 
utilities, and he gives a list of railway 
companies in the larger cities which 
have a lready received or are seeking 
increased fares. He points out that 
the people of Chicago since Aug. 1 have 
been receiving service at less than cost. 

He says he has been advised by coun
sel that until the United States Supreme 
Court decides otherwise the exclusive 
jurisdiction over the question of rates 
of fare is now vested in the State Util
ities Commission. The company pro
poses to seek relief from the commis
sion, but before doing so it desires the 
city authorities to investigate the situa
tion and "determine what increase in 
the existing rates of fare will be neces
sary to meet the cost of street railway 
service in Chicago during the period of 
the war, including as part of the cost 
of such service a fair and reasonable 
rate of return upon the companies' in-
vestment." · 1 
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Six Cents for Key Route 
In Decision Allowing Raise It is Estimated One-Man Cars Will Save 

$55,806 and Skip Stops $42,377 

The Railroad Commission of Califor
nia on Aug. 14 fixed a new rate to be 
charged by the San Francisco-Oakland 
Terminal Railways on its street cars 
between Berkeley, Alameda, Oakland, 
Piedmont, Emeryville and San Leandro, 
including transfer privileges for trips 
iu the same general direction within 
those cities, on a basis of 6 cents in
stead of 5 cents as at present. Addi
tional fares are to be charged on a. 
basis of a 6-cent mutiple instead of a 
b-cent mutiple as now, to points out
side the 5-cent zone. 

INADEQUATE REVENUES ALLEGED 

The application alleged that the rev
enues derived from operation were in
sufficient to meet the increased costs of 
operation and to care for a proper de
preciation allowance, and render a fair 
and reasonable net return on the value 
of the property used in the operation 
of the system. 

The "Traction Division" of the San 
Francisco-Oakland Terminal Railways 
consists of a consolidation of the Oak
land Traction Company, the East Shore 
& Suburban Railway, and the Califor
nia Railway. The lines serve the cities 
of Albany, Alameda, Berkeley, El Cer
rito, Emeryville, Hayward, Oakland, 
Piedmont, Richmond and San Leandro 
and parts of Eden and Oakland Town
ships in Alameda County. The total 
track mileage, consisting of 126 miles 
of main line and 75 miles of second 
ti~ack, is 201 miles, served by thirty
seven operative lines. The entire 
property consists of 256 miles of road. 

The rate of fare as at present charged 
by the San Francisco-Oakland Terminal 
Railways is 5 cents between the city 
limits of Berkeley, Alameda, Oakland, 
Piedmont, Emeryville and San Leandro, 
including transfer privilege for trips 
ir, the same general direction within 
the municipalities mentioned. Addition
al fares on a basis of a 5-cent multiple 
~re charged to points outside of the 
5-cent zone. 

COMMISSION CONVINCED OF NEED 

The commission in its opinion finds 
that the cost of wages, material and 
supplies have greatly increased and 
that additional revenue is necessary 
to provide for such increased costs and 
for return upon new capital expenditure 
which must be made immediately if the 
street car system is to be maintained to 
the standard of efficiency necessary to 
furnish adequate service to its patrons 
and the large number of communities 
which it serves. The company's original 
estimate of the amount required to be so 
expended on the properties was 
$2,883,228. 

In view of the necessity for economy, 
due to the war emergency, the com
mission has carefully investigated the 
proposed expenditures and has reduced 
the amount to $1,181,979, covering the 
following items: 

Track reconstruction and paving. $363, ~55 
Constru ction of second track on 

prnsent s ing le-track lines . . . . 170,212 
N ew track connections, etc. . . . . 55,QOO 
Lines into districts inadequately 

served . . . . . . . . . . . . . . . . . . . . . . . 31,600 
Equipment : 

25 one-man cars ..... $162,500 
25 new center-entrance 

cars for main traf-
fic lines . . . . . . . . . . 275,000 

10 trailer cars for main 
traffic lines . . . . . . . 55,000 

4 dump cars for h a n-
dling rock, ballast, 
etc. . .. . .. .. . .. .. .. 8,712 

1 e lectric locomotive.. 15,000 $516,212 

Miscellaneous new construction 
(principally for new f eeder lines 
in outlying districts) ........ . 45, QOO 

Total ...................... $1,18 1,97 9 

REPRODUCTION VALUE $9,803,233 

The commission finds the reproduc
tion value, less depreciation, of the 
"Traction Division" to be $9,803,233, 
which covers the operative property. 

The commission made an independent 
investigation into the possibility of re
ducing operating expenses without in
terfering with the quality of service. 
Operating economies of $193,313 a year 
were suggested and cover the following 
items: 

Adjustment of sch edul es ....... . 
Skip-stop plan 

(On basis of 0.143 cen t a stop 
eliminated) . .... . ........ . 

On e-man cars ................ . 
E liminat ion of unprofitable lines .. 

Total 

$68,783 

42,3.77 
55 ,806 
26,346 

$193,313 

The economies as suggested by the 
commission's i::ervice inspector have all 
been placed in effect, with the excep
tion of the recommendations as to one
man cars, and such will result in the 
reduction of a portion of operating 
costs without decreasing the quality of 
service rendered by the company. 

PRESENT RATES INADEQUATE 

The opinion of the commission con
tains the following conclusion: 

"The requirements of the many com
munities and patrons of the 'Traction 
Division' of the company necessitates 
the operative properties being main
tained in a proper state of efficiency 
tl>at adequate and satisfactory service 
may be rendered, and it is evident that 
such efficiency and service cannot be 
maintained, or given, if the r eturn de
ri.ved from the rates and charges is not 
sufficient to meet the necessary and in
creasing expenses of the company. At 
the various hearings on this application, 
no person appeared in protest against 
an increase in fares or a readjustment 
of rates as requested by the company, 
and the investigation made by the com
mission into the matter of possible op
erating economies was the only tes
timony other than that introduced by 
the company in support of its petition. 

"After careful consideration of all 
the evidence in this proceeding and a 
minute study of the voluminous ex
hibits filed by the compa ny , we are of 
the opinion that the rates as a t present 
charged by the company on its 'Trac-
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tion Division ' are not productive of 
adequate revenue to enable the property 
to be maintained and operated at the 
proper plan of efficiency satisfactorily 
to serve the public in t he communities 
in a nd through which it operat es." 

The new rate is to be effective with
in twenty days a t the discretion of the 
company. 

Milwaukee Wants More 
Companies There Ask Railroad Com

miss ion for Increases Outside the 
Central Five-Cent Area 

A petition for further revision of 
fares in Milwaukee city and suburbs 
was presented to the Railroad Commis
si on of Wisconsin on Aug. 20 by the 
Milwaukee Railway & Light Company 
a nd the Milwaukee Light, Heat & Trac
tion Company. 

In this petition, signed by J. D. Mor
timer as president of both companies, 
the companies ask that their revenues 
be increased not by raising the single 
fare above a nickel, but by increasing 
fares outside of a limited central zone, 
wherein 5-cent fares are compensatory, 
so that riders beyond that zone shall 
pay rates "fairly proportionate to the 
cost and value of the service rendered." 

The petition states that 11,000,000 
pE-rsons, in 238 American cities are now 
served by electric railways charging a 
sing le fare in excess of 5 cents. 

It represents that fare rev1s10ns 
ordered by the commission for the city 
Imes on June 1, 1918, a nd for suburban 
lines on July 2, 1918, have failed to 
produce revenue increases expected by 
the commission. 

It sets forth that the wage standard 
established by the National War Labor 
Board for numerous other large cities 
must shortly be met at Milwaukee and 
that it will increase yearly operating 
expenses, an amount equal to 50 per 
cent of the 10-cents-an-hour wage raise 
granted to the men on May 1, 1918. 

It explains that the companies are 
unable with their present wage scales, 
in competition with other local indus
tries, to hire men enough to give the 
public "the transportation service 
which the physical property otherwise 
would afford" that the difficulty in 
getting men is increasing and the 
riumber obtainable is becoming more 
and more inadequate. 

It states that the Milwaukee lines 
afford transportation to thousands of 
industrial workers engaged in war 
production, and that the companies' 
inability to get men to give maximum 
car service "tends to retard the efficient 
prosecution of the war." 

It cites the large cost of laying and 
r ';)pairing pavement, of sprinkling 
streets and of supplying free power to 
move city bridges, and states that 
"if the car riders are to continue to pay 
r.ot only the cost of the service they 
receive, but also the cost of carrying 
t he above-mentioned burdens, substan
tially larger increases in fare must be 
provided than would otherwise be re
quired." 
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Six Cents for Albany 
New York Commission for the Second District Allows Fare Increase 

for the Period of the War 

Six-cent fares were authorized by 
the Public Service Commission for the 
Second District of New York to be put 
into effect on Aug. 19 in a ll three zones 
of the territory covered by the United 
Traction Company, Albany. The de
cision was rendered on Aug·. 14. The 
new fare schedules will continue in ef
fect as maximum fares until the sign
ing- of a general treaty of peace, unless 
t he commission shall otherwise order. 
The order of the commission apportions 
t he territory of the company into the 
Albany and Troy zones and interurban 
zone, a nd permitted a new schedule of 
rates to be filed with the commission 
at once, the new rates to become ef
fective five days after the filing of the 
new schedules and a notice by the com 
pany to the public. Universal trans
f ers , upon the payment of any cas h 
fare , will be restored by order of the 
commission. 

ORIGINAL APPEAL M ADE L AST YEAR 

The decision in the case was written 
by Commissioner Frank Irvine. It was 
rendered on the application of the com 
pimy, filed with the commission June 
25, 1917, and amended May 2, last , by 
proposing a zone sys tem. The proposed 
schedules of the compan y wer e sus
pended until Sept. 28, pending an exam 
ination of the compa n y's accounts by 
the commission. 

Coincident with the order g-ranting 
the increased fare, the commission or 
dered closed the compla int of Mayor 
John H. McIntyre of Rensselaer against 
the proposed increase, based on the 
Barnes la w, a lleged to limit t he rate of 
fare between points in A lban y and 
Rensselaer to 5 cents. 

The settlement of the long pending
application was the direct result of a c
tion of the cities of Troy a nd Watervliet 
in suspending the franchises which lim
ited the rate of fare to 5 cents . Prior 
action by the commission h ad been fore
stalled by the decision of the Court of 
Appeals in the Rochester case, in which 
it was held that the Legisla ture had not 
authorized the commission s to permit 
fares in excess of those prescribed in 
franchise agreements. 

COM MISSIONER DISCUSSED FOUR 

Q UESTIONS 

After describing the p roperties of 
the United Traction company and tell
ing of the application of federal offi
cials for special consideration for em
ployees of the Watervliet a rsenal, and 
the subsequent withdrawal of the ap
plication, Comm issioner .Irvine turned 
to a discussion of the four questions 
brought up during the hearing of the 
case . · First, the charges of over-capi
talization; the H udson Valley pur
chase; the charge that the Alban y sys
tEm is in itself profitable, and t hat 
Troy patrons alone should care for 
the securities issued by the individual 
Tr oy companies which now underlie t he 

securities of the entire system. Com
m issioner Irvine disposed of the over
capitalza tion charg e with the declara
tion that the corporation is not entitled 
to sufficient return to pay dividends or 
in terest but to a ' 'fair return on the 
property used a nd useful in the public 
service." 

In his conclusion Commissioner Irvine 
s~id: 

"Having reached the conclusion that 
the company is entitled to relief in th e 
way of increased revenues, we must 
ascertain whether the method proposd 
of effecting the increase is just and 
rr,a sonable. The Troy zone, while ; 
is a group of politically separated 
municipalities, is compact and might 
for most purposes except those of gov
ernment be treated as one community. 
lr_ fact the industrial a nd social-us
ing the latter term in its broader as 
well its narrower sense-interests of 
those municipalities blend together to 
a large extent. Indeed, the cities of 
T roy and Watervliet and the vi llage of 
(; reen Island, in adopting the resolu
t ions waiving the fare restrictions in 
their respective franch ises, have in
sis ted that a common rate should be 
adopted in the g roup constituting the 
Troy zone. 

THE M UNICIPALITY THE UNIT 

''What is said of the Troy zone ap
plies a lso to the cities of Albany and 
Rensselaer, but perhaps not to the same 
extent. We must remember, however, 
tLa t section 181 of the railroad law 
m akes the municipality the unit and 
we cannot relieve the company from 
the operation of this section without 
finding that in the particular munici
r,dity affected the income is insuf
fi cient to yield an adequate return. The 
operating expenses have not been seg
r egated by municipalities. The uniform 
s ystem of accounts has not resiuired 
that they should be so segregated and 
a complete segregation, except as many 
items of expense might be roughly and 
inexactly apportioned, is impossible. 
The travel in the Troy zone is so largely 
from one municipality to the other that 
it may be safely assumed that the same 
conditions apply substantially in each. 
IL has not been claimed as to this zone 
that there is any substantial difference 
in operating results as between the dif
ferent municipalities. It must be in
fen-ed that the inadequacy of return so 
far as it is applicable to this zone dis
tributes itself farly evenly among the 
municipalities composing it. Certainly 
there is no ground for any inference 
that the company operating in any sin
gle one of these municipalities could 
operate a t profit at present prices." 

The order of the commission follows 
substantially in full: 

"On the facts found a nd for the reasons 
stated in the accompanying opinion it is 

ORDERED (1) That the United Traction 
compa n ~· b e and it is h ereby authorized to 
incr ea ~e its one-way fares for passenger 

travel over its lines as h er einafter pre
scribed in the following described zones, 
subject to conditions herein provided: 
Local Zone (a) : 

From fi CPnts to 6 cents. This zone in
cludes all points within the city of Albany, 
including point known as Garbrance Lane. 
in t h e town of Colonie; a lso all points with
in the city of Rensselaer. For travel be
tween points in this zone requiring the use 
of two "'lr lines, free transfers to be given 
a nd accepted. 

Local Zone (b): 
From 5 cents to 6 cents. This zone in

cludes all points within the cities of Troy, 
Cohoes, ">.nd Watervliet, a lso the villages of 
Green 1s land and Waterford, including 
points in~ermediate between said cities and 
v illages in the towns of Colonie and Water
fo rd. For travel between points in this 
zone requiring the use of two car lines, free 
-transfers to be given and accepted. 

Through Zone (c): 

This zone includes points intermediate be
tween the Plaza, terminal point in the city 
of Albany, and Franklin Square, terminal 
]Joint in the city of Troy, or the through line 
terminal point in the city of Cohoes. For. 
through travel between said points, the fare 
is not to ex ceed 12 cents. Between said 
t erminal point in Albany a nd point in the 
town of Colonie known as S'chuyler bridge, 
including p oints intermediate b etween said 
points, the f a r e is not to exceed 6 cents ; 
a nd between said terminal point in the city 
of Troy or in the city of Cohoes and a point 
in the tow n of Colonie known as Garbrance 
L a n e, including points intermediate between 
said points , the fare is not to exceed 6 
cents. Free transfers to be given for 
through tra vel b etween points in zone (a) 
a nd points in zone (c) intermediate be
t w een A lba ny and Schu yler bridge, a lso be
t ween points in zone (b) and points in zonP 
( c) intermediate b etween Wat ervliet and 
Garbranr:e La1,e when such travel involves 
the use of a local car line and a through 
car line. The foregoing transfer regula
tions in combination w ill apply to through 
t r a v el b etween points in local zone (a) 
a n d points in local zone (b) when the 
t ravel involves the use of car lines oper
a ting in both said loca l zones and the 
t h;·ough car line operating in through zone 
(c ) . 

The fare schedule prescribed in this order 
,;h a ll continue in effect as maximum fares 
unt il the signing of a general treaty of 
pea ce unless the commission shall other
wise order . 

N o DIFFICULTY WITH NEW FARE 

The 6-cent fare went irito effect on 
the lines of the company on Aug. 19. 
The company notified the general pub
lic through posters in the cars and 
advertisements in the local papers, 
a f"king their co-operation in assisting 
the employees of the company to make 
the collection of the fare with as little 
delay as possible to the railway service. 

Anticipating a large demand for 
pennies, the company provided 200,000 
pennies for the conductors, but the 
advertising to the public to have a 
penny ready with the nickel was pro
ductive of so much good that 75 per 
cent of the passengers on Aug. 19 de
posited the nickel and penny in the 
fare box and did not have to ask the 
conductors for change. Only about 
$200 worth of pennies were used on 
that day for change, while more than 
this amount in pennies was turned in 
by the conductors with their fare 
receipts. 

On Aug. 20 practically no pennies 
were given out by the conductors. The 
ddays to the service on account of the 
new fare conditions were very few, all 
car lines being maintained practically 
on time during the day. 

The United Traction Company oper
ates 111 miles of electric railway in 
Albany, Rensselaer, Troy, Cohoes, 
Watervliet , Green Island and Water
ford. 
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Buffalo Vote Unfavorable 
S,x-Cent Fare for International Rail

way Lost at the E lection 
on Aug. 20 

The resolution adopted by the City 
Council of Buffalo, N. Y., on June 18, 
last, waiving certain franchise restric
tions and allowing the Public Service 
Commision for the Second District, to 
fix an equitable rate of fare to be 
charged by the International Railway 
on its city lines, was repealed by the 
voters of the city at a special referen
dum election on Aug. 20. The vote on 
the question was 35,661 for the repeal 
of the City Council's action and 7,044 
to uphold the Council. 

The action of the voters means that 
the International Railway cannot charge 
a fare higher than 5 cents on its city 
lines and indicates that the voters of 
the city intend to hold the company to 
the terms of its franchise. The defeat 
of the 6-cent fares also means that the 
platform men employed by the com
pany will not receive the increase in 
wages of 6 cents an hour over the 
present scale recently awarded them by 
the War Labor Board. This award was 
made contingent on the fact that the 
voters uphold the City Council, which 
as stated previously, agreed to waive 
certain franchise restrictions and allow 
the state utilities board to fix a higher 
rate of fare. 

E. G. Connette, president of the rail
way, says that no statement will be 
issued by the company until after a 
meeting of the board of directors which 
will be held within the next week. 
Mayor Buck has served notice upon 
President Connette that if the com-
1,any's board of directors votes to with
draw the wage increase to the em
ployees and there is danger of a strike, 
hf· will appeal to the courts for the ap
pointment of a receiver for the com
pany's city lines. 

The repeal of the Council's action is 
the culmination of litigation involving 
the legality of the council's right to 
pass a resolution waiving certain fran
chise restrictions and also involving the 
voters' right to hold a referendum on the 
question. The first decision in favor of 
the voters came from the Supreme 
Court of Erie County. This decision 
was upheld by the Appellate Division 
of the Supreme Court and by the New 
York State Court of Appeals. The 
referendum is the first special election 
ever held under the new commission 
charter and it is the first time women 
have voted in Buffalo under the equal 
suffrage law. Only 17,781 women regis
tered and a small percentage of them 
vcted at the referendum. The total 
vote at the referendum was 42,705. 
The special election cost the city be
tween $30,000 and $35,000. 

When the results of the election be
came known, every newspaper except 
one indirectly criticised the voters for 
their attitude on the issue involved. 

On the day before the referendum 
election, all of the large banks of the 
city issued a public statement urging 
voters to uphold the action of the City 

Keep the Home Wheels Turning 

Council and a llow the International 
I:ailway to charge a higher rate of 
fare. The banks said the increase in 
fares was imperative because of higher 
e,perating costs, i-vcreased wages, etc. 
Those who opposed the higher fares 
in a final statement to the voters called 
attention to the fact that the dividends 
of the International Railway for the 
last five years had averaged 8 per cent, 
"which is equivalent to nearly $4,000 
a day." 

Detroit Case to Supreme Court 
Attorneys representing the Detroit 

(Mich.) United Railway have appealed 
directly to the United States Supreme 
Court for an injunction to restrain the 
city of Detroit from enforcing the 
ordinance requiring 5-cent fares, six
for-a-quarter tickets and eight-for-a
quarter workingmen's tickets. The at
torneys found Chief Justice William 
Day at Mackinac Island. He issued an 
order for the hearing of the case on 
its. merits in his home city, Canton, 
Oh10, on Sept. 10. The city of Detroit 
has until Aug. 31 to answer the com
pany's bill. 

In the meantime the company is en
joined from violating the 5-cent ordi
nance by an order which was issued 
by the local circuit court. The company 
appealed directly to the United States 
Supreme Court, an unusual procedure, 
after the local federal court had re
fused to take any action in the matter. 

Although the company is accepting 
5-cent fares it is not selling six-for-a
quarter tickets, these tickets not yet 
having been received from the printers. 

The company this week announced 
that it has stopped work on the new 
line to the Ford plant where "Eagle" 
submarine chasers are being built and 
has also quit work on all other con
struction jobs. The company explained 
that it was necessary to halt all such 
work because the present revenue, un
der 5-cent fares, did not produce enough 
money to carry on these jobs. 

Several months ago when the "Eagle" 
line was proposed, company officials 
stated that the question of financing 
the new extension would be bother
some. An officer of the Ford Motor 
Company announced at a meeting of 
the Common Council committee on 
public utilities that if necessary his 
company would finance the project. 
This week when work on the line was 
stopped members of the Council criti
cized the railway, declaring that the 
company had not taken advantage of 
the financial assistance offered by the 
Ford people. The company then pro
duced letter written to the Ford Com
pany last May asking financial assist
ance in building the line. The Ford 
Company to date has not r eplied to 
these letters and has not made an offer 
of financial assistance. 

Council members have been t alking 
about a variety of r eprisal measures 
against the company but at the meet
ing on Aug. 20 no new measures were 
presented. 
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Skip Stops for Kansas City 
With 20,000 Fewer Stops a Day Local 

Railway May Sa ve 15,000 Tons 
of Coal a Year 

Kansas City, Mo., claims the distinc
tion of being one of the firs t cities in the 
Cnited States to experiment with the 
"odd and even" system of staggering 
car stops. Its early experience with the 
:µJan was described in the issue of this 
paper for April 11, 1914, page 850. 
and in prior issues. In May, 1911 . after 
exhaustive tests, it introduced the al
tt·rnate stop on the Troost Avenue a nd 
Brooklyn A venue lines. Met al signs 
marked "odd" and "even" r espect ively, 
were placed on the front end of cars 
indicating that the cars stopped at odd 
a_nd even-numbered city street s respec
tively. 

As at that time there were no exor
ibitant prices or shortage of coal no 
special attempt was made to extend 
the "odd and even" operation to other 
lines of the company. During the 
winter of 1917-1918, however, a very 
acute shortage of coal made the further 
introduction of skip-stops a highly de
sirable step. At an informal conference 
in March, 1918, the Public Service Com
mission of Missouri indicated its ap
proval of any skip-stop plan that might 
be agreed upon by the company and the 
city. Shortly thereafter a report on 
the su_bject was submitted to the City 
Council by Robert P. Woods, city mem
ber ,.of the Board of Control. This in
dicated that the average distance be
tween stops un some thirty lines of the 
company could be increased from 422 
ft. to 598 ft. 

ORDINANCE PASSED ON AUG. 12 

The report was referred to a joint 
committee of both houses and several 
public hearings were held, little protest 
being lodged against the plan when it 
was properly understood. Both State 
and National Fuel Administrators as 
well as Mayor Cowgill, favored the 
p!an, and an ordinance permitting its 
use was passed on Aug. 12. 

At all car stops the steel posts sup
porting the overhead are being marked 
with 3-ft. white bands bea1?ng the 
words "Car Stop" in black letters ar
ranged vertically. Where no stops are 
made 1 ft. 6. in. black bands with the 
words "No Stop" are being displayed. 
Where a safety stop and either a "Car 
Stop" or "No Stop" come at the same 
point an 8-in white band is being paint
ed on the post 4 in. above other sign. 

The skip-stop plan is being applied 
to practically all lines of the Kansas 
City Railways. Explanatory advertise
ments have been inserted in the da ily 
papers and a large sheet measuring 25 
in. x 28 in., showing by lines every stop 
which will be made a nd indicati~g by 
"NS" and "FS" whether it is near side 
01 far side, has been displayed in prom
i!1ent places. It is est imated that 20,-
000 stops a da y a r e being- eliminated 
with a resulting saving· of approx
imately 15,000 tons of coal a year to 
the company. 
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J ersey Case Before Supreme 
Cour t 

A suit has been fi led in the Supreme 
Court of New Jersey by Charles F . X. 
O'Brien, Jersey City, to review the or
der of the Board of Public Utility Com
missioners by which t he Public Service 
Railway was authorized to charge 1 
cent for an initial transfer to its pa
trons from Aug. 1. Marsha ll van Win -
kle, who opposed the granting t he new 
rate for the New Jersey League of 
Municipalities, is counsel for O'Brien, 
whose suit is that of an individual. 
Under the appeal filed all the impor t ant 
legal points urged by t he league against 
the granting of any increase by t he 
commission a r e taken up for review. 

It is set up that there was no evi
dence before the commission to support 
the or der whereby the company is now 
charging 1 cent for initial transfers; 
that the board had no jurisdiction in t he 
case t o allow the increase; that t here 
was no determ ination of the value of 
t he Public Service Railway by the com
mission for rat e-making purposes; that 
the commission did not determine what 
is a fair rat e of return upon the value 
of the company's property, and that 
the order of the commission abrogates 
a number of franchise contracts between 
the Public Service Railway and Jersey 
City, providing that the company give 
service for a fare not to exceed 5 cents, 
and with free transfers. 

The scope of t he appeal involves the 
question of whether the Public Utility 
Commission in applications from dility 
companies for emergency r elief has 
power to increase rates without a 
complete rate-fixing valuation of the 
property of the petitionng utility. It 
also goes into the more imporant ques
tion as to whether the commission has 
the power to abrogate franchise oblig a
tions of utilities with municipalities to 
n ·nder service at maximum rates of 
fare in consideration for franchise priv
ileges. 

Skip Stops for All Cities Over 
25,000 Population 

All cities in t he United States of 
25,000 populat ion and above will soon 
be putting into effect skip-stop plans 
worked out in conjunction with t he 
F uel Administration, according to ad
vices from the Washington correspond
ent of ELECTRIC RAILWAY JOURNAL. 
It is estimated tha t a coal saving at 
t he rate of 2,000,000 t ons a year will 
be effected. 

The skip-stop will go into effect in 
Chicago on Aug. 25; and in Kansas 
City t he new syst em is j ust being 
started, under an ordinance passed 
Aug. 12. The F uel Administration now 
has the subject up actively with a ll 
other lar ge cities, and the Adminis
tration is a sking that the r ailway com
panies of the country do all they can 
to a ssist. 

In t his connection, the Fuel Admin
istration is encouraging the use of 
power-saving devices. 

Britt-0n I. Budd, head of the Chicago 
E leva t ed Railways, has written a letter 
to officials of the Fuel Administration, 
in which he says t hat for the six 
months of the present year the power 
saving device in use · on this system led 
t o a saving in coal of 11.98 per cent, 
or 16,867 tons. At $3.17 per ton, this 
amounted to a saving of $53,468. 

Transportation 
News Notes 

Voters Reject Six-Cent Fare.-The 
voters of Birmingham, Ala., at the 
recent election def eat ed the 6-cent fare 
provision for the Birmingham Railway 
Light & Power Company. 

Lawrence Would Increase Fares.
Officials of the Kansas E lectric Utilities 
Company, operating 10 miles of electric 
r a ilway in Lawrence, Kan., recently an
nounced that they would apply to the 
City Commissioners there for permis
sion to increase fares t o 7-cents. 

Six-Cent Fare for Jersey Road.-As 
an emergency war surcharge the 5-mile 
beach electric railway, which serves 
Wildwood, N. J., and adjacent terri
tory, has been authorized by t he Board 
of Public Utility Commissioners to put 
into effect a 6-cent fare. The r ate has 
been 5 cents. 

Chattanooga Wants Six Cents.-Ap
plication for a change in t he present 
franchise held by the Chattanooga 
Railway & Light Company, Chatta
nooga, Tenn., so that the company may 
be permitted to charge a 6-cent fare 
instead of 5 cents was proposed to be 
made on Aug. 6. 

Six Cents for Macon.-The City 
Council of Macon, Ga ., on July 31 
passed an ordinance allowing the Macon 
Railway & Light Company to charge 
6 cents for fare until one year after the 
war, when the fare will automatically 
return to 5 cent s. The action of the 
Council was unanimous. 

Fare Petition Withdrawn.-The Little 
Rock Railway Electric Company, Little 
Rock, Ark., has withdrawn its petition 
asking the City Council to grant a fran
chise amendment permitting a fare in
crease from 5 cents. to 6 cents. Mayor 
Charles E . Taylor announced that he 
would veto the amendment if it passed. 

Kankakee Road Asks Six Cents.
The 'Kankakee (Ill .) Electric Rail
way has fi led a petition with the Public 
Utilities Commission of Illinois asking 
for an increase in fares from 5 cents 
to 6 cents. It is expected that the 
Nort h Kankakee E lectric Light & Rail
way Company will fi le a similar peti
tion. 

Reading , v ants Another Increase.
The Reading Transit & Liglit Com
pany, Reading, Pa., on Aug. 6 gave 

notice that it was preparing to ask 
for another increase in fares from 6 
c,mts to 7 cents in Reading and Leb
anon. The fares on the remainder of 
the system have been increased to 8 
cents. 

Shore Line on Steam Road Basis.
The Shore Line Electric Railway, Nor
wich, Conn., on Aug. 21 was granted 
authority by the Interstate Commerce 
Commission to increase passenger fares 
between points on its line in Massa
chusetts and Rhode Island, provided the 
fures do not exceed those charged on 
railroads under federal control. 

I. C. C. Approves Rhode Island Fares. 
--The Interstate Cornmerce Commis
sion has authorized the Rhode Island 
Company, Providence, R. I., to adopt 
znne fares between Providence and 
Massachusetts points which were 
recommended by a special committee's 
report to the Rhode Island General As
sembly in March last. 

City Commission to Have Authority. 
- --The legal department of the city of 
F orth Wor th, Tex., has drafted an 
ordinance which will be enacted im
mediately giving the City Commission 
authority to compel public utility cor-. 
JJorations operating under municipal 
franch ise to make extensions and bet
terments of service as orde:r;ed by the 
commission. 

Joint Rates Suspended.-The Public 
Service Commission of Oregon, recently 
issued an order suspending a 25 per 
cent joint r ate increase of the Portland 
Railway, Light & Power Company,Port
hmd, Ore., and t he Willamette Valley 
Southern Railway, Oregon City, Ore. 
The suspension is for ninety days or 
pending a hearing· to ascertain if the 
rate is justifi ed. 

Fare Increase for DeKalb-Sycamore 
Road.- An increase of fares has been 
allowed the DeKalb, Sycamore & In
terurban Traction Company, DeKalb, 
Ill. The order of the Public Utilities 
Commission of Illinois abolishes all 
round-trip tickets and increases the 
sale pr ice of coupon books from $3.75 
t o $4.25. The fare of 15 cents from 
DeKalb to Sycamore will remain as 
heretofore. 

Butte Wants Ten-Cent Fare.-The 
Butte (Mont.) Electric Railway has 
fi led with the State Utilities Commis
sion a schedule of the increased rates 
it desires to have placed in effect. It 
asks for a 10-cent fare with transfer 
privileges within the city limits, or a 
fare of 6 ¼ cents when tickets are pur
chased in blocks of four. It states these 
new rates are to cover all traffic here
t ofore subjected to a 5-cent fare. 

Skip Stops in San Francisco.-Both 
the United Railroads and the Municipal 
Railway, San Francisco, Cal., on Aug. 
20 put into effect the skip-stop plan in 
the Sunset and Park-Presidio residence 
dist ricts of San Francisco. Yellow 
bands have been painted on poles to 
mark t he corner at which stops will be 
made. F or the present the skip-stop
plan will be applied only to the short 
blocks in the western par t of the city . 
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Chautauqua Traction Hearing Soon. 
--The Public Service Commission for 
the Second District of New York has 
referred to Commissioner Fennell for 
investigation the complaints by pa
trons aginst the proposed increased 
rates of the Chautauqua Traction Com
pany and the Jamestown, Westfield & 
Northwestern Railroad, and it is ex
pected that a date for a hearing in 
Chautauqua County will soon be an
nounced. 

More Dallas Lines Skip-Stops.-An
nouncment is made by Richard Meri
wether, general manager of the Dallas 
('l'ex.) Railways, that the skip-stop 
system will be extended to five more 
lines at once. Signs have been placed 
along the lines indicating stops, and 
formal announcement of the inaugura
tion of the service was made by the 
distribution of cards by conductors to 
every person who rode on these cars on 
the two days before the new plan went 
into effect. 

New Denver & Interurban Fare.
The Denver & Interurban Railroad, 
Denver, Col., had its application for 
fare increases allowed by the Public 
Utilities Commission of Colorado on 
Aug. 7. The one-way fare will now 
be 3 cents a mile with a round-trip 
rate of 10 per cent less than twice the 
one-way fare. Commutation rates have 
been increased 10 per cent and an ex
cess fare charge of 5 cents has been 
granted for fares paid on trains at 
stations where agents are provided. 
'Ihe previous rate of fare on the inter
urban line was 2 ½ cents per mile. 

Scranton Wants Eight Cents.-The 
Scranton (Pa.) Railway on Aug. 16 
filed a new tariff with the Public Serv
ice Commission of Pennsylvania pro
viding for an increase in fares in all 
zones from 6 cents to 8 cents. W. E. 
Boileau, general manager of the com
pany, stated that the 8-cent fare is 
r•ecessary to keep the cars going. The 
increase in wages granted recently by 
the War Labor Board will add $320,000 
more expense to the company and wages 
on the new basis cannot be paid on less 
than an 8-cent fare. 

Action on Binghamton Appeal Put 
Over.-A large delegation of employees 
from the Binghamton (N. Y.) Street 
Railway was present at the Council 
meeting on Aug. 12 expecting that some 
action would be taken on the petition 
of the company, asking for a suspension 
of the franchise r ights of the taxpayers 
r elative to a 5-cent car fare rate during 
the period of the war, and as long there
after as the Public Service Commission 
deems necessary, but no action was 
taken except t hat the committee t o 
which the petition was referred asked 
for an extension of time to consider 
the matter further and render a repor t 
at. the next meeting of the Council. 

City Inquiry Into Tacoma Fare.
In an investigation of the 7-cent rail
way fare in Tacoma, Wash., Fred Shue
maker , commissioner of finance, pre
sented to t he Tacoma Railway & Power 
Company, a quest ionnaire for the com
pany to fill out. Among other ques-
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tions, Commissioner Shuemaker asks 
why the company has spent three times 
as much money advertising it s traction 
interests in Tacoma as has been spent 
in Seattle and Bellingham; why the 
company continues to pay 8 per cent 
interest on a $4,000,000 open account 
with the Puget Sound Electric Com
pany, of which it is but a branch, and 
why this debt is not bonded at 5 per 
cent. 

Fare Increases on Doherty Proper
ties.-Henry L. Doherty & Company, 
New York, N. Y., in a bulletin dated 
Aug. 5 reviewed rate increases on 
pr operties under their management. On 
electric railway properties they list the 
following changes: Cumberland & 
Westernport Electric Railway, Cumber
fond, Md., has been granted an increase 
amounting to 20 per cent. Meridian 
Light & Railway Company, Meridian, 
Miss., has increased its fare from 5 
cents to 7 cents, with a charge of 25 
cents for four tickets instead of six as 
formerly. Bartlesville ( Okla.) Inter
urban Railway has been authorized to 
charge 7 cerits in the former 5-cent 
zone and 14 cents in the former 10-
cent zone. Toledo & Western Railway, 
Toledo, Ohio, has been granted permis
sion to charge 2½ cents a mile instead 
of 2 cents. Toledo Railways & Light 
Company, Toledo, Ohio, now charges a 
straight 5-cent fare instead of 6 tickets 
for 25 cents and also charges 1 cent 
each for each transfer. 

Twin City Fare Appeal Made.-The 
City Council of Minneapolis, Minn., has 
voted to interpose no objection if the 
Twin City Lines wishes to present its 
request for a 7-cent fare to the Na
tional War Labor Board to adjust. Ac
tion was held up one week by motion to 
reconsider. Agreement on a 7-cent 
fare was not reached at a joint meeting 
of representatives of both St. Paul and 
Minneapolis Councils attended by 
Horace Lowry, president of the rail
way, who explained the necessity for a 
wage incr ease and t he critical position 
of the company if quick action is not 
t aken. The St. Paul men said any 
change in the franchise in that city 
requiring a 5-cent far e must be pre
sented to t he people. Several Alder
men insisted at t he meeting that a 
valuation of the railway property was 
a starting point. Although it was 
voted t o appoint a committee from each 
Council t o consider the whole matter, 
the Mayor of Minneapolis is t he only 
one t o name such a committee. Joint 
action under t he circumstances seems 
unlikely. 

Fonda - Johnstown Would Increase 
Fares.-The Public Service Commission 
for the Second District of New York 
announced that on July 30 it would 
give a hearing upon a tariff of the 
Fonda, Johnstown & Gloversville Rail
road proposing to put into effect a 3-
cent-a-mile passenger fare. The hear
ing was announced after the filing of a 
petition by the company in which it 
was stated t hat additional revenue 
must be received. The petition was 
also accompanied by proofs of pro-

355 

posed new tariffs showing that the pro
posed passenger fares are to be prac
tically the same as those charged by 
the company during the period that it 
was under federal control. These tariffs 
it proposes to put into effect as to in
trastate traffic on Aug. 1, and interstate 
traffic on Aug. 30. The pet ition states 
that no increase in volume of business 
is anticipated and that the only way by 
which r evenues can be increased is by 
maintaining the increase in freight 
rates and by allowing an increase in 
passenger fares ·over those jnow in 
force, including city fares. 

Passenger Decrease Follows Fare In
c,ease.-The quarterly statement of the 
Iri<lianapolis & Cincinnati Traction 
Company, Indianapolis, Ind., filed on 
Aug. 13 with the Public Service Com
mission of Indiana as required by the 
commission when an increase in pas
senger rates was granted the company 
last January, shows that decreased rath
er than increased revenues have resulted 
for the period of April, May and June. 
The total passenger revenue for this 
quarter in 1918 was $106,288 as com
pared with $107,256 for the same period 
in 1917. The percentage of decrease 
is 0.9 per cent. Total operating ex
r,enses show an increase of 11.31 per 
cent for the quarter ending June 30, 
1918, as compared with the same period 
of 1917. Total gross earnings show an 
increase of 4.53 per cent. Total gross 
income, less operating expenses, shows 
$31,713 as compared with $35,061 for 
the corresponding quarter in 1917. The 
losses in passengers riding are : 19 per 
cent in April , 20 per cent in May, and 
23 per cent in June. The freight busi
ness for the same months showed an 
increase respectively of 51, 57 and 65 
per cent. 

New Rates Allowed Lake Erie Line. 
- In the fare case of the Buffalo & 
Lake Erie Traction Company, Buffalo, 
N. Y. , the Public Service Commission of 
Pennsylvania has handed down a de
cision in which it is held that an inter
urban electric r a ilway may increase its 
rates beyond the 5-cent fare limit speci
fied in a franchise ordinance when nec
eE sary to obtain sufficient r evenue for 
operating expenses and t o r eturn to 
the stockholders a r easonable profit on 
their investment. Complaints were 
filed with the commission by t he au
thorities of North East Borough , Harbor 
Creek and North East Townships in 
Erie County, which are connect ed by 
the line in question, against proposed in
cieases in rates. The commission made 
a physical examination of t he com
pany's properties in Pennsylvania and 
t he decision handed down is based on 
the valuations. The commission fails 
to find the discrimination alleged and 
decides that since rates on adjacent 
lines radiating from the city of Erie 
have been increased pr oportionately, 
the Buffalo & Lake Erie Tract ion Com
puny has been unable under the presem: 
tariffs to set a side any funds for de
preciation and earnings have been 
greatly reduced, the increase asked is 
justified. 
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A. J. Bray has been a ppointed auditor 

of t he Michigan Railway, Jackson, 
Mich., to succeed H. G. Kessler. 

Miss Mar y T. West has been chosen 
active secretary of t he Board of Public 
Utility Comm iss ioners of New Jersey 
to succeed Alfred N. Barber, who is 
seriously ill. 

J. H . Stott, formerly engineer of 
cable equipment of the United Rail
roads, Sa n Francisco, Cal., is now in 
charge of t he North Beach Station of 
the Sierra & San Francisco Power Com
pany, San Francisco, Cal. 

George H. Smith has resigned as chief 
engineer of t he Rockford & Interurban 
Railway, Rockford, Ill., to become con
nected with t he Bay Sta t e Street Rail
v.ay, Boston, Mass., as assistant to W. 
S. Hubbard, superintendent of roadways 
and buildings of t he company. 

Edward A. Higgins , a member of E. 
F. Higgins & Company, electrical 
contractors, has been selected by Mayor 
John W. Lawson for appointment as a 
member of t he Board of Public Utility 
Commissioners of Wilmington, Del., 
representing the Fourth Representative 
District to fi ll the vacancy caused by 
the resignation of Frank Mock. 

Paul P. Haynes of the Public Service 
Commission of Indiana, has been ap
pointed a member of the special war 
committee of the National Association 
o-f Railway & Utilities Commissioners, 
with headquarters in New York City. 
Mr. Haynes succeeds Max Thelen, 
chairman of the Railroad Commission 
of California, who has resigned to be
come surveyor of contracts in the War 
Department. 

W. :\l. Ho!tz, chief of the medical 
bureau of t he Pittsburgh (Pa.) Rail
ways, has recently entered the medical 
r eserve corps and is now a captain sta
tioned at Camp Greenleaf, Ga. Dr. 
Holtz described in t he ELECTRIC RAIL
WAY JOURNAL for May 5, 1917, how 
the P ittsburgh Railways and affiliated 
companies have built up cordial rela
tions wit h local physicians and how the 
companies care for injured employees 
and t he methods they use to promote 
t heir welfare. 

Charles A. Stanley, for the last five 
year s in charge of the department of 
commer cia l engineering of the Kansas 
Gas & E lectric Company, has been ap
pointed general superintendent of the 
.Arka nsas Va lley Interurban Railway, 
Wichita, Kan. Mr. Stanley is a grad
ua t e of the Gener al Electric expert 
course, and spent ten years in the Gen
eral E lectric shop in charge of railway 
testing and design. Since t hat time he 
has served a s a railway appraisal en
gineer a nd has been connected with 
several companies operat ing electric 
hght properties. 

Mr. Casey in Washington 
~ ew Superintendent of Transportation 

Has Gr asp of Washington Problems 
Through t he Beeler Traffic Studies 

Will iam M. Casey, whose a ppoint
ment as superintendent of transpor ta
tion of the Washington Railway & Elec
tric Company, Washington, D. C., was 
noted briefly in the ELECTRIC R AILWAY 
JOURNAL, of A ug. 10, page 264, was 
formerly superintendent of transpor
t :1 tion of t he Denver ( Col. ) Tram
way. At the time of -his leaving Den
ver, at the end of 1916, and until his 
new appointment, Mr. Casey was 
0 1: the staff of John A. Beeler, consult
ing engineer, who is advising t he Pub
lic Utilities Commission of th e Dis
t i ict of Columbia on traffic problems 
ii, the capital. Mr. Casey was Lurn in 

,v. l\I. CA.SEY 

Ii E:land in 1870. At an early age his 
1,arents brought him t o America, set
tling- in Lawrence, Mass., where Mr. 
Cas~y w2s educated in t he public 
sd10ols. In 1888 he went West and 
c-nlisted in the United St ates Army, t he 
c h1ef occupation of which at tLa t t ime 
was the stamping out of insunections 
cf the various hostile t ribes o.f W€st ern 
Indians. As a sergeant Mr. Casey 
p2rticipated in t he def ense of the Blue 
Ridge Agency in December, 1890, in 
which Sitting Bull was one of the prin
cipal actors on the other s ide. Mr. 
Casey qualified as a shar pshoot i;.r and 
had the reputation of being one of the 
best of the famous Seventh Reg iment 
of the United States Infantry. H e a lso 
lrn.d the dis tinction of being pronounced 
by General Merriam, under whom he 
served, as one of the best drill masters 
i1. t he service. After securing all hon-
01 able discharge from the army Mr. 
Casey sought employment with the 
Denver City Cable Company, aud in 
1S92 worked as motorman and conduc
t or on the old Larimer Street Lin~. In 

U~93 he was promoted to carhouse fore
man. In 1902 he was advanced to the 
position of division superintendent of 
the Denver Tramway Company, In 
1909 the company further advanl;ed him 
b the position of trainmaster in charge 
of traffic a nd discipline and later to the 
position of g eneral superintenuent of 
transportation. Mr. Casey is recog
nized as one of the best qualified trans
portation m en engaged in electric rail
way work. His keen insight into hu
man nature a nd his early army train
ing have been of g r eat value to him 
in training other s and in maintaining 
discipline. 

J. Kappeyne, formerly chief engineer 
d the Public Utilities Commission of 
t he Dist r ict of Columbia, has recently 
been a ppoint ed t r ansportation engineer 
to the United States Fuel Administra 
tion for the St a t e of Illinois, with head
quar te rs in Chicago. Means for pro
moting the conservation of fuel by the 
various elect r ic r ailways of the State 
will be worked out by Mr. Kappeyne. 

Increase for New Bedford & 
Onset Road 

T he P ublic Service Commission of 
Massachusetts h as issued a finding ap
r ~·oving a gener al fare increase on the 
~ew Bedford & Onset Street Railway, 
subject to modification with respect to 
the u se of t icket s. The cash fare on 
lines was formerly 5 cents, with a ticket 
rate of 4 1/6 cents. In 1915 the com
mission a llowed the fare to be increased 
to 6 cents a nd t he ticket rate to 5 cents, 
and since Sept. 3, 1917, the fares have 
been on a straight 6-cent basis. The 
company now cla ims that its income is 
s t ill insuffic ient a nd the latest schedule 
filed call s for a cash fare of 7 cents, 
with a ticket rate of 6 cents upon cer
tain designat ed portions of the system. 

The board's investigation indicates 
that t he company is entitled to an in- · 
crease of a t least $25,000 in g ross rev
enue, even if no allowa nce be made for 
deprec iation or fo r a return upo11 the 
float ing debt, which has never received 
the indorsement of the commission. 

Under the compa ny's schedule single 
tickets for 6 cents ea ch a r z a va ilable in 
the aggregate on rn½ miles of the com
pany's total t rackage of ab cut 37 miles. 
The distances fo r which they may be 
used are in a ll cases less than a regular 
fare zone ; they are u sed b etween all 
points where there is an appreciable 
amount of da ily riding; and the density 
of t raffic is greater than on other por
tio ns of the system. The pro priety of 
per m it t ing a different rate of fare un
der such conditions has been generally 
recognized in previous rate cases and 
cannot be r egarded as dis criminatory, 
the fi nding states. 

In addition to these single 6-cent 
ticket s, the company proposes to issue 
a throug h round-trip ticket for 60 cents, 
r epresenting a 6-cent rate for each fare 
zone, between the Narrows Bridge, 
Wareham and the Fairhaven-Matta
poisett line, where connection is made 
with the Union Street Railway; New ~!, 
Bedf ::: rd . 
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Construction News 
II 

Construction News Notes are classified 
under each heading alphabetically by States. 

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

Ii Franchises 
II 

Mobile, Ala.-The Mobile Light & 
Railway Company will ask the City 
Council of Mobile for a franchise to 
build an extension to the government 
shipyard now in course of construction 
at Frasca ti. 

San Pedro, Cal.-The Pacific Electric 
Railway has accepted a franchise for 
the construction of connecting tracks 
linking the old Los Angeles Tr::.ction 
Company line to San Pedro with the 
Pacific Electric Railway tracks on Ver
mont Avenue between 116th and 117th 
Streets. The proposed tracks will make 
it possible for the Pacific Electric Rail
way to resume traffic to the harb:>r 
from the southwest section of the city. 

Toledo, Ohio.-The Toledo Railways 
& Light Company has asked the City 
Council for a franchise to construct 
an extension on certain streets adjacent 
t,) the proposed site of a new nitrate 
plant in Toledo. The proposed exten
sion will be in the nature of a loop serv
ice that will provide transportation of 
materials and supplies to the plant, as 
well as furnish residents of that portion 
of Toledo with street car connection 
with the city proper. 

Norfolk, Va.-The Board of Alder
men of Norfolk has granted five new 
pe:r;mits to the Virginia Railway & 
Power Company for the construction of 
extensions of its lines in Norfolk. 
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Edmonton (Alta.) Municipal Rail
way.-The City Council of Edmonton 
has authorized the placing of new cross
ings on Jasper A venue from 102d to 
108th Streets at a cost of $1,150, and 
some track repairs on Saskatchewan 
A venue, at a cost of $800. 

Northern Electric Railway, Chico, 
Cal.-The City Commission of Sacra
mento has refused to grant the peti
tion of the Northern Electric Railway 
to abandon its service to McKinley 
Park. 

Pacific Electric Railway, Los An
g-eles, Cal.-A decision has been ren
dered by the Public Utilities Commis
sion of California ordering· the Pacific 
Electric Railway to construct, maintain 
and operate a branch railroad track 
about 350 ft. west of the west switch of 
its present passing track west of Onawa 
Station, Elliottsville, ,southwest of the 
quarry of the Superior Dark Granite 

Company, of sufficient capacity to ac
commodate not less than three freight 
cars, the entire cost thereof to be borne 
by the Superior Dark Granite Company. 

Savannah (Ga.) Electric Company.
Improvements on a few city lines will 
be begun by the Savannah Electric 
Ccmpany following the completion of 
the extension to Port Wentworth. 

Rock Island Southern Railroad, Mon
mouth, Ill.-The Rock Island Southern 
Railroad is again operating with only 
partial loss of schedule following the 
burning of its power-house which sup
plied power for its lines between Gales
burg and Monmouth. A report that 
the company would substitute steam 
for electricity is without foundation. 
The entire equipment of the powe 
house, as well as the building, was de
stroyed. Power to operate cars be
tween Monmouth and Galesburg- is be
ing purchased from the Galesburg- R~il • 
way, Lighting & Power Company. 

Jefferson County Traction Company, 
Beaumont, Tex.-Amendments to the 
charter of the Jefferson County Trac
tion Company have been filed in the 
office of Secretary of Stat"e at Austin 
by C. R. Wharton, attorney for Stone 
& Webster. The amendments authorize 
a change of name of the corporation 
to the Eastern Texas Electric Company 
and permit the new corporation to ac
quire all the property and franchises 
of the Beaumont Traction Company, 
Beaumont Electric Light & Power Com
pany, Jefferson County Traction Com
pany, Port Arthur Traction Com
pany and the Port Arthur Light & 
Power Company. The changes to be 
made in the organization of the com
pany were noted in the ELECTRIC RAIL
WAY JOURNAL for Aug. 17, page 304. 

Northwest Traction Company, Se
attle, Wash.-The Board of Public 
Works at Seattle, Wash., has agreed 
to ask the interurban railways operat
ing out of Seattle to Tacoma and Ev
erett to vacate Fifth Avenue, between 
Pike and Pine Streets, and Occidental 
Avenue, between Yesler Way and 
V/ashington Street, as terminals, and 
seek new locations. This move was 
taken as a result of the recommenda
tion of Charles R. Case, superintend
ent of streets, who states that the use 
of the streets by the Northwest Trac
tion Company was without authority 
and results in serious congestion of 
traffic. The board will require the 
company to vacate within ninety days. 

Seattle (Wash.) Municipal Railway. 
-The City Council of Seattle has passed 
an ordinance providing for the issuance 
of $1,200,000 of utility bonds for the 
construction of an extension of the 
Seattle Municipal Railway from the 
city limits north of Green Lake to con
nect with the elevated line and thence 
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to the Lake Burien line which runs be
yond the southern city limits. The 
plan contemplates the construction of 
the line from E ast Eighty-fifth Avenue 
to Tenth Avenue Northeast, south on 
the latter street, across the Tenth 
A venue northeast bridge, now under 
construction, to Fuhrman A venue, and 
thence south over the tracks of the 
Seattle & Rainier Valley Railway to 
First Avenue South and Washington 
Street, where the extended line will 
connect with the elevated railway. It 
may be necessary to construct a bridge 
along the east side of Lake Union where 
the line will skirt the shore, as t he 
Fairview A venue bridge is not wide nor 
strong enough to carry cars. 

Municipal Railway, Tacoma, "\Vash.-
One of the causes of delay on the Muni
cipal Railway through Ballard will be 
eliminated by double-tracking of about 
ten blocks of the line, beginning at the 
end of the present double track at 
Twentieth A venue and Leary Street. 
T he city is also building a side track 
at Thirty-Second Avenue, N. W., and 
West Eighty-Fifth Street, which will 
later be extended to make a loop at 
the end of the Ballard line. 

II Shops and Buildings I I 
Pacific Electric Railway, Los An

geles, Cal.-A contract has been award
ed by the Pacific Electric Railway to 
Kling Company, Los Angeles, for the 
construction of a reinforced concrete 
freight and passenger station, 36 ft. x 
!12 ft., at Fullerton, to cost about $6,400. 
1-'lans are now being prepared by the 
company for the construction of a new 
passenger and freight station at San 
Pedro. The structure will be 80 ft. x 
100 ft., part one story and part two 
story, of brick or hollow tile. 

Kansas City, l\fo.-The Interurban 
Central Station Company, Kansas City, 
Mo., has taken the deeds to the prop
erty necessary for the building of a 
union interurban passenger terminal to 
be used by all interurban railways en
tering Kansas City. The pronosed lo
c::1tion bounded by Ninth, Tenth, McGee 
a1,d Oak Streets is adjacent to the heart 
of the business district. 

Power Houses and 
Substations 

Turners Falls Power & Electric Com
pany, Turners Falls, Mass.-The Tur
ners Falls Power & Electric Company, 
which supplies energy to the Spring
field Street Railway, has awarded a 
contract to Fred T. Ley & Company, 
Springfield, for improvements to its 
plant. 

Springfield Gas & Electric Com pany, 
Springfield, Mo.-Plans are being pre
prired by Sanderson & Porter, engineers, 
New York, for the construction of a 
new power plant for the Springfield 
Gas & Electric Company. 
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Welding Outfits in Great 
•. ~ Demand 

Necessity for Conserving Old Material 
H~ Thrown Increased Duties 

on Welding Equipment 

Manufacturers report that the de
mand for welding apparatus is increas
ing steadily. This is most noticeable 
in equipment for shop use and for use 
in repairing tracks and lines. The 
demand for bonding equipment has re
mained steady, although there is very 
little new construction of tracks, lines 
or equipment taking place, outside of 
roads which are used by the govern
ment. The inability of roads to get 
the necessary rails for renewals has 
led to the rebonding of old sections of 
track and to the filling in of cupped 
rails so that they may be continued 
in service. In addition to the shortage 
of rails, roads have been hindered in 
their maintenance by the shortage of 
men to carry on the work and welding 
outfits have helped to relieve this con
dition somewhat. 

The inability of roads to get the 
nece;;sary• repair and renewal parts to 
m :/i. intain their equipment and the im
possibjlity of obtaining iron and steel 
in sufficient quantities to enable them 
to make new parts, together with the 
remarkable results that were accom
plished in the welding r epairs to the 
enemy merchant ships t aken over by 
our government has brought welding 
into prominence. The chief hope that 
iailways will be able to keep the cost 
of repairs within reasonable limits and 
maintain the equipment in satisfactory 
operating condition lies in the ex
t ~nded use of labor-saving machinery 
and machines for facilitating r epairs to 
damaged or excessively worn construc
tion and equipment. 

Manufacturers of welding outfits are 
expecting great developments and a 
future demand for their equipment for 
use in connection with the ship-building 
progr am. Up to the present time the 
equipment supplied has been for the 
usual line of welding wor k done in this 
connection and for experimental and 
research work which is being conducted. 
Indications point to a vastly broader 
field of usefulness fo r welding outfits in 
ship construction as soon as the safety 
and durability of t he new methods of 
construction have been properly t ested 
and the various types of apparatus 
necessary have been developed. The 
r ivetless ship is one of the developments 
eagerly looked forward to. 

During the past three years, very few 
new types or sizes of welding apparatus 
have been developed, but the general 

ttndency seems to lean toward greater 
simplicity, reliability and economy in 
arrangement and toward a lighter con
struction. 

Priority certificates for iron and steel 
have had some effect on the supply of 
material used for welding, but up to 
the present most manufacturers have 
had sufficient reserve stock so that this 
influence has been felt but slightly. 
The increased attention being given by 
government officials to the urgent need 
of electric railway properties, it is be
lieved, will result in making it easier 
for roads to obtain material for repairs 
and renewals. 

Prices of complete welding equip
ments have advanced from 15 to 40 
per cent, and prices of welding material 
from 50 to 100 per cent. Manufacturers 
nport that most of the advance in the 
price for equipment is due to the in
creased cost of labor and the increase in 
freight rates, as up to the present 
time their reserve stock of material 
and of spare parts has not been ex
hausted, so they have not had to pay the 
increased cost for material and added 
expense for transportation of raw ma
t erial. One manufacturer reports weld
ing steel as having advanced from 6 to 
11 cents . in the past three years and 
carbons from 7 to 12 cents. 

Most manufacturers of welding equip
ment report that deliveries can be made 
ir: a very short time after the receipt 
of order, where the apparatus used is 
standard. The longest deliveries are 
four months for the larger sizes of 
complete equipment, and most manu
facturers give deliveries of less than 
one month for the smaller sizes. Weld, 
ing material is being shipped 48 hours 
after the receipt of orders. 

Mica Insulation Made in Sweden 
It is reported that a factory for the 

manufacture of electric insulting mate
rial from mica has just been started in 
Gothenburg (Sweden) by a concern 
that has its own mines and is sure of a 
large supply of raw material. In 
Sweden it is hoped that the production 
of mica can be increased at home until 
there is enough native product to sup
ply the entire needs of the country. 

While it is stated that in all prob
ability many of the new industries 
which have been started there as a re
sult of the war will disappear when 
peace comes, some will continue, and it 
is thought the period of reconstruction 
following the war will create a great 
demand for all products used in the 
electrical field and result in a large 
increase in trade if factories · are es
tablished to handle it. 

Fuel Administration Issues 
Warning 

Rigid Economy Is N eeessary to Aid in 
Conservation and to Help Avert 

Shortage 

In a recent bulletin the Fuel Ad
ministration states that the demand for 
fuel on the part of the war-making 
branches of the Government and the 
war industries is growing tremendously. 
Every increase in the war-making ef
ficiency of the Nation is forcing a cor
responding increase in the fuel de
mand. Estimates of the coal consump
tion for the year, which were judged 
high in April, are now proving inade
quate. 

It becomes increasingly apparent that 
despite the phenomenal increase in the 
rate of production at the mines the 
strictest fuel economy must be enforced 
if the country is to escape a serious 
coal shortage next winter. Every 
means of coal conservation must be ob
served, and every wasteful and un
necessary use of coal must be elim
inated. 

NEEDS OF NEW PLANTS 

Almost daily applications are com
ing to the United States Fuel Admin
istration from war industries for allot
ments of coal in addition to those made 
at the beginning of the coal year. Some 
are from new plants authorized by tr 
War Industries Board, not known to 
the Fuel Administration at the begin
ning of the year. The requirements 
for these plants are in addition to t}, ~ 

original allotments. Other demands are 
from plants already on the preferred 
list of war industries, for increased :- 1 

lowances because of enlargements and 
extensions to original plants made since 
the Fuel Administration compiled its es
t imates of con5iumption. 

The increased demand for coal for 
the Navy reached almost 100 per cent 
in July. Whereas 3,500,000 tons was 
allotted to the Navy in April, the re
quirements by the middle of July had 
reached a basis of 6,000,000 tons. By 
the end of the calendar year 1919 it 
is estimated that approximately 8,000,-
000 tons will be required to cover these 
demands. 

SHIPPING BOARD INCREASE 

With the launching of new ships, the 
requirements of the Shipping Board 
have likewise grown beyond all expec
tation. When the annual allotment 
was made, April 1, 10,000,000 tons was 
assigned for the purposes of the Ship
ping Board. The actual requirements 
as demonstrated by · experience, and as 
a consequence ~of · the phenomenal re-

' 
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sults being achieved by the Shipping 
Board, now place the figure at 13,000,-
000 tons. 

So also coal for bunkering purposes , 
at first estimated at 13,500,000, has 
grown in demand until present calcula
tions call for 21,000,000 tons. 

New industries not in operation at 
the beginning of the coal year are now 
running full tilt or are about to start. 
From these come demands for coal of 
consequential proportions. 

OLD PLANTS INCREASE DEMANDS 

Aside from the increased require
ments here shown, originating from 
new or enlarged plants, many old plants, 
rated at the beginning of the coal year 
for marked increases of allowance over 
the: consumption of 1917, are now de
manding still more coal. Practically 
all the steel plants and furnaces are 
running twenty-four hours per day. 
There are no suspensions of operations 
save for repairs and overhauling of 
plants. In some instances the yearly 
coal requirements were underestimated. 
In many others enlarged production, 
under increased efficiency, has created 
a demand for additional coal. In
variably, increased steel production calls 
for increased coal production, demand
ing about five tons of coal for each ton 
of steel produced. 

In a report on coal production dated 
Aug. 17, the United States Geological 
Survey states that the production of 
bituminous coal during the week of 
Aug. 10 deci·eased 278,000 net tons or 
2.2 per cent, and recorded the fourth 
successive week of decreased output. 
The decrease in production during this 
period was equivalent to 1,000,000 net 
tons or 7.6 per cent below the record 
week of July 13, when production 
reached 13,286,000 net tons, and makes 
necessary an output of 14,500,000 n et 
tons during the balance of the summer 
months to make up the deficit for the 
coal year to date. 

The output during the week of Aue;. 
10 (including lignite and coal coked) 
is estimated at 12,274,000 net tons as 
against 12,552,000 net tons during the 
week of Aug. 3 and 10,636,000 net tons 
during the current week of 1917. The 
average production per working day 
<luring the week of Aug. 10 is estimated 
at 2,046,000 net tons as compared with 
2,092,000 net tons during the week pre
ceding and 1,773,000 net tons during 
the week of Aug. 10, 1917. The daily 
aYerage during the curTent week fell 
54,000 net tons or 2.6 per cent behind 
the daily summer requirements estab
lished by the U. S. Fuel Administra
tion. 

GENERAL DECREASE I N SHIPMENTS 

Shipments during the past week de
creased from all districts with excep
tion of southwest Virginia, Alabama 
and the district including Illinois, In
diana and western Kentucky. The in
c1·ease from Southwest Virginia amount
ed to 24.3 per cent, from Alabama 11.4 
per cent and from Illinois, Indiana and 
western Kentucky 2.2 per cent. 

Keep the Home Wheels Turning 

Carbon Brush Market 
Remains Active 

VeliYeries Are Prompt and the Advance 
in Prices Has Been Relatively . 

Small 

The carbon brush market is always 
active, as when motors and generators 
are once installed it is necessary to 
provide brushes or else stop operation. 
Manufacturers report that in the trac
tion fi eld the demand is about the same 
a s it was a year ago. Outside of this 
field the demand has increased consid
erably. 

No difficulty has been experienced so 
far in obtaining sufficient raw material 
to enable the manufacturers to antici
pate their requirements and also to keep 
an ample stock of standard sizes. 

Advances in prices have been gov
erned to a large extent by the reserve 
~tock which manufacturers had previous 
to the present stringent conditions. 
Prices of brushes are also commonly 
made on a quantity basis, so that the 
number ordered by any road affects 
the prices quoted. One manufacturer 
reports that an advance of 10 per cent 
was made a year ago and no further 
increase has since been necessary. 
Another reports an advance of 25 per 
cent for last November with no further 
advance. Still another reports that a 
small advance was made last January, 
another increase of 10 per cent was 
made last July and still another 10 
per cent increase will be necessary next 
month. 

Deliveries are being made very 
p1·omptly, orders for most standard 
sizes being filled from stock as soon as 
the order is received. Where sizes can 
be cut from those in stock these are 
shipped in about ten days, and when it 
il, necessary to have the brushes made 
np these take from three to four weeks. 

Catalogs Wanted 
W. R. Wood, acting assistant general 

superintendent of shops and rolling 
stock, officininos da Cia Light and 
Power, Boulevard de Sao Christavao 91, 
Rio de Janeiro, Brazil, wishes to re
ceive catalogs and literature pertain
ing to material for a street railway 
a nd a light and power company. 

Seattle Car Prospects 
Mayor Ole Hanson, Seattle, has ap

proved the ordinance passed by the 
Council appropriating $217,000 out of 
the city railway fund for the purchase 
of street cars in Minneapolis. Mayor 
Hanson has also made application to 
A. Merritt Taylor, director of the gov
ernment transportation and housing di
vision, for sufficient funds to enable the 
city to purchase necessary equipment 
for the municipal street r a ilway. His 
t elegram is as follows: 
. "I find on my return t o Seattle that 
the city can secure twenty-five first
class street cars from St. Paul a nd six 
more from St. Louis, price $270,000 
f.o.b. Seattle. Termina ls for elevated 
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will cost about $80 ,000 more. Our only 
way of obtaining money is for• City 
Council to vote utility bonds which have 
to be sold at 6 per cent and at par. We 
might not be able to do t his at once. 
In any event it would delay matters too 
long. The city of Seattle needs trans
portation more than ever. Could you 
arrange to loan the city railway fund 
iso0,000 on our bonds, payable in five 
equal installments after the war? Se
curity will be ample , as the bonds will 
be first lien on our elevated and on 
those cars." 

I I Rolling Stock I l 
Puget Sound Traction, Light & Power 

Company, Seattle, Wash., some months 
ago purchased twenty-five one-man cars 
for the Seattle division, built six and 
has fifteen more under order, making a 
total of forty-six of this type of car. 
They are now being put into supple
mental service on various lines, and this 
service will be added to as rapidly as 
operators can be , secured and trained. 
On Capitol Hill line one large car has 
been taken off and five of the safety 
cars put on, increasing service on that 
route 89 per cent. 

San Francisco-Oakland Terminal Rail~ 
w2ys, Oakland, Cal., has been authorized 
by the Railroad Commission of Califor
nia, in connection with a fare decision 
noted elsewhere in this issue, to spend 
$1,181,979 for improvements. This is 
a reduction from the amount asked for 
by the company, but it includes provi
sion for twenty-five one-man cars to 
cost $162,500, twenty-five new center
entrance cars for main traffic lines to 
cost $275,000, ten tra il cars for main 
traffic lines to cost $55,000, four dump 
cars to cost $8,712 and one electric loco
motive to cost $15,000, the total of 
rolling stock expenditures being $516,-
212 . 

Trade Notes I I 
Arthur Power-Saving Recorder Com

pany, New Haven, Conn., announces 
that it has received orders within the 
past few days for more than 500 re
corders. The complete equipment of 
several new properties is included in 
the above. 

The New Process Specialty Com
pany, Milwaukee, ·wis., has moved from 
the Enterprise Building to its new fac
tory at 230-232 Hamver Street. This 
move was necessitated to provide 
g l'eatly increased facilities for the 
manufacture of high-grade jigs, dies, 
gages, tools and special machinery. 

Holland Trolley Supply Company, 
Cleveland, Ohio, announced the appoint
ment of Arthur C. Sullivan as sales 
manager. Mr. Sullivan formerly was 
connected with the sales department of 
the Hensley Trolley & Manufacturing 
Company, and was more recently with 
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the Chicago office of the Hegeman
Castle Corporation. 

A.utomatic Reclosing Circuit Breaker 
Company, Columbus, Ohio, a nnounces 
the appointment of C. M. H ickle as sales 
manager of the company. For t he past 
two years Mr . Hickle has been connected 
with the P ittsburg sales offi ce of Cutler
Hammer Manufacturing Company. Pre
vious to t hat t ime he was engaged in 
practical a nd t echnical work, which 
has given him excellent preparation for 
his new duties in promoting the use oi' 
automatic prot ective devices for d.c. 
equipment of railway substations. 

Chicago (Ill.) Pneumatic Tool Com
pany ann ounces that the contract haE 
been let and work started on the erec
tion of an up-to-date addition to its 
Cleveland plant, which is planned to 
double the present output. It is ex
pected that work will be completed on 
the building itself about Nov. 1. The 
necessary equipment has been ordered 
and it is believed will be delivered and 
ready for installation by the time the 
building is completed, so that shortly 
thereafter the additional production 
contemplated will be available. 

C. A. Bird has been placed in charge 
of the new Pittsburgh office of the 
General Devices & Fittings Company, 
Chicago. This office is at 1303 Arrott 
Building. Mr. Bird has done much re
search work in t he line of high-tension 
phenomena and has prepared many 
papers on conductor calculations and 
allied engineering subjects. He was 
formerly one of the district engineers 
of t his company's Cleveland office, and 

while there had charge of Pittsburgh 
district work. Increasing demand for 
engineering ser vice made it necessary 
to station Mr. Bird in Pittsburgh with 
~ suit able sta ff of ass'stants. 

E. P. Dillon, manager of the power 
ciivision , New York office of the West
inghouse Elect r ic & Manufacturing 
Company, has resigned to become gen
eral manager of t he Research Corpora
tion of New York. Mr. Dillon joined 
the Westinghouse Company in 1909, 
h2ving been previously connected with 
va rious mining and electrical companies 
in Colorado. In l 917 he was transf er r ed 
to the New York office as manager 
cf the railway and power division . For 
several years he was assistant to man-
3ger of t he railway and lig hting de
partment a t East Pittsburgh , being in 
charge of power house a nd apparatus 
work. He was transferred t o t he New 
York office as manager of t he railway 
and power divisions in 1917. 

I New Advertising Literature 

W. N. Matthews & Brother, St. 
Louis, Mo.: Additions to cat alog -han d
book No. 9 ar e now available. 

Ross Heater & Manufacturing Com
pany, Buffalo, N. Y.: A circular de
scribing a nd illustrating expa nsion 
joints. 

Walter A. Zelnicker Supply Company, 
St. Louis, Mo. : Bulletin No. 246, devoted 
largely to t anks, both with and without 
towers. 

Ross Heater & Manufacturing Com
pany, lnc., Buffalo, N. Y.: Circular de
scribing and illustrating surface con
densers, multi-head water heaters and 
expansion joints, etc. 

Electric Hoist Manufacturers' Asso
ciation: Folder on electric hoist con
trollers designed to explain in non
t echnical la ng uage the functions of a 
controller on an electric hoist. 

Crouse-Hinds Company, Syracuse, 
N . Y.: A repr int of a paper entitled 
"H eadlights for Electric Traction Serv
ice," read by K. W. Mackall before the 
Centra l E lect r ic Railway Association. 

Cutler-Ham mer Manufacturing Com
pany, Milwaukee, Wis.: Booklet A on 
brakes for use with elevators and hoists 
where the supply is alternating current, 
together with dimensions of equipment. 

Genera l E lectric Company, Schenec
tady, N. Y.-Bulletin on Type-H cir
cular coil form transformers, oil-insu
lated, self-cooled or water-cooled. 
Covers transformers of medium size 
~nd m oderate voltages. 

John F. Godfrey, Elkhart, Ind.: Cir
cul ar describing standard installations 
of the Godfrey coal conveyor. Emphasis 
is laid on the fact that power plants 
c~m g r eatly facilitate continuous oper
ation by storing their coal now. 

M. L. Oberdorfer Brau Company, 
Syracuse, N . Y.: Circular illustrating 
a nd describing bronze geared pumps. 
Their adaptibility, construction, testing, 
sizes carried in stock, capacity, table 
in dimensions and ratings are shown in 
t his bulletin. ' 

NEW YORK MET AL MARKET PRICES OLD METAL PRICES-NEW YORK 

Copper, ingots, cents per lb .. . 
Copper wire ba11,_e, cents per lb ... . 
Lead, cents per lb. . . . . . . . .. . . 
Nickel, cents per lb ............. . 
Spelter, cents per lb . . . . 
Tin, Chinese*, cents per lb ............ . 
Aluminum, 98 to 99 per cent., cents per 

lb .... . ............. .. .... .. . .... . 

Aug. 14 
26 

29. 25 
8 . 05 
40 

8 90 to 9 00 
90 to 90 

t33. 00 

Aug. 21 
26 

29. 25 
8. 05 
40 

9. 12½ 
90 to 90. 5 

t33 . 00 

* No Straits offering. t Government price in 50-ton lots or more, f. o. b. p lant. 

Heavy copper, cents per lb ....... . 
Light copper , cen ts per lb ... . 
Red b rass, cen_ts per lb. 
Yellow brass, cents per lb .... .. ...... . 
Lead, heavy, cents per lb .. . 
Zinc, cents per lb . . ... ............. . 
Steel car axlPs, C hicago, per net ton .... . 
Old carwheels, Chicago, per gross ton ... . 
Steel rails (scrap) , C hica~o, per gross ton. 
Steel rails (relaying), Chicago, gross ton .. 
Machine shop turn ings, Chicago, net ton . 

Aug. 14 
23 .50to24.50 

20 to 21. 50 
21 to 22 

l5to15.50 
712½to7.50 

5½ to 5! 
$41. 52 
$29 . 00 
$34. 00 
$60. 00 
$16. 25 

Aug. 21 
24.00 
20.50 

21 to 22 
13¾ to 14½ 

7.00 
6.00 

$41. 52 
$29. 00 
$34. 00 
$60. 00 
$16. 25 

ELECTRIC RAILWAY MATERIAL PRICES 

Rubber-covered wire base, New York. 
cents per lb . . . . . . . . . . . ....... . 

" 'eatherproof wire (100 lb. lots), cents 
per lb., New York . . . . . ..... . 

" 'eatherproof wire (100 lb. lots), cents 
per lb., Chicago . . . . . . . . . . . . . . . .. 

T rails (A. S. C. E. standard), per gross 
ton.. .. .. .. . . . . . . . . . . . .... . 

T rails (A. 8. C. E. standard), I 00 to 500 
ton lots, per gross ton. . . . . . . . . . . . . 

T rails (A. S. C. E. standard), 500 ton lots, 
rer gross ton . . . . . . . . . ..... .. . 

T mil, high (Shanghai), cents per lb .... . 
Rails, rdger (grooved), cents perlb .... . 
Wire nails, Pittsburgh, cents per lb . . . . . . 
Railroad spikes, drive, Pittsburgh base, 

R;il~~:se:dite~. s~~~:,_;: Pittsb~~gh base, 
cents per lb . . . . . . . . . . . . . . . . . 

Tje plates (fla t type), Cf'llts per lb .. . 
Tie plates (brace type), cents per lb ... . 
Tie rods, Pittsburgh base, cents per lb .. 
Fish plates, cents per lb . . . . . . . . . . . . 
Angle plates, cents per lb . 
Angle bars, cents per lb . . . . . .. 
R ail bolts and nuts, Pittsburgh ba;P·, 

cents per lb . . . . . . . . . . . . 
Steel bars, Pittsburgh, cents per lb. . . 
Sheet iron, black ( 24 gage), Pittsburgh , 

cents per lb . . . . . . . . . . . . 
Sheet iron, galvani7.ed (24 gage), Pitts-

burgh, cents per lb . 
Galvanized barbed wire, · Pittshu~gJ-,. 

cPntr per lb .......... . . 

Aug. 14 

30 to 37 

32. 40 

35 00 to 37 72 

$70. 00 to $80 00 

$67 50 

$62 50 
4¼ 
41 
3½ 

4. 90 
5 

4 OQ 

5. 80 

4. 35 

Aug. 21 

30 to 37 

32. 40 

35 00 to 37 7 2 

$70. 00 to $80. 00 

$67. 50 

$62. 50 
4¼ 
,ii 

3½ 
4½ 

8 
*3¼ 
*3¼ 

7 
*3¼ 
*3¼ 
*3¼ 

4. 90 
5 

90 

80 

4. 35 

Galvanized wire, ordinary, Pittsburgh, 
cents per lb ........ .. .. .. ... .... . .. . 

Car window glass (single strength), first 
three brackets, A quality, New York, 
discountt ..... ..... . . . ... .. ..... . 

Car window glass (single strength, first 
three brackets, B quality), New York, 
discount. . . . . . . . . . . . . . . . . . . .. .. 

Car window glass (double strength, all 
sizes AA quality), New York discount ... 

Waste, wool (according to grade), cents 
per lb .. ... ................... . 

Waste cotton (J OO lb. b alP), cent~ per lb .. 
Asphalt, hot ( 150 tons minimum), per ton 

dPlivered. ... .. . . . . . . . . . . . . .... . 
Asphalt, cold (1 50 tons minimum, pkgs. 

weighPd in, F. 0. B. plant, Maurer, 
N. J.), per ton. . ..... . 

Asphalt filler, per ton . . . . . . . . ....... . 
Cement (carload lots), New York, per 

bbl . . .. . . . . . . . . . . . . . . .. 
Cement (carload lots), Chicago, per bbl .. . 
Cement (carload lots), Seattle, per bbl ... . 
L inseed oil (raw, 5 bbl. lots), New York, 

p<>r gal . . . . . . . . . . . . . . . . . .. 
Linsred oil (boiled, 5 bbl. lots), NPw York, 

per ga l . . . . . . . . . . . . . . . . . . . . . . . . 
Whit P lead (1 00 lb. k<>g), NPw York, 

N'nts per lb . . . . . . . . . . . . . .. 
Turpentine (bbl. lots), New York, cents 

per gal. .. .......... . . ... ....... . . 

Aug. 14 

3. 95 

80 % 

80% 

82& 3% 

ll½to 22 
13 to 13½ 

$38 . 50 

t-42. 50 
$45. 00 

$3 . 20 
$3 . 34 
$3 . 68 

$1. 86 

$1 88 

63 

Aug. 21 

3. 95 

80 % 

80 % 

82 & 3 % 

11 ½ to 22 
13to 13½ 

$38 . 50 

$42 . 50 
$45 . Oo 

$3. 20 
$3. 34 
$3. 68 

$1. 86 

$1. 88 

10½ 

63 

* Government price. t These prices are f. o. b. works, with boxing cha r ges 
extra. 




